


2. Ss 


fic Bureau 
rewith). 


. Ry. et al. 
€s grouped 


. R. et al. 
Ry. et al. 


tories (and 
1d Conway, 


», from and 


R. et al. 
(adjourned 


linois junc- 


1. 


s. N. & W 


doing busi- 
Ry. 
0., Enc:, 
a. 


., et al. vs 
th: 
(and cases 


uped there- 
t) (further 


uped there- 
t) (further 


ing places: 
ket Street. 
roe Street. 
ills Build- 


d. 

Oth Street. 
Ss: a 
ind Winn 


orker, Le- 
Iphia-Ne¥ 







iXLIV. No. 24 1184 











WHOLE 


— Tee ceaeaeere “ ” - 
$ > © oe eee c ‘ a s — * ar 
= a oer aN one ae Fins ONE 


Reg. U. S. Patent Office 


Meo 


lo DESIGN A MODERN-SKYSCRAPER 


only a Skilled Architect 


Building a modern skyscraper involves 
more than the laying up of brick or stone 
according to desired appearance, floor 
space and height. Designs, plans and 
specifications must be carefully calculated 


to insure due strength and permanence 
without excessive weight or cost. 

Only to a skilled architect can such 
an important job be entrusted with 
confidence. 


lb DESIGN THE RIGHT CONTAINER 


only a Package Engineer 


In the proper designing of a shipping 
container more must be considered than 
mere shape and dimensions. Shipping 
weight, labor costs, storage, merchandising 
needs, ample protection without excessive 
cost—all must be dealt with. 


50 H & D Package 
Engineers are daily solv- 
ing complex shipping 


tea 


HIND: & DAUCH co bre SHIPPING BOXES 


container problems. Their experience and 
skill have saved thousands of dollars for 
shippers everywhere. | 

The services of these men—backed by 
the resources of the world’s largest cor- 
rugated fibre box making organization— 
are available to you without charge or 
obligation. If you have a packaging prob- 
lem—send for an H& D Package Engineer. 


Write for a copy of the latest H & D booklet 
on scientific packaging in your industry. 


THE HINDE & DAUCH PAPER CO., 303 Decatur St., Sandusky, Ohio 
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Strategic With offices and interior 


agencies located at the 


Points of majorA\tlantic and Pacific 
Coast ports and in the 
Contact heart of the industrial and 
commercial centers of the 
country, American- Hawaiian is in a position to sat- 
isfy all the transportation needs of inter-coastal traffic, 


including transshipment. @ Iwice-a-week sailings at 


ILYNNIDNID INV TSARTD LIONLIG OOWDIHD NOLSATYWHD 


fixed sailing days every week constitute the most 


frequent and regular service in the intercoastal trade. 





AMERICAN-HAWAIIAN 
STEAMSHIP COMPANY 


Supecioe Coact-to-Coast Seevice 
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CARLOADING & DISTRIBUTING CO, 


NE 


UNITED STATES “FREIG SHT COMPANY 


\ fo , , . I 
Less Than Carload Freight Service “ 





A DEFINITE 
POLICY « 


For 17 years the UNIVERSAL 
CARLOADING AND DIS- 
TRIBUTING CO. has followed 
a definite policy in the building 
of its Transportation Service. 


That policy is to give the shipper 
and receiver of less than carload 
freight three things; the best time 
in transit, the lowest possible 
rates and an absolute minimum 
of loss and damage. 


The fact that its consolidated cars 
now carry over 300,000,000 
pounds of less than carload freight 
per month is sufficient evidence 
of the soundness of its policy. 


— 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


“Reduced Freight Rates” 
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L., every line of endeavor, sooner 




















or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware: 
houses enjoy the position of leadership in their chosen field. 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’! Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


HAINof TIDEWATER TERMINALS 
_.4nd ALLIED INIAND WAREHOUSES _ ge 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary & Treasurer 


ra, 
= _COMMERCIAL TRUST BLDG. PHILA.PA,-_ 
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+ Nicket Pate Roan 


ah) PROVIDING THE PUBLIC WITH 
for FAST, CONVENIENT AND 
DEPENDABLE FREIGHT 
AND PASSENGER SERVICE 





r, Sooner 


adie BETWEEN 

of suc 

ky NEW YORK, CHICAGO, ST. LOUIS, 

aie BUFFALO, TOLEDO, DETROIT, 
CLEVELAND, INDIANAPOLIS, PEORIA 

af || AND INTERMEDIATE POINTS 

rage and 

PANY DIRECT CONNECTIONS TO ALL 


POINTS IN UNITED STATES, 
CANADA AND MEXICO 





SHIP AND TRAVEL 


Nickey. Bare Roao 
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UILT by International Harvester, and 
every bit as good as they look. Heavy- 
Duty sizes: 244, 34%, and 5-ton, both 
double-reduction and chain drive. 

es shown here are all Heavy-Duty Trucks.) 

Speed Truck sizes: 34, 1, 14%, 142, 2-ton. Wheel- 

base lengths, bodies, and equipment for all haul- 

ing. Sold and serviced through 174 Company- 
owned branches in the United States and Canada. 

Information and demonstration on request. 


INTERNATIONAL HARVESTER COMPANY 


606 S. Michigan Ave. — = Chicago, Illinois 
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MERCHANT MARINE 





F. EDSON WHITE 
President, Armour & Company 
“4A Merchant Marine is essen- 
tial to the future welfare of the 
United States. We need and 
must have great fleets of 
steamers.” 





ROGER BABSON 
Noted Business Lecturer and Writer 
“Ship under the American flag. 
Our Merchant Marine is worthy 

of your support.” : 


Built and maintained 


FoR YOU 


& 


O meet the gigantic post-war needs of our 

industries there has been built up in the 
United States a new Merchant Marine containing 
a great fleet of speedy, modern freight ships. Sail- 
ing to all parts of the world, these vessels offer 
an unrivaled opportunity for American Business 
to increase its foreign outlets and extend its 
overseas trade. 


Realizing the vital importance of having 
American ships for American goods, many of the 
outstanding business men of the nation, among 
them such leaders as Harvey Firestone, George 
Eastman, F. Edson White and Roger Babson, 
urge you to use these vessels whenever you can 
and to take full advantage of the opportunities 
they offer. 


The hundreds of vessels in the 18 lines owned 
by the United States Shipping Board and those in 
the many lines developed by the Shipping Board 
but now under private ownership provide the 
utmost in safe, speedy and economical freight 
transportation. An added service available to 
users of the Shipping Board lines is found in the 
advice and counsel of their experienced American 
operators. These experts will be glad to help you 
work out any problems pertaining to transporta- 
tion needs. 


Write for full information about ships, rates, 
dates of sailing, etc. 


4 





GEORGE EASTMAN 


hairman of the Board 
Eastman Kodak Company 
“The splendid services rendered 
by the American Merchant 
Marine deserve the support of. 
American business.” 





HARVEY FIRESTONE 
President, Firestone Tire and Rubber Co. 


“We can have a strong Ameri- 
can Merchant Marine only by 


using American-flag ships.” 


UNITED STATES SHIPPING BOARD 
MERCHANT FLEET CORPORATION 


WASHINGTON, D.C. 
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When fast Freight Shipments 
will increase yourProfits- 


SHIP ViA PEORIA GATEWAY 


Transfers of traffic between these many line-haul carriers are made within a 
few hours of the use of the facilities of the Peoria and Pekin Union, while a 
much longer period is required for such interchange of traffic through some of 
the larger and congested gateways. Traffic is handled with sufficient dispatch 
to avoid congestion, thus affording regular expeditious service in the movement 
of all through traffic. 


ml 
= 














Our intermediate switching charge is absorbed by line-haul carriers on all 
traffic. Therefore, no danger of extra switching charges, 
whether P. & P. U. Ry. is or is not shown as 
participating carrier in joint tariffs. 
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1 UNIFORM STRAIGHT BILL OF LADING 
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Peoria & Polio Union Raiiway Company _* aan 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 


E 





. 
pecember 14, 1929 The Traffic World PAGE 1503 


Ohe 
Section Gang 


Many people think of railroad men as engineers 
gripping the throttles of great locomotives or as 
signalmen operating a myriad of levers and holding 
the safety of swift trains in the balance. But let 
us for a moment remove our hats to the section 
gang, the men who maintain the steel highway of 
commerce. 


Erie is proud of these men and proud of the roadway 
they are maintaining. Perfection means constant 
replacement of ties and rails, constant reballasting, 
constant vigilance 


Under the blazing summer sun and through the 
winter’s roaring blizzards they work steadily along, 
stepping aside momentarily as great trains flash by 
then back again at their task with pick and shovel 
and crowbar. 


To these men as much as to any must go the credit 


Along the Susquehanna Division for Erie dependability. All honor to them. 
near Waverly, N. Y. 


ERIE RAILROAD SYSTEM 


Route of the Erie Limited 
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The Essentials of Service 


Reliability | | Lower Rates | Direct Contacts 


THE REDWOOD LINE 


More Than Meets These Requirements 


It is The One Line That Gives Service To And From 
THE MISSISSIPPI VALLEY 








P: 


AGENCY OFFICES 


CHICAGO ST. LOUIS NEW YORK BIRMINGHAM 
MOBILE HOUSTON GALVESTON BEAUMONT 
ORANGE LAKE CHARLES SAN FRANCISCO LOS ANGELES 
PORTLAND SEATTLE TACOMA 


REDWOOD LINE, INC. 


General Offices 
1421 New Orleans Bank Bldg. - 226 Carondelet St. 


NEW ORLEANS 
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TRANSPORTATION IN THE NORTHWEST 
™MEW EMPIRE BUILDER 


Radiokguipped & 


TO 
CALIFORNIA 


via the Clean, Cinderless, Scenic 
Great Northern Route 


Step aboard the New EMPIRE BUILDER or the luxuri- 
ous ORIENTAL LIMITED...ride the 1200 clean, cinder- 
ff less miles behind super-power oil-burning and electric 
A.J. Dickinson ff locomotives...60 miles by daylight along Glacier National] 
PassengerTrafficMgr. /Sa Park...enjoy the courteous service of these superbly equipped 
a , | modern trains and you will understand the over-whelming 
popularity of the Great Northern Route. 
M. J. Costello 


Western Traffic Mgr. ' H 
Seattle, Wash. a 
H. H. Brown b i 
General Traffic Mgr. hed i 


St. Paul, Minn. _ E R f * t 
T. J. Shea i 


ee ae a. % Route your freight via Great Northern for fast, convenient 

Room 620, Chicago, IIL a and de endable service...between Saint Paul, Min- 

neapolis, Duluth, Superior, Sioux City, Winnipeg, Bil- 

= ’ lings, Butte, Spokane, Portland, Klamath Falls, 
nin : Fumie Mer. Ww Ore., Seattle, Tacoma and intermediate points. 


., York Clay Be . Through Daily Merchandise Cars to 


Pacific Northwest and Inter- 
mediate Points 


' 
CHAU AACA ALADLL LLAMA) A0\03435 500008 


DUTT TT 
we 


THE CLEAN, CINDERLESS, SCENIC ROUTE 
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WESTERN OCEAN STEAMSHIP CORPORATION 
“WESTERN LINES” 


ANNOUNCES 


AN AMERICAN FLAG EXPRESS 
PASSENGER AND FREIGHT SERVICE 


FORTNIGHTLY 


FROM NEW YORK To 


UNBOXED 
AUTOMOBILES 


CARTONS AND 
SPECIAL CARGO 


AMPLE PIER 
SPACE 


THROUGH 
BILLS OF LADING 


CIUDAD BOLIVAR, 
ORINOCO RIVER, 


AND 
GULF OF PARIA 


ST. THOMAS 
ST. CROIX 


ST. KITTS 
5 Days) ANTIGUA 


4 Deva! 


GUADELOUPE 


DOMINICA 
6 Days; MARTINIQUE 
ST..LUCIA 


7Days BARBADOS 


ST. VINCENT 
GRENADA 


9Days TRINIDAD 


BRITISH 
GUIANA 


DUTCH 
GUIANA 


FRENCH 


8 Dave! 


11 Dave! 


12 Dave 


S.S. “Western Ocean” 
400 Feet Long 
15 Knots Speed 


De Luxe Suites 


First Cabin Second Cabin 


Sailing 
December 18th 


S.S.“Western Wave” 
Sailing 
January 4th 


WESTERN LINE 
Passenger Department 
80 BROAD STREET 
NEW YORK 


WESTERN LINE 
A. H. BYRD 
General Freight Agent 
Freight Department 
80 BROAD STREET 
NEW YORK 
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MARKET MAP of AMERICA 


Why Louisvill 
Most Economical 


rad 


J NDATION 
tenet 
Pane Coen he 


Population map 
used through 
courtesy of Kar- 
sten Statistical 
Laboratory, New 
Haven, Conn. 


for this Unusual Market Map 


TH each state drawn to 
size consistent with actual 


population, this unique map 
shows at a glance the relative 
importance of markets... It 
points the way to faster, more 
economical distribution. . . It 
helps in assigning territories, 
establishing quotas and increas- 
ing volume. 


ACCURATE GUIDE 
TO MARKETS 


With population as a true index 
to anticipated sales, it indicates 
with mathematical certainty the 
most strategic point for branch 
plant or warehouse. .. It helps 
the newly-organized company to 
obtain the ideal combination of 
low-cost production and distri- 
bution. 


To all business men interested 
in applying to sales the same 
principles of efficiency as are 
used within the plant, this map 
will prove invaluable. 


NO COST 
OR OBLIGATION 
Although published for the ob- 


vious purpose of interesting 
industry in Louisville, the “Mar- 
ket Map of America” will be 
mailed to any executive without 
cost or obligation and with the 
assurance that no manufacturer 
is ever encouraged to locate here 
without proven opportunity for 
betterment. 


Louisville Industrial Foundation 
Incorporated 
458 Columbia Building 
Louisville, Ky. 


eee GH 
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PRINTED IN COLORS 


LOUISVILLE 


CENTER O 


MARKETS 


ON DURABLE STOCK 
27'2x 19 INCHES 


NO COST 
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1 / 3 ott round trip first class fare i 
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shipp 


“California f 


permi 
shoul 


and Arizona ce 


F 
Tickets good going on f 


man | 
Choice Dec. 16, 17, 18, 19, 26, 27, 28 ~~ 


f ser 

of ar fe 

iin Return Limit January 12th * 

ae These special rates are offered only for the holiday regull 

ene period. Tickets are good on all Southern Pacific one 
Golden State Route trains, and permit stopovers at intermediate 

r 

d 


Golden State Limited points within final limit—January 12, 1930. 
Californian 











Overland Route Southern Pacific offers a choice of routes—a choice 4 
Sao and Limited . of trains. Now is the time to take advantage of or 
Cold Cott Limited this offer. One-third off the regular fare. i 
nters 
S d Chri in Cali ] i 
‘pen ristmas in California ses 
trol o 
ments 
ee oe 
and r 
\ 
Senat 
You are cordially invited to use the facilities of our entire organization in any transy 
way we can serve you. Simply communicate with our representative nearest to you. 2 a 
EEE reer ere Healey Bldg. EE Se eee ee CU Uptown Pass. Ticket Of. 531 Fifth Ave. at Mn core 
ee SE a ame ee 209 Morris Bldg. IES RIS ae oie Majestic Bldg. Ghiehowma TE — Bids: Men 
Birminghamn. ........cccccees Protective Life Bidg. Havana...........Pi Y Margall (antes Obispo) 46 Philadelphia....................--Pae *e Blds. 

Serer ese Indianapolis.............. Merchants Bank Bidg. ER Porcin St Tow 
Buffalo. ....................Ellicott Square Bldg. Kansas City............Railway Exchange Bldg. Salt Lake City..................--4l S-thtag, n 
Cincinnati.......................Dixie Terminal Memphis.......................Exchange Bldg. DSS <2 oh. achecissigc abe cosa nies 2 rail 
Chicago—Freight Dept... .Southern Pacific Bldg. Minneapolis.............Metropolitan Life Bldg. She BMWIB 0055 ce oc cc cc cece vecccces Carleton st 1 
Chicago—Passenger Dept.......... 33 W. Jackson Mexico City.............Ave. Cinco de Mayo, No.7 _ eee YS ee 585 Gran ide that ; 
Cleveland.....................Hippodrome Bldg. .... Edificio Langstroth Washington, Bh Goons ccc oo 0 5 1 






SE iis Sctccmenien aa eee.ed 
New York City—Frt.-Pass.......... 165 Broadway 
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fare 


le | 


Ave. at 44th 5t- 
Perrine Bld: 
Packard Blds- 
"Park Bldg: 
41 S. Main St 
_314 Union St 
Carleton Bids. 


5 Gran 
horeham Bldg. 
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Our Platform 


Keep the government out of business. This applies 
oocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
fiers as a whole the adequate revenue prescribed by the 
hw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
tegulation from the rail carriers. 





COMMISSION APPOINTMENTS 

ENATOR HIRAM BINGHAM, of Connecticut, presi- 

dent of the National Aeronautic Association, in an 
article in a recent number of Public Utilities Fortnightly, in 
mentioning a number of more or less good reasons why the 
Interstate Commerce Commission should not be charged with 
the regulation of air transport, says: “I think the defeat of 
this measure for the Interstate Commerce Commission con- 
ttol of aviation is vitally necessary unless we make arrange- 
ments to change the personnel of the Commission entirely 
and replace it with men who have an aeronautical back- 
ground.” 
_ We would not go that far, but there is something in 
Senator Bingham’s point. If he had said “men with a 
Tansportation background” we would have been more in 
accord with him. But the point we seek to make is that, if 
men who control aviation must have an aeronautical back- 
found, why must not men who regulate the railroads have 
‘railroad or a transportation background? It is a point 
that is overlooked often, not only by the President of the 
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United States in making appointments to the Commission, 
but by senators in acting on those appointments. We trust 
that, when the President’s appointments to fill the two places 
on the Commission that will be vacant at the end of this 
year come to the Senate, Senator Bingham will scrutinize 
them with his point in mind and that he will use his influ- 
ence to cause other senators so to scrutinize them. There 
is no sounder principle than that men who are chosen to 
control or regulate an industry should have some _ back- 
ground fitting them for their duties. It is not enough that 
they be able, conscientious, and industrious men, and fre- 
quently they are not even that, but are appointed because 
of some political deal. We do not think a man serving on 
a body that regulates railroads need have been a railroad 
man or that one regulating air transport need have been a 
flyer or a manufacturer of airplanes; but both ought to 
have some general knowledge of and experience in trans- 
portation. 

As to the question of by whom and how aviation shall 
be regulated, we do not think the situation is immediately 
pressing but, on general principles, we should say that reg- 
ulation of all transportation agencies should be performed 
by the same body. Anything else is unreasonable from the 
efficiency point of view and may give rise, not only to in- 
consistencies, but to actual rivalries and competition. In 
our opinion, the railroads, the intercoastal steamships, the 
inland waterway carriers, the common carrier motor vehicles 
in interstate commerce, and the air transport agencies should 
be under the jurisdiction of the same body. If the Inter- 
state Commerce Commission is not now so constituted as 
to enable it to discharge this entire function, that condition 
should be remedied—and it would be as easy to remedy it 
as to set up one or more additional regulatory bodies or to 
put the duty on the Department of Commerce. Wherever 
it is, there must be machinery to take care of it. 


WORK OF THE TRAFFIC CLUBS 

NYONE who is interested in or has watched the work 

of the traffic clubs of the country must have noticed 
in the last few years a steadily increasing tendency among 
them to do things of a valuable and constructive nature. 
Formerly, though some of them now and then did some- 
thing of this kind, most of them confined their activities 
to social affairs of various sorts and to furnishing a meet- 
ing ground on which carrier and shipper representatives 
might become acquainted for their mutual advantage. This 











































O 
SPRINGFIELD, ILLINOIS’, INDUSTRIAL ADVANTAGES 


IS DEMONSTRATED BY 


NATIONAL RECOGNITION! 


During the past THREE YEARS the following 
nationally known concerns have recognized Spring- 
field’s outstanding facilities for production and dis- 
tribution by locating branches in this city - - - 


1—The American Radiator Company— 
Which located a large branch plant here. 


2—The Allis-Chalmers Company— 


Whose tractor plant is located here. 


3—The Hamilton Watch Company— 


Which purchased and is expanding an estab- 
lished watch company. 


4—The Pillsbury Milling Company— 
Just now completing a $2,000,000 branch flour 
and cereal products plant here. 


— In addition — 
The Copley Press 


A national newspaper syndicate has located here, 
having acquired a local paper which it is ex- 
panding. 

The Insull Utility Interests 


have selected this city as the location for their 
14 story, $1,500,000 headquarters office for the 
C. I. P. S. Co. properties. 


Local Industries Are Also Expanding to Keep Up This Pace! 


Springfield, Illinois, located in the center of the state, is served, 
among other railroads, by the Illinois Terminal System. Its 
diversified industries and its present growth are the best evi- 
dences of favorable conditions for industrial development. For 
detailed information apply to this company or to the Chamber 
of Commerce at Springfield, Illinois. 


 [[ltinvis ferminal System) 


Having interchange with all railways. 


Traffic Department—1221 Locust St., St. Louis, Mo. 
H. G. Powell, General Traffic Manager; H. A. Tuohy, Freight Traffic Manager; W. H. Blair, General Freight Agent; 
J. A. Jefferis, General Freight Agent (Solicitation) 
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“The Proof of the Pudding..” 
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«as well enough, as far as it went, but there was a feeling 
gat the clubs, containing, as they do, the cream of the 
traffic profession on both sides of the fence, ought to do 
gnething of value to the business and in the interest of 
te public. This is the feeling that crystallized in the 
wrganization of the Associated Traffic Clubs of America, 
4d, whatever else may be said for or against this associa- 
ion, it has certainly resulted in an awakening of the traffic 
ubs to their opportunities and responsibilities and in many 
sncrete developments along that line. Perhaps not all of 
stat the traffic clubs are now doing individually is due to 
#e influence of the national association, but much of it 
mdoubtedly is. 

The national association has meetings at which trans- 
wrtation subjects of national interest are discussed by 
sperts and from the floor. It sends to the members of 
he clubs reports of these discussions and much other 
iterature on the same subjects for their edification and 
jgcussion. It encourages and puts out specific suggestions 
ior individual club activities in accordance with the national 
wogram, and many clubs avail themselves of this help. 
thas a definite program for the promotion of the traffic 
kpartment idea in business and for helping traffic men 
walify for the positions that not only exist but ought to 
ais. Most of the member clubs avail themselves to a 
seater or less extent of the help offered. Some of these 
wnfine themselves to the programs suggested; others “step 
wt” with ideas of their own. Even some of the clubs 
wtside the association have fallen more or less into step. 

Some of the things that individual clubs are doing, 
utside of the open forum meetings, and other activities that 
te national association specifically suggests, are worthy 
ifnote. For instance, the Atlanta club has formed a traffic 
tudy club and issues a publication called “Traffic Studs” ; 
te Birmingham club holds weekly round table traffic dis- 
ussions; clubs at Decatur, Des Moines, Evansville and 
fort Wayne have traffic classes; the Kansas City club has 
targe of a traffic class in connection with a local college; 
the St. Louis club has instituted traffic classes in cooperation 
wth the school board; the Wichita club also conducts a 
tafic class. Most of the member clubs and some of the 
tlubs outside of the association—like Philadelphia and 
‘attle—have frequent open forum or educational meetings. 
A somewhat different form of activity—also educational 
~has been started by The Traffic Club of Chicago under 
le auspices of a committee of which R..J. Wallace is 
tairman. It is engaged in creating a transportation library 
which it hopes to make as complete a source of information 
trafic matters as possible. There seems to be a big 
id here in which the traffic clubs can give their members 
‘mething of value, though, of course, this opportunity is 
imited to clubs that have quarters. It is generally conceded 
that the most complete selection of manuscripts and docu- 
nents On transportation subjects is at Ann Arbor, Michigan, 
and frequently it is necessary for men in search of informa- 
‘on to journey there for the purpose of consulting the com- 
Mehensive archives. When it is considered that Chicago 
8 the most important railroad terminal and center in the 
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world, it would seem that there is every reason why it 
should have as complete a transportation library as can be 
found at any point in the country. 


MR. HURLEY MAKES HIS DEBUT 


HE flag waves and the government at Washington 
fe lives! There is nothing to be feared, it seems, 
from the appointment of Mr. Hurley, of Oklahoma, to the 
place as Secretary of War, left vacant by the death of Mr. 
Good. Mr. Hurley, at his first opportunity, on the day fol- 
lowing the confimation by the Senate of his appointment, 
delivered a speech in which he announced himself the firm 
friend of the government’s waterway policy, as laid down 
by his predecessor and by President Hoover. It had seemed 
somewhat doubtful whether this Oklahoma citizen, occupy- 
ing a subordinate position in the War Department, was fit 
material for the cabinet position, but all doubts are now 
removed. How good it is to know that the affairs of 
war are safe in the hands of a man who believes in a 
policy of inland waterway development. 

After due consideration of the problem and, we sup- 
pose, proper perusal of the speeches of Mr. Hoover and 
Mr. Good, Mr. Hurley makes this statesman-like uttérance: 
“Under the able guidance of our engineer president, we 
now demand that the benefits of low cost transportation by 
water, which for years has been available to the miner and 
the manufacturer, be extended to the use of the farmer.” 

How have the manufactruer and the miner been able 
to benefit by water transportation to the exclusion of the 
farmer? We do not understand. And just what does Mr. 
Hurley know about the cost of water transportation? Is 
he talking about cost as represented by what the operator 
spends, without reference to what the taxpayer pays for 
him, or of the real cost, including taxes? And if he is 
talking about real cost, where did he get his figures? 

If Mr. Hurley’s speech was anything but an essay pre- 
pared after reading what others have said and with little 
knowledge or thought on his part, then what he had to say 
about the six essential conditions for barge line operation 
by common carriers that must be created before the govern- 
ment will step out of the picture and turn its barge lines 
over to private capital is exceedingly important—because 
it means that the government will never retire from the 
business. He sets up an ideal to be realized, and ideals 
are never realized. One might as well expect to see in his 
lifetime the retirement of all preachers from the pulpit be- 
cause some one said they would so retire when the millen- 
nium arrived, as to expect to see, in this century, the retire- 
ment of the government from barge line business because 
some one said it would retire when all these conditions had 
been created. 

We wonder whether Secretary Hurley is just speaking 
unthinkingly out of little information and giving vent 
to his own hazy ideas, or what he says represents somethitig 
like government policy. It is the first time we have heard 
from anyone in authority a statement as to just what must 
be accomplished before the government will get out of this 
business. Of course, it will be necessary also that there 
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be private capital willing to invest—but, perhaps, by the 
time Mr. Hurley’s dream comes true, money will be grow- 
ing on trees. 


HOOVER AND THE RAILWAYS 


(Bulletin of Railway News and Statistics.) 


Among the multitudinous subjects discussed by President 
Hoover in his address to the Seventy-first Congress, those 
relating to transportation are naturally of special interest to all 
interested in financing, managing and operating the railways 
of the United States. These three interests constitute approxi- 
mately 14 per cent of the entire population of the Republic. They 
may be divided into three classes: 


PIOUS, ccc cnesccceedeaeepdsicoutios 800,000 
DE Ssevbncaaseanesecdonécuesad 1,100,000 
BNO ks.ctccdevenetecevessetactunne 1,700,000 

RED. wisarkdouscsemantieeeganeates 3,600,000 


Multiplied by the usual proportion of 5 to 1, this would give 
18 millions, or nearly 15 per cent, of our population directly 
interested in fair and reasonable treatment of railway problems. 
But 4% to 1 is a more likely proportion of population to those 
directly interested in railways who have a living interest in 
what President Hoover has to say of transportation affairs as 
bearing on American railways. 

We can imagine the grateful “Hear! Hear!” with which this 
multitude of shareholders in railway prospertiy, represented in 
annual dividends of $300,000,000, in interest and rent of $800,- 
000,000, and wages of $2,900,000,000, received the following appre- 
ciation of their joint services to the Republic from its chief 
magistrate and executor: 


As a whole the railroads never were in such good physical and 
financial condition and the country has never been so well served by 
them. The greatest volume of freight traffic ever tendered is being 
carried at a speed never before attained, and with satisfaction to 
the shippers. Efficiencies and new methods have resulted in reduc- 
tion in the cost of providing freight transportation, and freight rates 
~—, a continuous descending line from the level enforced by the 
world war. 


These be fine words from Sir Herbert, and good and true 
and well spoken—so far as they go—but their failure to mention 
the recession in passenger revenues from $1,153,751,000 in 1923, 
not to speak of $1,297,782,000 in 1920, to $898,909,000 in 1928, 
and a prospective loss already assured of twenty million more 
in 1929, must make the serried columns of railway workers and 
spenders pause with their wholehearted applause. 

Nor is their budding expectancy of help to realize the reason- 
able return of 5% per cent on railway valuations fostered by 
the President’s reference to what was the objective of the 
transportation act. The second paragraph of this reads: 


We have, however, not yet assured for the future that adequate 
system of transportation through consolidations which was the 
objective of the Congress in the transportation act. The chief pur- 
pose of consolidations is to secure well-balanced systems with more 
uniform and satisfactory rate structure, a more stable financial 
structure, more equitable distribution of traffic, greater efficiency, 
and single-line instead of multiple-line hauls. In this way the country 
will have the asurance of better service and ultimately at lower and 
more even rates than would otherwise be attained. Legislation to 
simplify and expedite consolidation methods and better to protect 
public interest should be enacted. 

There can be no difference of opinion on the last sentence, 
but that the chief objective of consolidations under the trans- 
portation act “lower and more even rates” doe snot follow in 
the train of better and more efficient service. In fact, the assur- 
ance of a continuation of the fine physical condition of the rail- 
ways and the speed with which they handle record freight traffic, 
to which the President alludes, demands higher, not lower, rates. 
The present high level of efficiency can only be maintained by 
a scale of rates that compensates for the cost of that efficiency. 
The chief element in that cost is the pay of the 1,700,000 em- 
ployes, amounting to nearly three billion dollars a year, or 
nearly 50 per cent of the entire revenues of the railways, We 
are told, and it is probably true, that the prosperity of Amer- 
ica in the United States and Canada rests primarily on the high 
level of wages commensurate with the high level of living. So 
far as the railways are converned they are paying an approach 
to the war peak wages, and all talk of lowering rates to meet 
the competition of useless waterways and tax free motors is 
in the nature of “springs to catch woodcock.” 

President Hoover’s interest in the lowering of railway rates 
is emphasized in his message by recommending an increase in 
appropriations for rivers and harbors from $50,000,000 to 
$55,000,000. To this increase of $5,000,000 should be added the 
“$4,000,000 per annum released by the completion of the Ohio 
canalization to a uniform nine-foot depth.” 

Some idea of what aid to the motor competition the railways 
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must face may be gleaned from the President’s summary that 
“the total expenditures of federal, state and local government, 
last year for construction and maintenance (of public Toads) 
assumed the huge total of $1,660,000,000!” To the public fund 
from which this “huge total” was abstracted, the railways eg. 
tributed over $400,000,000 in taxes—in 1928 Class I roads alone 
paid $389,432,415. For the nine months to September, 1929, thi, 
item was already $310,914,371. 

What part the mail and airways played in swelling nationg) 
expenditures of $4,102,938,700 estimated for the coming fiscal 
year is left to conjecture. No suggestion is made of measure 
to reduce our postoffice deficit of “over $80,000,000 a year, of 
which perhaps $14,000,000 is due to losses on ocean mail and 
air mail contracts.” There is an air of presidential caution jp 
that word perhaps. 

When the novelty wears off, and air transportation is mage 
as safe, certain and convenient as transportation by rail, jt 
may assume competitive proportions to the railways as a cop. 
mon carrier of mail and light packages. Its present competition 
is with the telegraph and special delivery service. 


President and the Commission 


President Hoover’s suggestion that Congress should take 
steps to relieve “the members of the Interstate Commerce (Con. 
mission from the necessity of detailed attention to comparatively 
inconsequential matters which, under the existing law, must 
receive their direct and personal consideration,” -ought to receive 
the prompt attention of the Senate and House of Representa. 
tives. But there is a shorter and simpler way of getting results, 
Business before the Commission has grown out of all propor. 
tion through slavish attention to “inconsequential matters,” 
These pile up on the different dockets by the thousand, where 
a change in the attitude of the Commission in favor of com- 
plainants to one requiring probable cause in minor cases, with 
attaching costs to dismissals, would reduce the tax on the 
Commission’s time and expedite as well as improve its admin- 
istration of its great duty to the transportation world. 

The Commission, in addition to turning a deaf ear to incon. 
sequential matters, might relieve itself and the railways of 
profitless expenditures by cutting its reporting requirements 
in half. 


HOLDING COMPANY LEGISLATION 


The Traffic World Washington Bureau 


Though nothing definite probably will be determined in 
Congress in the near future with reference to the Commission's 
recommendation in its annual report as to holding companies, 
the indications are that there is sufficient interest in the subject 
“on the hill” to prevent that recommendation being shelved 
as have been numerous other Commission suggestions for legis- 
lation. 


Senator Couzens, of Michigan, chairman of the Senate inter- 
state commerce committee, was interested in the “holding com- 
pany” question in the last regular session of Congress whet 
the committee was considering the Fess railroad consolidation 
bill. He indicated at that time that he would press for action 
on that question if a serious effort were made to enact the 
consolidation bill. The senator now feels that an investigation 
of the matter should be made either by the committee or the 
Commission and also that the holding company question 1s 
linked with the railroad unification problem and should be co 
sidered in connection with unification legislation. 


The Senate interstate commerce committee is busy now 
with the Couzens communications and power bill and will be 
for some time. The chairman of the committee feels that per 
haps the Commission could go ahead with an inquiry into the 
holding company question while the committee is considering 
the communications bill, but the matter of procedure Will be 
discussed by the committee before any action is taken. 

Senator Fess, of Ohio, does not think that action on railroad 
unification legislation should be postponed on account of the 
question that has been raised as to holding companies. 

Representative Hoch, of Kansas, favors an investigation bY 
the House committee on interstate and foreign commerce 
the holding company question as recommended by the Com 
mission. 


APPOINTMENTS TO COMMISSION 


Representatives Luce and Underhill, of Massachusetts, have 
asked President Hoover to reappoint Commissioner estes 

Reappointment of Commissioner Taylor was urged by of 
resentative McDuffie, of Alabama, in a call on President ee 

Representative Jonas, of North Carolina, has asked yo 
dent Hoover to appoint A. J. Maxwell, formerly member of 
North Carolina commission, to the Commission. 
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Current Topics in 
Washington 





And when the so-called permanent 
consolidation plan has been adopted, 
then what? Repose and tranquillity? 
Hardly. That is assuming that the 
owners of railroads really desire to 
consolidate them. If there is no real 
jesire, then there will be repose and tranquillity. There is a 
suspicion that, unless money is to be made by the promoters 
af consolidations, there will be no desire for such scrapping of 
present corporate identities. Public benefit, such as lower rates 
or much better service, to many, seems as remote as the moon. 
Private benefit directly to be achieved, it is believed, has been 
the moving power back of most suggestions about consolidation. 

However, assuming that there will be a great rush forward 
vith plans for consolidations as soon as the Commission promul- 
gites the permanent plan, a little look at the consolidation 
yart of the interstate commerce act may suggest several things. 
“Permanent” is about the poorest of adjectives that could have 
been selected to describe the thing now so named. Section 5 (5), 
the one that provides for the adoption of a consolidation plan, 
after objections have been heard to the tentative plan, contains 
seeds of disruption of the so-called permanent plan. Give eye 
io that part of the law: 

“After the hearings are at an end, the Commission shall 
adopt a plan for such consolidation and publish the same; but 
it may at any time thereafter, upon its own motion or upon 
application, reopen the subject for such changes or modifica- 
tions as in its judgment will promote the public interest.” 

That is to say, the so-called permanent plan may be changed 
at any time the Commission’s judgment dictates a change. The 
Commission may do so on its own motion or on the application 
of whatever man or set of men, be they Van Sweringens, or 
Taplins, or members of the Rittenhouse Square Society in good 
standing, or just plain Tom, Dick, or Harry. 

Assuming, however, that those who desire to consolidate 
move forward in the ancient Grecian phalanx or even in the 
Prussian goose step, as soon as the plan is adopted, the first 
requisite of the law is that the consolidation be in harmony 
with the plan adopted or that the applicants persuade the Com- 
mission to change the plan so as to suit them. Then what? 
Section 5 (6b) says: 

“The bonds at par of the corporation which is to become 
the owner of the consolidated properties, together with the out- 
sanding capital stock at par of such corporation, shall not 
exceed the value of the consolidated properties as determined 
by the Commission. The value of the properties sought to be 
consolidated shall be ascertained by the Commission under 
section 19a of this act, and it shall be the duty of the Com- 
nission to proceed immediately to the ascertainment of such 
value for the properties involved in a proposed consolidation 
upon the filing of the application for such consolidation.” 

The filing of an application rings the bell that tells the 
Commission it is to ascertain the values, according to the rules 
laid down in the valuation section of the law. The Commission 
tried to use a valuation in the O’Fallon case. What happened 
then is as notorious as when Secretary Stimson undertook to 
tel Russia what the Kellogg-Briand pact required her to do, 
except that, probably, the Stimson-Soviet explosion is better 
uderstood than what happened in the O’Fallon case. Perhaps 
there will be such anxiety to bring about consolidations that 
the applicant railroads will not object to valuations the Com- 
nission may make for consolidation purposes. A better guess, 
however, is that they will make just as big a fight for valua- 
tions on their theory, rather than on the Commission’s, as they 
made in the O’Fallon case. Consolidations seem to be a “heck” 
nt | nd in the future. Continuance of unifications seems more 
robable. 


consolidation the 


Ghost at the 
commission’s Board 





Practitioners before the Commission 
who act both as attorneys and witnesses 
are represented as being considerably ex- 
ercised by the nineteenth of the canons 
recommended for consideration by Commis- 
sioner Aitchison. J. S. Brown, of the Chi- 
‘ago Board of Trade, not disdaining the lowly pun, suggested 

the canon was really a machine gun that might mow down 

{ the fellows in the room where the National Industrial 


That Nineteenth 
Canon in the 
Code of Ethics 
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‘not be adopted rests with the practitioners. 
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Traffic League was holding its meeting. 
November 23, p. 1304.) 

The obvious answer to that fear, it is suggested, is for the 
men who act both as attorneys and witnesses to become mem- 
bers of the association of practitioners before the Commission 
and oppose, in the meeting of that association, the adoption of 
that canon. Men who have been admitted to the bar of the 
courts govern themselves by that canon. They believe it is 
too much of a strain for a court to take the testimony of an 
advocate as to facts and his opinion as to what the facts mean 
from the same man. The old common law never thought much 
of opinion evidence. That may be why the lawyers adopted 
that canon, knowing the frailties of human kind. 

That there is a difference between the testimony placed 
before the Commission and before the courts is readily ad- 
mitted. Much of the Commission testimony must be of opinion, 
but it is suggested that it should be possible for a traffic man 
to arrange for separating witness and attorney. In many big 
firms practicing before the Commission the witness is a traffic 
man and the man who manages the case is an attorney at law. 

However, the question whether the canon should or should 
Their only way 
of definitely expressing their views is through the association 
that is being organized. About 600 men have signified their 
intention of becoming charter members of it. The charter 
member list will remain open until December 31. The question 
of canons, including 19, probably will become an agitated one 
soon after the association is fully organized. 


(See Traffic World, 





Annoyance and trouble are created for 


What’s a some cities by gangsters and racketeers. An- 
Senator’s noyance and shame-provoking amusement are 

furnished for Washington by some senators 
Word Worth? of the United States and sometimes by the 


Senate itself. Within the week three things 
have taken place, each tending to suggest that the words of 
some senators of the United States are but lightly regarded— 
a senators themselves and by a considerable part of the 
public. 

Senator Brookhart appeared before the District of Columbia 
grand jury early in November to tell about the Walter J. Fahy 
dinner at a hotel in Washington nearly three years before. 
Inasmuch as the senator had told the Senate that one of the 
guests took a flask out of his pocket “and poured out some of 
that alcoholic stuff,” it has been assumed that that was what 
he told the grand jury. Brookhart said he had had enough 
chemical laboratory experience to enable him to know that the 
stuff that was poured out had a heavy alcoholic content. But 
the grand jury indicted no one. It said there was insufficient 
evidence. That seems strange in view of the Iowa senator’s 
declaration to the Senate that his chemical laboratory experi- 
ence enabled him to know that the stuff poured out of the hip 
flask had a heavy alcoholic content. If Brookhart had not 
talked so much in the Senate he would not have been constrained 
to go to the grand jury and have that body “insufficient evi- 
dence” just as if no more weight were to be given to the words 
of a senator of the United States than to that of a common 
citizen, if as much. 

Senators Blease, of South Carolina, and Heflin, of Alabama, 
also made speeches that interested the grand jury. From what 
they said it was inferred that they knew something about the 
killing of a police sergeant about three years ago. They were 
summoned by the grand jury. They did not obey. A judge 
held that, inasmuch as they could not be seized on a writ of 
attachment for failure to obey such a subpcena while Congress 
was in session, it was not within his power to cite them to 
appear and tell why they thought they were so much above 
the law that they would not tell the grand jury what they knew, 
if anything, about a supposed murder. 





A move has been made by 
Representative Fort, Republican, 
of New Jersey, to provide for 
the punishment of a representa- 
tive who, by untrue statements 
on the floor of the House causes 
damage to anyone. He has offered a resolution providing for 
the creation of a committee of five to which a damaged person 
may make complaint with a view to having the congressman 
punished by the, House. The Constitution of the United States 
makes it impossible for a citizen to call a member of Congress 
to account, anywhere, for what he says in debate, no matter 
how untrue and scandalous his statement may be. Every word 
a members of Congress utters in debate, which also means in 
a committee room or a corridor in the Capitol, is privileged. 

The committee would be known as the committee “on the 
abuse of privilege in speech or debate.” The committee would 
have the duty,to hear and determine, on complaint of the ag- 
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grieved person, whether any privileged speech contained “any 
untrue charge, accusation, or statement with respect to any 
person.” Mr. Fort says he has thought for years that a rule 
and committee of that sort should be a part of the rules of 
every legislative body. He said he had hesitated to offer such 
a resolution lest it should be thought to have reference to some 
specific incident in the House of Representatives. 

Freedom of debate, “privilege,” as members of the House 
of Commons called it when Charles I invaded its chambers to 
arrest some who had made proper observations about Charles 
and other members of the Stuart family, was necessary in the 
days when kings resented the fact that their subjects thought 
it wise to have parliaments. The makers of the Constitution 
thought it advisable to have such a shield against the President 
of the United States. In practice in the last third of a century, 
if not before, it has been a protection for members of the 
House and Senate who have had an idea that slandering citizens, 
not of their own, but of other states, was a proper method of 
obtaining or defeating legislation. 





Troubles grow for President 
Hoover, seemingly, in carboniferous 
age luxuriance. Not only has he 
on hand a Congress that cannot 
give the public a tariff revision it seems to have voted for a 
little more than a year ago, and a fight by governors of public 
land states against his oil conservation plan, but also a fight 
between his Farm Loan Board and the grain commission men. 

The Farm Loan Board has decided that it will lend money 
to farmers who have grain on their farms or in cooperative 
elevators but not to grain commission men, as such. If the 
latter convert their elevators into cooperatives, subject to super- 
vision by the Farm Loan Board and, therefore, out of the hands 
of the commission men, seemingly they will be able to borrow 
the money intended to stabilize the grain market and provide 
for orderly marketing of grain. 

Naturally, the grain commission men do not relish the idea 
of being put out of business by farmers by the use of govern- 
ment money. Wherefore the fight. Up to the present time the 
grain commission men seem to be fighting the innovation by 
pointing out to the elevator men in the near northwest the 
evils that flow from the injection of government into business. 
The Farm Loan Board, when grain prices were diving down- 
ward in emulation of stocks, stabilized prices by lending as high 
as $1.25 a bushel on wheat when the price was lower.—A. E. H. 


RAILROADS AND BUSINESS 


The Traffic World Washington Bureau 


Assertion by R. H. Aishton, chairman of the executive com- 
mittee of the Association of Railway Executives, in his state- 
ment before the business conference called by the Chamber of 
Commerce of the United States at the suggestion of President 
Hoover, that the railroads had serious problems confronting 
them (see Traffic World, December 7), brought comment from 
Julius H. Barnes, chairman of the board of the chamber, who 
presided. 

“Mr. Aishton spoke about the railroads having problems,” 
said Mr. Barnes. “We expect to follow those problems in joint 
conferences with him, day by day, to see where organized busi- 
ness can rightly make its influence felt in the solution of prob- 
lems; and here I want to remind you that if the railroads in 
recent years have shown an improved condition—and they have 
—have shown a readiness of service which has gradually elimi- 
nated the menace of large inventories and inflated prices, be- 
cause of the readiness of the railroads and the ability of the 
railroads to supply service, that these things are largely due 
to railroad initiative primarily, but also because they were given 


Grain Commission Men 
Fight Farm Loan Board 


a fair chance after the war by the creation of public confidence > 


and public opinion that gave them their fair opportunity again 
in the field of business; and I believe it proper to say that 
that construction of public opinion started with a conference 
such as this, summoned in 1923 by the Chamber of Commerce, 
which, having given that devoted study, laid down principles of 
relationship between business and the railroads which ma- 
terially aided in the creation of a public opinion more fair 
to them.” 

Mr. Aishton informed the conference that the Pullman 
Company had a capital expenditure program for 1930 calling 
for $11,930,000 for equipment. He said the Railway Express 
Agency spent about $5,000,000 in 1929 for equipment, buildings 
and betterments and expected to spend about $6,000,000 for simi- 
lar purposes in 1930. ute 

Frank W. Noxon, secretary of the Railway Business Asso- 
ciation, submitted the following statement to the conference: 


The members of the Railway Business Association making this 
return sell their product to railroads, to one another, and to others. 
The report covers their whole business. It includes a wide variety of 
machinery, materials, supplies and equipment specialties and com- 
pleted locomotives but except repair shops, not completed cars, which 
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we were informed would be dealt with in another report. For th 
same reason we omit steel rail. Undoubtedly our report, coveri e 
a heterogeneous group, duplicates to some extent the reports pam 
homogeneous industries, but not more than three or four member 
have mentioned to us such double reporting. TS 

A considerable part of the replies forecast declines. These ar 
incorporated as they came and the composite is believed to be a 
ficiently representative to warrant projecting the estimates upon 
whole groups where it is known what percentage of the whole out 
put is produced by those reporting. < 

The figures are intended to show the dollars that flow from the 
industries into trade. The items are: Compensation to employes 
expenditures for material, fuel, supplies and freights, expenditures 
for plant enlargement and improvements, the grand totals are as fol- 
lows: Actual, 12 months, 1928, $1,484,151,264; actual and estimated 
12 months, 1929, $1,762,125,145; increase 18.8 per cent. Actual, first six 
months, 1929, $807,950,593; estimated, first six months, 1930, $830,499 . 
053; increase 2.8 per cent. ie 

Members were asked this question: ‘“‘What contingent factors 
will offset the accuracy of forecast for the first six months 19397 
Practically all replied: ‘‘The ability and determination of the rail- 
ways to maintain their budgets.” 


C. E. Bockus, president of the National Coal Association 
said that i nexpansion of export coal trade lay hope of some 
increase in bituminous mine activity. 

“American mines are handicapped by distance from ports 
of export,” said he. “The United States Shipping Board has 
equipped boats and stabilized water rates, and made exceptional 
and expensive efforts to be helpful. If American producers are 
to compete in overseas markets with producers of other coun. 
tries, the cost of moving coal from mine to port must be re 
duced. If rates can be reduced without falling below reasonably 
profitable returns to the railroads, overseas exports can be 
increased and incidentally railroad tonnage at the same time.” 


EXTRA FARE INQUIRY 


The Commission, in No. 22735, in re extra fares on pas- 
senger trains, has announced the beginning of hearings, Feb- 
ruary 17, at the Hotel Sherman, Chicago, Ill., before Examiners 
Worthington and Boat. The latter is a specialist in fourth sec- 
tion maters. Fourth section applications filed by passenger fare 
tariff publishing agents and individual railroads have been set 
down for hearing in connection with the Commission-initiated 
proceeding. Before the Commission initiated its broad hearing 
the case created by the fourth section applications was known 
as fourth section application Nos. 13871 et al. Hearings on 
the applications were set down for last fall, but canceled so 
as to permit of the starting of the general inquiry with which 
the fourth section applications are now joined. The fourth 
section applications to be heard are: No. 13871, C. A. Fox and 
Cc. M. Burt, agents; No. 13920, the Pennsylvania Railroad Co.; 
No. 13924, the New York Central Railroad Co., West Shore Rail- 
road (the New York Central Railroad Co., lessee); No. 13925, 
the Delaware, Lackawanna & Western Railroad Co.; No. 13928, 
the Michigan Central Railroad Co.; and No. 13965, Erie Rail- 
road Co. 

In connection with the assignment of the formal docket 
proceeding and the fourth section applications, Secretary Mec- 
Ginty issued the following notice: 


In the foregoing fourth-section applications, the carriers parties 
thereto ask for authority to maintain extra fares on fast trains op- 
erating between points in New England Freight Association, Trunk 
Line Association, Central Freight Association territories and points 
contiguous thereto, without observing the aggregate-of-intermediates 
provision of the fourth section of the interstate commerce act. 

The applicants should be prepared to furnish information as out- 
—_ in the Commission’s Fourth Section Order No. 8900 of March 4, 
As announced in its notice of September 28, 1929, the Commission 
instituted an investigation with respect to charging, by railroads, 
of extra fares on passenger trains, in addition to the regular pas- 
senger and pullman fares and surcharges, and consolidated therewith 
the above-numbered fourth-section applications. P 

It is the intention of the Commission to deal comprehensively with 
the practice of charging extra fares on passenger trains in addition 
to the regular passenger. and Pullman fares and surcharges, and 
it is desired that the record, when complete, include the following 
information: 

(1) Upon what basis are extra fares arrived at? 

(2) In what manner does the service rendered on extra-fare trains 
differ from that on trains on which no extra fares are charged? 

(3) Statement showing the number of trains, between all points, 
upon which extra fares are charged; dates upon which such 1 
fares were first instituted; amount of such extra fares; number 0 
trains between the same point upon which no extra fares are charged, 
and amount of such non-extra fares; such statement to include dis- 
tance, and schedule time of departure and arrival. 

(4) Revenue derived from extra fares for the years 1912, 1919, 
1926, 1927 and 1928. 

(5) Does prejudice or discrimination result by reason of the oP- 
eration of extra-fare trains? t 

(6) Cost of operating extra-fare trains compared with cost 0 
operating trains upon which no extra fares are charged. : 

The above outlined matters, concerning which information is de 
sired, are not to be considered all-inclusive, nor to preclude the 
introduction of other testimony pertinent to the investigation. The 
filing of separate complaints or of petitions of intervention herein 
not necessary. All interested parties who desire to do so may appear 
at the hearings and, at the proper time, will be heard. The proceed 
ings are assigned for hearing on February 17, 1930, at 10 o’clock 4. M. 
standard time, at the Hotel Sherman, Chicago, IIl., before Examines 
Worthington and Boat. Dates and places of hearings at other 7 
if will be announced later. A proposed report will be 
sued. 
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Decisions of Interstate Commerce Commission 





MIAMI SWITCHING CASE 


In a report written by Commissioner Woodlock, in No. 20080, 
southern Cotton Oil Co. et al. vs. Florida East Coast, the Com- 
nission, by division 4, has found unreasonable the charges of 
the defendant, at Miami, Fla., for switching carload traffic from 
the municipal docks to private and assigned sidings on its line. 
jcharge not exceeding $13.50 per car has been prescribed as 
rasonable. The charge is to be established not later than 
february 17 on statutory notice. 

Commissioner Woodlock found that the Florida East Coast 
yas interchanging freight with the Seaboard Air Line at a 
distance of about 16 miles from the industrial center of Miami 
sta maximum cost to the Seaboard of $13.42 per car. He said 
that the Florida East Coast estimated the expense incident to 
the switching of freight from the municipal docks to a repre- 
gntative private siding in Miami and derived a cost of $61.81 
pr car. He said that the East Coast Line did not disclose 
whether it cost more or less to switch traffic from a Seaboard 
interchange than from the municipal docks. He calculated that 
ahaul of more than 30 miles of the loaded and empty cars was 
necessary in interchanging between the defendant and the Sea- 
hard and that, assuming that all empty cars would have to be 
brought from the Florida East Coast yard in interchange be- 
tween the dock and the city’s railroad serving it, the haul 
would not exceed 28 miles. He said the Florida East Coast 
did not contend that the $13.42 collected by it from the Sea- 
bard was not compensatory. 

While the complaint was brought by users of the municipal 
dock and railway, the City Rate & Traffic Board, composed of 
members of the Miami Chamber of Commerce, an intervener in 
the case, prosecuted it. The complaint alleged that the de- 
fndant refused to switch. Commissioner Woodlock said it 
did not actually refuse but had declined to perform the service 
for any charge less than would accrue under its local distance 
scale of class rates for a 10-mile haul, which would result in a 
charge of about $25.50 on a carload of grain. On account of the 
dispute, the report said that drays were used at a cost ranging 
from $1 to $1.50 per ton. 

The intervener asked for the application of a $10 per car 
charge published to cover “intra-terminal switching” from one 
private or industrial track to another of the same sort. Com- 
nissioner Woodlock said that the railroad maintained in con- 
— with the docks was certainly not a private or industrial 
siding. 

A question of jurisdiction was raised and decided by the 
Commission in favor of the contention that the municipal dock 
lot being the ultimate destination of traffic unloaded from 
steamers, the traffic passing over it came within the jurisdiction 
of the federal body. 


STEEL TRANSIT AT TULSA, OKLA. 


The Commission, by division 5, has dismissed No. 21319, 
Tulsa Traffic Association vs. C. R. I. & P. et al., because it has 
l0 power, in its opinion, to require the establishment of through 
toutes and joint rates on iron and steel articles, from St. Louis 
ad points taking the same rates or rates based thereon, with 
fabrication at Tulsa, the product of fabrication to be refor- 
Varded to destinations in Oklahoma on the Rock Island. The 
Commission said that it was of the view that the establishment 
ot the proposed routes, over the Frisco and the Katy, would 
be desirable in the public interest, but that the general language 
of the third paragraph of section 15, authorizing the establish- 
ment of through route and joint rate arrangements, was limited 
by the terms of the fourth paragraph of that section. The 
decision of the Supreme Court in United States vs. Missouri 

c, 278 U. S. 269, commonly known as the Subiaco case, 
Was cited as showing lack of authority on the part of the Com- 
on. 

The complaining association, the report said, was seeking, 
y the complaint, the reestablishment of routes over the Frisco, 

h Holdenville, Okla., and of the Katy through McAlester, 
Ka, in connection with the Rock Island beyond. When the 

k Island and Frisco were under joint ownership, the report 

the policy was to permit interchange of traffic via all avail- 

le junctions. In the tariff suspended in I. and S. No. 3071, the 
‘utes in question were proposed to be closed. In the tariffs, 
lective July 14, 1928, in compliance with the Commission’s 
in the Consolidated Southwestern Cases, no provision was 
lade for keeping open either of the routes. The complaint was 





filed July 30, 1928. The Commission said that the elimirfation 
of the routes through Tulsa via the junctions mentioned was 
predicated upon the desire of the Rock Island to retain its long 
haul as contemplated by section 15 (4). In disposing of the 
matter the Commission, in part, said: 


The lines of the Rock Island lie between the termini of the pro- 
posed routes and to require the establishment of those routes would 
require the Rock Island to embrace in such routes substantially less 
than the entire length of its lines between the termini. We have re- 
cently had occasion to pass upon our authority to require the estab- 
lishment of routes on shipments of iron and steel articles from St. 
Louis, Mo., and points east thereof, to destinations on the Atchison, 
Topeka & Santa Fe and Panhandle & Santa Fe in the Panhandle 
district of Texas and certain destinations in New Mexico, which ship- 
ments were also fabricated in transit at Tulsa. Maloney Tank Mfg. 
Co. vs. Atchison, T. & S. F. Ry. Co., 153 I. C. C. 741, decided April 
23, 1929. Although it was found in that case that the establishment 
of the proposed Frisco route would be in the public interest, we con- 
cluded, following United States vs. M. Pac. R. Co., 278 U. S. 269, 
that we were without authority to require the establishment of the 
proposed routes. The circumstances in the instant case are very 
similar to those in the Maloney Tank Mfg. Co. vs. Atchison, T. & S. 
F. Ry. Co., supra. 

The allegations of unjust discrimination and undue prejudice are 
not sustained. 

We find that the rates which resulted from the cancellation of 
the through routes over the Frisco through Holdenville and over the 
ew through McAlester are not unreasonable or otherwise un- 
awful. 

We further find that we are without authority, upon the record 
in this case, to require the reestablishment of either the through route 
via Holdenville or the through route via McAlester. 


STOCK CATTLE RATES 


The Commission, by division 2, in No. 20244, Miller Brothers 
101 Ranch, W. A. Brooks and J. E. Carson, trustees, vs. Santa 
Fe et al., has found inapplicable and unreasonable the rates 
charged on stocker (stock) cattle, from Traver, Ga., and points 
in Florida to destinations in Alabama, Tennessee and Illinois, 
prescribed new ones, effective not later than February 18, and 
awarded reparation. It has also found unreasonable the prac- 
tice of the Atlantic Coast Line in not permitting as heavy load- 
ing of such cattle as the shippers assert is permissible under 
the tariff rules. It has awarded reparation on account of the 
light loading. The points in Florida from which shipments 
were made were Jasper, Secotan, Pinland, Clara, Hines, Old 
Town and Mayo. The complaint alleged that the rates were 
inapplicable, unreasonable, unduly prejudicial to the complain- 
ants and unduly preferential of shippers at Jacksonville, Fla., 
and in violation of the long-and-short-haul part of the fourth 
section. More than 600 shipments were alleged to have been 
made in April and September, 1927. Reparation was asked on 
shipments after October 20, 1925. The shipments were in more 
than ordinary volume. 

Fat cattle rates were applied on many of the shipments, 
although, according to the complainants, the animals were not 
fit for slaughter and should have been transported as stock 
or stocker cattle being transported for further feeding. 

The Commission found that the fat cattle rates charged 
on shipments to Montgomery, Ala., Nashville, Tenn., and Mem- 
phis, Tenn., were inapplicable; and that stocker rates were 
applicable, with exceptions. It further found that the applicable 
rates and rates charged without tariff authority were, are and 
for the future will be unreasonable to the extent that they ex- 
ceeded, exceed or may exceed 53 cents from Pinland, Fla., to 
Hickory Valley, Tenn., 81 cents from Mayo, Fla., to Tallula, IIL, 
and the rates from and to the points in the following table: 





a IO 

Mont- Perry’s Nash- Mem- 

gomery, Mill, ville, his, 

Ala. Ala. Tenn. enn. 

From Cents Cents Cents Cents 

Pee. (TO, 6.008. ctedee 35.5 37.5 50* 52* 

Pinland, Fla. .....ccocccce 37 39 51 52 

COMER, BIR. ccccccccencocce 37 39 - 53 

POE, TU. 008 00stcercesce 38.5 40.5 * 53 

PERDE, BOs. cccvcvcvivcsseo snug ote a 53 

Old Town, Fla............ 39.5 ee *e ys 

*Reasonable rate prior to June 9, 1927. Present rate not un- 
reasonable. 


The Commission found that but for the practice of the 
Atlantic Coast Line in not permitting cattle to be loaded in 
accordance with the rule in a Speiden tariff to which the carrier 
was a party resulted in a shortage in weight amounting to about 
2,235 pounds. But it said that even if full loading had been 
permitted the shipments would still have been about 3,000 
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pounds less than the minimum of 20,000 pounds. It directed 
that in computing the reparation on account for the shortage 
in weight, the calculations be made in the light of that minimum. 


MISSOURI STATE COAL RATES 


Restoration of the coal rate adjustment that prevailed from 
the Rich Hill coal group in Missouri to Kansas City and St. 
Joseph, Mo., before the Missouri commission reduced the rates 
on slack coal by its orders dated May 28, 1927, and July 30, 
1928, has been enjoined by the Commission, but not ordered, in 
No. 20277, rates on bituminous coal from points in Missouri to 
Kansas City and St. Joseph, Mo. No order has been issued, a 
reasonable time being allowed to the Missouri commission to 
determine what it shall do about the matter, if anything. 

The Commission, in a report written by Commissioner 
Farrell, has found that rates ordered by the Missouri com- 
mission have resulted in undue prejudice to interstate shippers, 
in undue preference of shippers in intrastate traffic and in un- 
just discrimination against interstate commerce. The case in 
which that finding was made was instituted by the Commission 
upon petition of carriers in Missouri asking the federal body 
to determine whether the rates on bituminous coal required by 
the Missouri commission violated the federal law in the respects 
noted in the finding. 

This report also embraces No. 21854, Douglas Coal Co. et al. 
vs. Burlington et al., which, in effect became merged in the pro- 
ceeding brought by the Commission. Evidence in that case 
as to the hurt that had been done by the state rates to interstate 
shippers such as the complainants was stipulated into the Com- 
mission proceeding. No argument was made on it. To clear 
the record that complaint was dismissed, the finding in the 
Commission proceeding touching the issue raised in that com- 
plaint. 

The situation with which the Farrell report dealt was created 
when the Missouri commission, May 28, 1927, required that the 
rates on slack or finely crushed coal to Kansas City and St. 
Joseph, respectively, from Hume, N. & S. Coal Spur and Foster, 
Mo., points in the Rich Hill group, be reduced to 90 cents and 
$1.05 respectively; and when, on June 30, 1928, it required that 
those rates be established from Rich Hill and Panama, Mo., to 
Kansas City and St. Joseph. The rates in effect from all the 
points of origin mentioned, prior to the reductions ordered by 
the Missouri commission, were $1.05 to Kansas City and $1.35 
to St. Joseph. They were the same as the interstate rates pre- 
scribed in Southwestern Coal Operators’ Association vs. A. & 
W., 89 I. C. C. 7. 

The Rich Hill group lies on both sides of the Missouri- 
Kansas line. Competition constrained carriers, over some state 
and interstate routes, to meet the 15-cent cut ordered by the 
Missouri commission which that body ordered on the theory 
that the Rich Hill mine operators in Missouri were not able to 
ship into Kansas City and St. Joseph on the existing rates. But 
the reduction was not carried to all routes, hence the formal 
docket complaint joined with the Commission proceeding. 

“Since the reductions by the state commission,” said Mr. 
Farrell, “the Missouri mines in the Rich Hill group from which 
the rates were reduced have had a rate advantage of 15 cents 
over the Kansas mines in the same group on traffic to Kansas 
City and St. Joseph and the rate advantage of the former mines 
over mines in the Pittsburg, Kans., group has been increased 
from 20 to 35 cents on traffic to the same destinations.” 

Everybody agreed, according to the report, that the group- 
ings should be preserved. The representative of the Missouri 
commission, Mr. Farrell said, said there should be no difference 
between the state and interstate rates. 

The Commission said the undue prejudice and unjust dis- 
crimination should be removed by the restoration of the $1.05 


and $1.35 rates from the points from which they were reduced.. 
It further found that the $1.05 and $1.35 rates attacked by the 


Douglas complaint, from Pleasanton and LaCygne, Mo., to 


Kansas City and St. Joseph were not unreasonable. 


ST. PAUL RESTRICTS RATES 


The Commission, by division 3, in I. and S. No. 3322, class 
rates between east bank upper Mississippi River points and 
interior Iowa points, has found justified the proposal of the 
Chicago, Milwaukee, St. Paul & Pacific to restrict the use of 
scale E rates applying between interior Iowa points and east- 
bank Mississippi River points so that they will apply only as 
local rates and be not usable as proportionals. The St. Paul 
said that to place east-bank points, such as Moline and Rockford, 
Ill, on an equality with Davenport, Ia., it had extended the 
scale E rates to them, only to find that they were being used 
as proportionals on business from interior Iowa points to des- 
tinations east of the Illinois-Indiana line. It contended that the 


proportionals caused by the Commission’s decision in Interior 
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Iowa Cases, 46 I. C. C. 39, were reasonable and should have 
been made applicable to the east-bank points. 

In disposing of the question the Commission said that it 
was convinced that the proportional Mississippi River adjust- 
ment resulting from the decisions in Interior Iowa and related 
cases was proper and that the St. Paul’s proposal to restrict 
the scale E rates in the manner proposed, that is, to apply only 
as locals, was therefore justified. 


OREGON CONSTRUCTION ORDER 


The Commission, in No. 19680, Public Service Commission 
of Oregon vs. Central Pacific et al., in a report written by Com. 
missioner McManamy, has required the Oregon-Washington 
Railroad & Navigation Company, a Union Pacific subsidiary, to 
construct the so-called east and west line through Oregon, be. 
tween Crane, Ore., and a connection with the Southern Pacific 
near Crescent, Ore., a distance of about 187 miles, at a cost 
estimated at between nine and twelve millions. The Union Pa. 
cific is authorized to join in the construction and operation of 
the line. Construction is ordered begun on or before July 1, 
1930, and completion is ordered on or before July 1, 1933. 

Commissioners Brainerd, Porter, Farrell and Woodlock dis- 
sented. Brainerd and Farrell said the Commission had no 
power to order such an extension. Porter said he was persuaded 
that the Commission had the power but said it should not order 
the extension. Woodlock merely noted his disagreement with 
the majority. 


NEWSPRINT TO NORTH DAKOTA 


The Commission, by division 3, in No. 21066, Board of 
Railroad Commissioners of the State of North Dakota vs. Big 
Fork & International et al. and a sub-number, Der Staats 
Anzeiger et al. vs. Same, has condemned as unreasonable the 
rates on newsprint paper, from points in Minnesota and Canada, 
for that part of the transportation within the United States, to 
Valley City, Jamestown, Bismarck, N. D., and points directly 
intermediate, awarded reparation and ordered new rates estab- 
lished not later than February 18. The rates to be established 
are shown in the following table: 


To To To 
Valley City Jamestown Bismarck 

From ents Cents Cents 

i  icivetnnieenceteneeneaeretweeee 32.5 34 40.5 
DEE dGiénetatt i beeamenesdaieeaw eral 31 32.5 39 

DE. cLitcesaresaverditecaewsuaeoeem 32.5 34 40.5 

NS er Ce errr rer rere 32.5 34 40.5 
I TI i 55s bo bie sy eek bain pee alae 33 34.5 41 
| eer rere rer ere 33 34.5 41 

BE ED cterascdeaenesuhesasobenaions 30.5 32 38.5 


The complainants were newspaper publishers at Bismarck. 
They alleged that the rates on newsprint from Brainerd, Cloquet, 
Grand Rapids, International Falls and Sartell Minn., Fort 
Francis, Ont., Canada, and other points in Minnesota and Can- 
ada to Beach, Bismarck, Devils Lake, Dickinson, Jamestown, 
Mandan, Minot, Valley City, Williston and other points in North 
Dakota were unreasonable. In the sub-number reparation was 
sought on shipments from Grand Rapids, International Falls 
and Sartell to Bismarck on shipments that were delivered or ten- 
dered for delivery between May 22, 1926, and May 21, 1928. Rates 
other than those shown in the table were found not unreason- 
able. Complainants, although they did not ask for reparation 
pendente lite were authorized to include shipments made while 
the complaint was pending in the Rule V statements on the 
principle laid down in the Sloss-Sheffield case, 269 U. S. 217. 


PIG IRON TO ST. LOUIS 


Proposed reduced rates on pig iron from southern furnace 
points to St. Louis, Mo., and intermediate or related points have 
been condemned by the Commission, division 4, in I. and S. No. 
3311, pig iron from southern points to Indiana, Illinois and 
Missouri, as not justified. The suspended schedules have been 
ordered canceled and the proceeding discontinued. 

In a report written by Commissioner Meyer, the Commis- 
sion said that for some years the tonnage of southern pig iron 
marketed at points outside of southeastern territory had been 
steadily declining. To central territory, it said, the movement 
had declined from 747,000 tons in 1908 to 185,000 tons in 1925. 
The report said that while that decline had been offset to 8 
large extent by increased consumption within the south, the 
southern pig iron industry was in a depressed condition and 
that stocks were accumulating. The accumulation of stock and 
the depression, said Mr. Meyer, was due to a general decline in 
the demand for pig iron which had been felt by northern a 
well as southern producers. In the south, said he, it was par 
ticularly due to the depressed condition of the cast iron pipe 
industry, which ordinarily consumed a large tonnage. 

With a view to helping southern furnace points the Louis 
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rile & Nashville and the Mobile & Ohio became the moving 
girits in proposing a reduction in the rate from Birmingham, 
ja, to St. Louis from $4.42 to $3.69 with corresponding reduc- 
tions from related southern producing points to intermediate 
wd related points. The Illinois Central, having the short line 
from Birmingham to St. Louis, was shown as a party to the 
proposal but it said the reduction was published against its 
yishes. It opposed the change. Suspension was brought about 
by the protests of northern furnace points and northern rail- 
nads. Southern furnaces and the railroads proposing the re- 
juctions attributed the failure of the former to get into the St. 
ouis market to unfavorable rates. The record, Commissioner 
yeyer said, showed that the decline in the consumption of pig 
ion at St. Louis was due to the improved processes of reclaim- 
ing iron bearing material from such things as common scrap 
jon and to the increasing substitution for castings of pressed 
steel and malleable parts which did not require pig iron. 

Commissioner Meyer said that while the proposed rates 
fom Birmingham were lower than the general level of pig iron 
mtes in central territory and less than reasonable maxima it 
was apparent that they would return revenue in excess of the 
cst of handling and could not be said to be so low as to place 
an undue burden on other traffic. Protesting producers, at Chi- 
ago and Granite City, Ill., opposed the reductions on the ground 
tht they would produce less than ‘minimum reasonable rates 
and would disrupt a competitive rate adjustment established 
by the Commission in Pig Iron from Southern Producing Points, 
41.C. C. 330, in 1914. The protestants also urged that the 
rates Would be contrary to the policy of Congress to foster and 
preserve in full vigor both rail and water transportation in that 
the proposed rates would be less than the rail-water-and-rail 
rates. 


REFINED OIL TO ARIZONA 


The Commission, by division 4, in No. 19727, Rio Grande 
0il Co. et al. vs. Santa Fe et al. and No. 19773, Same vs. Same, 
has found unreasonable rates on refined oil, from points in 
southern California and from the mid-continent field in Kansas, 
Oklahoma and Texas, and on distillate from Los Angeles, 
(alif, to destinations in Arizona. Reparation has been awarded 
t0 complainants and interveners, except the Pan Handle Oil 
(o., an intervener. The Commission said it could not award 
reparation, on this record, to that company. That company in- 
troduced no evidence. 

In the title case the Commission found the rates on refined 
oil and distillate, from Southern California, as to shipments 
noving prior to August 6, 1926, unreasonable to the extent they 
exceeded the rates established on that date and that the rates 
applicable since that date were not unreasonable. In No. 19773 
it found that the rates on refined oil from the mid-continent 
field unreasonable to the extent that they exceeded 93 cents. 

The title complaint attacked the rates on shipments after 
August 6, 1924, from southern California to points in Arizona 
ald the rates up to Nogales, Ariz., on shipments destined to 
Mexico, as unreasonable and unduly prejudicial. The other 
complaint attacked the rates from the mid-continent field to 
Arizona destinations and to Nogales, Mex., as unreasonable. 
The complaint covered shipments between August 6, 1924, and 
August 5, 1926. Informal complaints tolled the statute of lim- 
itations, 

Both complaints were closely related to Associated Oil Co. 
¥s. Arizona Eastern, 112-I. C. C. 350, in which rates to Arizona 
destinations were condemned and new ones made effective on 
August 6, 1926. The carriers urged that reparation should be 
denied in both complaints, even though lower rates were pre- 
scribed in the Associated case, because the rates assailed were 
‘qual to or less than those resulting from Pacific Creamery Co. 
"8. Southern Pacific, 42 I. C. C. 93, decided November 24, 1916. 

@ same question, the Commission said, was before it in 
drizona Corporation Commission vs. Santa Fe, 156 I. C. C. 418. 
in that case it said that it had pointed out that the movement 
% refined oil into Arizona had increased so materially that 
the change in transportation conditions caused thereby afforded 
ample ground for the reduction in rates required in the Asso- 
“ated case and the further reduction in the Arizona Corpora- 
lon Commission case. The latter, it said, also afforded ample 
stolnd for concluding that the rates established on August 6, 
1826, would have been reasonable maxima on the shipments of 
the complainants that moved prior to that date. 


COMMISSION REPORTS 


Rough Lumber 
. No. 21815, Gulf Red Cypress Co. vs. Texas & New Orleans 
rh By division 2. Two carloads of rough lumber, Logans- 
One La., to Bassett, Va., misrouted by the Texas & New 
Means by failure to forward cars over route having lowest 
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Reparation of $98.06 
awarded. Commissioner Brainerd noted a dissent. 


combination, latter being 46 cents. 


Hay 
No. 21730, Joseph V. Ferguson et al. vs. B. & O. et al. By 
division 2. Complaint dismissed. Rates, hay, Ashley-Hudson, 
Auburn, Hamilton, Summit and Waterloo, Ind., to New Orleans, 
La., not unreasonable. 


Amiesite 


No. 21766, Interstate Amiesite Co. vs. B. & O. et al. By 
division 2. Rate, amiesite, carloads, Martinsburg, W. Va., to 
Oaks, Md., unreasonable to the extent it exceeded $2.40 per 
net ton. Reparation awarded. Amiesite is a crushed stone, 
oil or asphalt covered, road building material. Reparation was 
awarded to the basis of the rate established after the movement 
on which a rate of $2.95 was charged. 


Oil Well Supplies 

No. 21600, Lucey Manufacturing Corporation of Tennessee 
et al. vs. Santa Fe et al. and No. 21913, Lucey Products Corpora- 
tion vs. Same. By division 2. Complaints dismissed. Com- 
modity rates, oil well supplies and boilers, Chattanooga, Tenn., 
to Los Angeles, Long Beach and San Pedro, Calif.; oil well 
supplies, Los Angeles to Duncan, Okla.; and, oil well machinery, 
Lovell, Okla., to Los Angeles, not unreasonable or otherwise 
unlawful. 

Cement 

No. 20392, Atlas Portland Cement Co. vs. Southern. By 
division 3. Complaint dismissed. Rate, cement, Leeds, Ala., to 
Mobile, Ala., for transshipment by water to Florida destinations 
not unreasonable. 


Lumber Misrouted 


No. 22081, Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. A. C. L. et al. By division 2. Carload, lumber, 
Miley, S. C., to Beckley, W. Va., misrouted by the Hampton 
& Branchville. Reparation of $16.03 awarded. Commissioner 
Brainerd, dissenting, said the carriers had established a through 
route and a just and reasonable rate applicable thereto; that 
there was no showing that the originating road "knew that there 
was another through route; or that if there were another that 
its conditions were reasonably equal to the more expensive 
route. He said that the conduct of the carrier, in his opinion, 
was entirely consistent with its obligation “to deal justly with 
the shipper’ as stated by the court in Northern Pacific vs. 
Solum, 247 U. S. 477. 


Bananas 


No. 21801, A. Levy & J. Zentner Co. et al. vs. Southern Pa- 
cific. By division 5. Complaint dismissed. Rate, bananas, El 
Paso, Tex., to San Francisco, Oakland, Sacramento and Fresno, 
Calif., not unreasonable. 

Shoe Leather 

No. 21776, Brown Shoe Co., Inc., vs. Southern Pacific et al. 
By division 3. Complaint dismissed. Rate, shoe leather, L. C. L., 
San Francisco, Calif., to St. Louis, applicable. 

Imported Earth Paint 

No. 21828, Case Manufacturing Co. vs. New Haven. By divi- 
sion 3. Complaint dismissed. Rate, imported earth paint, New 
York Harbor lighterage points to Unionville, Conn., not unrea- 
sonable. 

Lumber 

No. 17787, Watters-Tonge Lumber Co. et al. vs. A. C. L. 
et al. By division 4. Rates, lumber, Roach, Fla., to Hartwell 
and Lavonia, Ga., inapplicable to the extent that the factor to 


Jacksonville, Fla., exceeded $34 per car, minimum 35,000 pounds. 


Reparation of $7.98 awarded to title complainant and $6.37 to 
Henry G. Brabston & Co. 


Low Volatile Coal 


No. 21858, Premier Red Ash Coal Corporation vs. N. & W. 
et al. By division 2. Complaint dismissed. Shipments, low 
volatile bituminous coal, Red Ash, Va., to destinations in New 
York, Massachusetts and Connecticut, not misrouted and rates 
charged thereon applicable except that one shipment via Blue- 
field, Va., was undercharged. Alleged misrouting took place 
as a result of the complainant’s mine clerk changing tags on 
36 cars because a Norfolk & Western freight train conductor 
told him he had used a white tag when a green one was neces- 
sary. Then the clerk changed all the tags. The Commission 
said that the shipper was charged with a knowledge of the law- 
ful rates and could not be heard to claim misrouting on account 
of what his clerk did on the say-so of a freight train conductor. 


Pipe and Oil Well Supplies 


No. 20083, Petroleum Industrial Corporation of America vs. 
Santa Fe et al. By division 3. Carload of wrought iron pipe 
and two carloads of oil well supplies, Liberal, Kan., to Florence, 
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Colo., undercharged. Applicable rates were 90 cents on the 
pipe and $1.285 on the oil well supplies. Applicable rates found 
unreasonable to the extent they exceeded 78 cents on pipe and 
$1.025 on supplies, the subsequently established rates. Repara- 
tion of $134.80 awarded. 

Celotex 


No. 20865, Celotex Co. vs. A. C. L. et al. By division 3. 
Rates, celotex, Marrero (New Orleans), La., to destinations in 
Florida, inapplicable and applicable rates unreasonable, since 
June 9, 1929, to the extent they exceeded, exceed or may exceed, 
as a factor to Jacksonville, 44 cents. Factor to Jacksonville 
prior to July 3, 1924, not unreasonable; between July 3, 1924, 
and June 9, 1929, both dates inclusive, unreasonable to the ex- 
tent it exceeded 42 cents. Reparation awarded. New rate to 
be established not later than February 24. Failure of line-haul 
carriers to absorb initial line’s switching charge not unreason- 
able or otherwise unlawful. 


N. Y. C. CONSTRUCTION 


With Commissioner Eastman concurring, but pointing out 
what he thinks would be a better way to accomplish the work, 
the Commission, by division 4, in Finance No. 7753, abandonment 
and construction by New York Central in New York City, in 
effect, has approved the plan made by the city of New York, 
borough of Manhattan, the New York Central, state of New 
York, and the Port of New York Authority for the elimination of 
grade crossings on the New York CentraFs freight line from 
near West Sixtieth street to St. John’s Park and North Moore 
street, a distance of about five miles. The Commission has 
authorized the New York Central to abandon that line. It has 
authorized the carrier to construct and operate a new line, with- 
out grade crossings from West Sixtieth street to Spring street, 
a distance of about 4.5 miles. 

The entire project involves an estimated expenditure of 
$120,872,800 by the railroad company and $17,864,700 by the 
state and city. Of the money to be spent by the railroad com- 
pany $23,073,030 will be applied to new facilities for furnishing 
electric power and for the purchase of 30 or 35 Diesel locomo- 
tives. The city’s interest has been to get rid of the grade cross- 
ing line so as to prevent injuries to persons and congestion of 
the streets. 

South of Sixtieth street the estimated outlay by the New 
York Central, exclusive of electric power facilities and locomo- 
tives is to be $69,450,898. The investment cost of property to 
be retired is stated to be $4,074,196. What disposition of the 
railroad company’s land at St. John’s Park, the report says, 
has not been decided. It will not be used for railroad purposes 
or have a track connection. In connection with grade crossing 
elimination south of Sixtieth street, the state and city will spend 
between $13,000,000 and $14,000,000. The program contemplates 
the removal of all the tracks within five years. Nothing has 
been decided, says the report, as to the amount and kind of 
securities to be issued to finance the improvement. 

Under the laws of New York the state pays 49 per cent of 
the cost of grade crossing elimination, the city one per cent 
and the carrier the remainder. The plan calls for sinking the 
tracks and the construction of buildings over them by the car- 
rier. The New York Central expects a substantial increase in 
industrial development along the line, says the report. Its plans 
contemplate the erection of buildings over the tracks in their 
proposed location, and provide space off the streets for the 
loading and unloading of trucks. No diversion of freight, the 
report says, from the New York Central’s West Shore division, 
whose terminals are in New Jersey is under consideration. 

“The consummation of this project,’’ says the Commission’s 
report, “will result in a large and long desired improvement, 
both to the applicant’s rail facilities and to the section of the 
city affected.” 

Commissioner Eastman said that in view of the tremen- 
dous amount of time which had been devoted to this project by 
municipal, state and railroad representatives and their agree- 
ment upon the plans which the Commission, in effect, were 
asked to approve, and in view of his own very inadequate 
knowledge of the situation, he would not be justified in setting 
his opinion against theirs, even if he had a more positive con- 
viction with respect to the project than he now entertained. 
Yet, he said, he thought there were some aspects of the matter 
to which attention might well be called. 

The New York Central, he said, was to spend upwards of 
$120,000,000 upon less than five miles of line in New York city. 
He said that that expenditure would build a railroad between 
New York and Chicago at an average cost of $133,000 per mile. 
The project; he said, was largely for the benefit of the city of 
New York. Continuing, he said: 





Yet the great bulk of the necessary expenditure is to be borne by 
the railroad, and hence by those who use its facilities, whether or 
not they live in New York city or in cities many miles away. Doubt- 
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less the improvement will result in large increases in the ya} 

adjoining real estate. The New York Central, as a corporation ue of 
reap some compensating benefits from these increases, if jt has may 
fore-handed enough to acquire in advance some of these sens been 
either directly or through a subsidiary corporation. But uae 
law of the land as interpreted by the Supreme Court, those p the 
sating benefits will not accrue to the advantage of the users or 
New York Central’s carrier facilities. They will be held to Of the 
return upon the fair value of these facilities, and so far as this a 
line is concerned the increases in value of adjoining non-carrier » — 
erty will merely have the effect of increasing the value of the’ Ines 
occupied by the new line substantially above original cost. ma 


Commissioner Eastman said he could conceive a better 
way to accomplish such a project than that proposed—hetter at 
least for the general public. His thought was that the city of 
New York should construct and own the line, just as it had cop. 
structed the subways used by the rapid transit lines, renting it 
to the New York Central at a rental which would take into 
consideration the comparative benefits to be derived. That 
lease he suggested would throw a large part of the expense upon 
the city because of the greater benefit to it. Further on that 
point he said: 


To offset this burden, however, the city would assess betterments 
upon the adjoining property immediately benefited. Or it couig 
acquire such property in advance of construction and reap itself the 
profits from the increment in land values by subsequent sales. I am 
of course, disregarding possible constitutional objections and consid: 
ering what ought to be possible rather than what happens now to be 
legally possible. A plan of some such nature would, it seems to me 
protect the users of the railroad against an unjust burden, distribute 
the burden where it equitably belongs, and prevent the reaping by a 
few of large and unearned profits. 


NEW YORK CENTRAL UNIFICATION 


The New York Central and the Big Four have been author. 
ized by the Commission, division 4, in Finance No. 7744, as- 
sumption of obligation and liability by New York Central and 
Finance No. 7745, assumption of obligation and _ liability by 
Cleveland, Cincinnati, Chicago & St. Louis, to assume obligation 
and liability in respect of the securities of their underlying 
corporations in furtherance of the plan of unification approved 
by the Commission in New York Central Unification, 154 I. C. C. 
489. The unification is by means of leases, the whole plan 
placing control in the hands of the New York Central. 

Obligation and liability amounting to $311,561,329 are to be 
assumed by the New York Central. The annual interest and 
dividend obligations total $14,104,864. 

Minority interests that opposed the approval of the pro- 
posed leases also intervened in this assumption of obligation 
and liability case, the New York Central Securities Corporation 
contending that under Ohio law governing the corporations 
the New York Central and Big Four could not make the leases, 
if at all, except subject to a part of the Ohio code prescribing 
the dividends earned by the corporations the properties of which 
were to be leased, in the year preceding the leases, as the mini- 
mum rental to be paid. 

The Commission said that under section 20a (7) it was 
given exclusive and plenary power over the issuance of securi- 
ties and the assumption of obligation and liability. Carriers 
receiving authorization from it, the report said, might exercise 
the authority granted without securing other approval. 

“Whether or not the New York Central, the Michigan Cen- 
tral and the Big Four have corporate capacity under the Ohio 
statutes to execute the proposed leases is dependent upon col- 
struction of those statutes,’ says the report. “Pending such 
construction by a court of competent authority, we feel that we 
may accept the opinion of applicant’s counsel. We are of the 
opinion that under the authority conferred upon us by section 
20a of the interstate commerce act we have the power to grail 
the authority sought.” 

The Commission said that the Ohio code was considered by 
it in the New York Central unification proceedings when the 
question of leases of the property of subsidiaries was disposed 
of, 150 I. C. C. 313. In that case it approved the acquisition of 
control of subsidiaries, by lease, by the New York Central and 
the Big Four. 


MEMPHIS-SOUTHWESTERN SALT 


The Commission, upon the application of the southwesterl 
carriers, in No. 9702, Memphis-Southwestern Investigation, // 
I. C. C. 478, has vacated and set aside the orders in that case. 
dated February 6, 1923, in so far as they prescribe rates on 
salt, in carloads, from and to the points embraced in that pro- 
ceeding. The orders were set aside so as to permit the railroads 
to obey later orders in respect of salt in other cases. The 
orders in No. 9702 and the later orders are in conflict in _ 
parts. The earlier orders, by their terms, are to remain i2 effect 
until the further order of the Commission, hence the necessit! 
for their vacation so as to allow the later ones to operate. 
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Proposed Reports in I. C. C. Cases 





LUMBER RATES INAPPLICABLE 


Examiner C. Garofalo, in No. 21388, Virginia Lumber Cor- 
poration vs. A. C. L. et al. and six sub-numbers joined with it, 
igs recommended that the Commission find inapplicable, with 
aceptions, the rates charged on lumber stave blocks, staves, 
wd cross ties, from points in Georgia to Jacksonville, Fla., for 
florida destinations, and to Savannah, Ga., for export and 
gastwise movement. The sub-numbers joined with the title 
emplaint are: Esteve Brothers & Co. vs. A. C. L. et al.; New- 
me Lumber Company vs. Blue Ridge et al.; Ramsey & 
Wheeler vs. A. C. L. et al.; Bright Brooks Lumber Co. vs. A. C. L. 
a al; Urquhart & Co. vs. A. C. L. et al.; and Atlantic Log & 
Export Co., Inc., vs. Central of Georgia et al. 

The examiner divided the shipments into two classes. 
llustrative of the first class, he said, was a shipment from 
sparta, Ga., to Savannah River Wharf for export. Charges were 
collected at a combination of a class P factor of $11.50 per car 
of 24,000 pounds “excess in proportion” from Sparta to State 
farm and a class P factor of $27.50 per car, minimum 24,000 
punds beyond State Farm. Complainants contended that as 
the factor of $27.50 was not limited by the words “excess in 
poportion” the rate applied on a carload of any weight. That 
tariff, however, referred to another tariff carrying a rule for 
constructing commodity rates to be used when no specific com- 
noddity rates were published on lumber. The examiner recom- 
mended that the rates as cldimed by the carriers were appli- 
tale; that is, that the weight in excess of the minimum was 
to be charged for at the carload rate converted into cents per 
100 pounds. 

The second class of shipments were made on per car rates 
named in tariffs not having the “excess in proportion” limitation. 
4s to them the examiner said the Commission should find that 
the per car rates were applicable without any charge for weight 
inexcess of the supposed minimum. He recommended repara- 
tin on shipments made under tariffs not containing the words 
‘excess in proportion” to the per car basis regardless of weight. 
The complaint by the Bright Brooks Lumber Co., the examiner 
sid, was withdrawn at the hearing and that therefore it should 
be dismissed. 


OIL WELL SUPPLIES 


In a rather large collection of rates assailed in No. 20664, 
Emsco Steel Products Co. et al. vs. Santa Fe et al. and No. 
707, General Petroleum Corporation of California vs. Denver 
& Rio Grande Western et al. Examiner A. E. Later found only 
wo requiring displacement for the future. He said the Com- 
mission should find that the rates on rivets and bolts from 
Los Angeles, Calif., to Casper, Wyo., were, are and for the future 
vill be unreasonable to the extent they exceeded, exceed or may 
exced $1.365 per 100 pounds. Due to the improbability of future 
shipments from and to the points named the carriers should not 
ve required to publish rates for the future, said the examiner. 

In the title complaint rates on rivets and bolts, oil well 
supplies and oil well derricks, K. D. from Los Angeles to destina- 
lots in Wyoming, Golorado, Utah, New Mexico, Oklahoma and 
Texas were assailed as having been unreasonable since February 
81926. In the General Petroleum case rates on oil well supplies 
fom Torrance and Los Angeles, Calif., and on steel and wrought 
tn pipe from Thenard and Wilmington, Calif., to Placerville and 
Montrose, Colo., and on oil well supplies, motors and parts, and 
‘ought iron pipe from Placerville and Montrose to Los Angeles 
Were assailed as unreasonable and in violation of the long and 
— haul part of the fourth section of the interstate commerce 


Later said that the Commission should find that the rates 
from Log Angeles and Torrance to Montrose and from Montrose 
‘0 Los Angeles on oil well supplies and motors and parts were 
aid are unreasonable to the extent they exceeded or might ex- 
‘ed $1.775; that the rate on supplies from Los Angeles to 

acerville was and is unreasonable to the extent it exceeded or 
might exceed $2.20, made by combination on Montrose, but not 
reasonable from Los Angeles to Durango, Colo.; that the rates 
ps supplies from Los Angeles to Gallup, N. M., were and are 
ni onable to the extent they exceeded or might exceed $1.08, 
Perseeny 36,000 pounds; that the rates on rivets and bolts were, 
rw es will be unreasonable to the extent hereinbefore set 
; and that the rates on supplies and derricks, K. D. from 
Angeles to points in Oklahoma and Texas mentioned in 


the title complaint are not unreasonable. 


Later said that repara- 
tion should be awarded to the bases of rates mentioned in the 
proposed findings. 


PAPER BOARD ADJUSTMENT 


Examiner C. W. Griffin, in No. 22072, United Paperboard 
Co., Inc., vs. Ann Arbor et al., recommends that the Commission 
find unreasonable the rates on box board, chip board and other 
paper boards, from Wabash, Ind., and Urbana, O., to points in 
Wisconsin. He says that the Commission shall find neither 
unreasonable nor unduly prejudicial the rates on the sorts of 
board specified from Wabash and Urbana to Chicago, IIl., Mil- 
waukee, Wis., and other west-bank Lake Michigan ports and 
Eau Claire, Wis. He said the Commission should find that the 
rates are and will be unreasonable to the extent they exceeded, 
exceed or may exceed for the future the following: To Madi- 
son and points in Wisconsin intermediate thereto, 24 cents from 
Wabash and 28 cents from Urbana; to Appleton, Kaukauna, 
Oshkosh, Fond du Lac, Wisconsin Rapids and other points in 
Wisconsin in the Fox River group, 26 cents from Wabash and 
30 cents from Urbana; and to St. Paul, Minn., and Rhinelander, 
Ladysmith and other points in the northern Wisconsin group, 
29 cents from Wabash and 33 cents from Urbana. The exam- 
iner also recommended an award of reparation. 


PAYMENT OF FREIGHT BILLS 


Some liberalization of the rules governing the settlement of 
freight bills prescribed in 57 I. C. C. 591 is recommended by 
Examiner C. W. Berry in Ex Parte 73, in re section 3 of the 
interstate commerce act as amended February 28, 1920, and 
March 4, 1927. Berry recommends that a carrier be permitted 
“upon taking precautions deemed by it to be sufficient to assure 
payment of the tariff charges within the credit period herein 
specified” to relinquish possession of freight in advance of the 
payment of the charges and may extend credit for 48 hours. 
Upon the same condition, he recommends that where reten- 
tion of possession of freight until the charges are paid will 
retard prompt release of equipment or station facilities a credit 
period of 96 hours may be allowed. For the payment of under- 
charges he recommends 240 hours, the time to begin running 
at midnight instead of 4 p. m. as at present. 

Berry’s rules would leave the carrier free to judge what 
precautions it should take to assure payment of charges. His 
report is upon the hearing had when the case dealing with the 
rules governing the payment of freight charges was reopened, 
upon motion of the National Industrial Traffic League after the 
amendment of March 4, 1927. The part of section 3 requiring 
payment of freight charges prior to relinquishment of freight, 
enacted in 1927, had a proviso permitting the Commission to 
prescribe rules to “assure prompt payment” of charges. The 
amendment of March 4, 1927, struck out the words “assure 
prompt payment” and substituted therefor the words “govern 
the settlement.” 

The League, according to Mr. Berry, asked that the rules 
and regulations be modified so as to allow shippers a longer 
period within which to pay freight charges. The League alleged 
that the present rules and regulations were unworkable and 
that there were many unavoidable violations thereof by both 
carriers and shippers. The Association of Railway Executives 
denied the allegations in the League’s petition which caused the 
case to be reopened and asked that it be dismissed. 

According to Berry the only change made by the amend- 
ment of March 4, 1927, was that the Commission was not re- 
stricted to making rules and regulations to assure prompt pay- 
ment of freight charges. 

“It (the Commission) may permit carriers to extend credit 
for a reasonable time to shippers for the purpose of auditing 
freight bills or to meet other exigencies of business,” says the 
report, “but it cannot make a mandatory order prescribing a 
period of credit which carriers must allow. It is within their 
discretion whether they will refuse to extend any credit or 
whether they will extend credit for a shorter périod than the 
maximum prescribed by the Commission.” 

Berry said that each carrier had formulated its own rules 
governing the extension of credit to its patrons and that the 
practices were not uniform. Generally, however, he said, the 
carriers had established two periods, for the collection of freight 
charges, one of 48 hours, generally to persons regarded as 
financially responsible, and 96 hours to any patron willing to post 
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a bond guaranteeing payment. The League insisted that the 
credit desired was not one of financial accommodation but for 
time in which to perform the clerical and checking work needed 
in ordinary business transactions. It suggested that it was 
unreasonable for the railroads to insist upon payments in less 
time than was regarded as cash in ordinary business transac- 
tions. The League suggested seven or eight days. The car- 
riers said that allowing a credit of 192 hours, eight days, would 
require additional working capital ranging from $34,000,000 to 
$87,042,146. 

In addition to asking for an extension of the credit period 
the shippers, Berry said, asked for an expression of opinion as 
to whether the statute and the existing rules applied to the pay- 
ment of undercharges. They suggested 30 days for the pay- 
ment of undercharges. On that point Berry said that the pub- 
lished rate was the only legal rate; and that the law charged 
shippers with knowledge of that rate and required payment in 
accordance with sections 3 (2) and the rules thereunder. An 
erroneous freight bill, he said, did not change the obligations 
of the carriers to collect and shippers to pay the legal rate. 
But he said that as the shipper, in the first instance paid the 
charges demanded by the carrier it would appear that when 
further charges were demanded he should be allowed a reason- 
able time to ascertain the facts and determine whether the addi- 
tional amount sought was actually due. In closing his discussion 
of the matter and saying what the Commission should do, 
Berry said: 


The question presented is whether in view of the strenuous op- 
position by the carriers and their contentions that the present rules 
are workable and enforceable, just to both shippers and carriers, that 
they assist the carriers in avoiding discrimination between shippers 
and in the collection of freight charges, and reduced to a minimum 
losses due to failure to pay, and the fact that an extension of the 
credit period would require a large additional working capital, and 
cause the carriers’ additional work and expense without compensat- 
ing advantages, the Commission should modify the present rules so 
as to clothe the carriers with a permissive authority which they 
claim would work to their detriment. 


As hereinbefore stated the Commission has no authority to 
issue an order requiring carriers to grant any credit. It is their 
right, if they so desire, not only to demand payment of the freight 
charges before relinquishing possession of the freight at destination, 
but to demand the payment of such charges before forwarding the 
freight from the point of origin. Such rules as the Commission 
may make would only be permissive in character. It is clearly the 
desire of the carriers not to grant credit for a longer period than 
96 hours. Under the circumstances, it would serve no good purpose 
to clothe the carriers with such power. On the contrary, it may sub- 
ject them to threats of or actual diversion of tariff by shippers and 
lead to unfair competition between carriers and unjust discrimination 
between shippers. 


The rules should be modified to read as follows: 


The carrier, upon taking percautions deemed by it to be sufficient 
to assure payment of the tariff charges within the credit period herein 
specified, may relinquish possession of freight in advance of the pay- 
ment of the tariff charges thereon and may extend credit in the 
amount of such charges, to those who undertake to pay such charges, 
such persons herein being called shippers, for a period of 48 hours 
computed as hereinafter set forth. 


Where retention of possession of freight by the carrier until 
the tariff rates and charges thereon have been paid will retard prompt 
delivery or will retard prompt release of equipment or station facilities, 
the carrier, upon taking precautions deemed by it to be sufficient to 
assure payment of the tariff charges within the credit period herein 
specified, may relinquish possession of the freight in advance of the 
payment of the tariff charges therein and may extend credit in the 
amount of such charges to shippers for a period of 96 hours to be 
computed as hereinafter set forth. 


Where carriers have relinquished possession of freight and col- 
lected the amount of tariff charges represented in a freight bill pre- 
sented by them as the total amount of such charges and another 
freight bill for additional charges is thereafter presented to the ship- 
per, the carrier may extend credit in the amount of such additional 
charges for a period of 240 hours, to be computed as hereinafter set 
forth, from the date of the presentation of the subsequently presented 
freight bill. 

Where the freight bill is presented to the shipper prior to or at 
the time of delivery of the freight, the 48, 96 and 240-hour periods of 
credit shall run from the first 12 o’clock midnight following the delivery 
of the freight. 


Where the freight bill is presented to the shipper subsequent to 
the time of delivery of the freight, the 48, 96 and 240 hour periods of 
credit shall run from the first 12 o’clock midnight following the pres- 
entation of the freight bill. 

Every carrier shall present freight bills to shippers prior to the 
first 12 o’clock midnight following delivery of the freight, except that 
when information sufficient to enable the carrier to compute the 
tariff charges is not then available to the carrier at the delivery point, 
the freight bills shall be presented not later than the first 12 o’clock 
a following the day upon which sufficient information becomes 
available to the delivering agent of the carrier. 

Shippers may elect to have their freight bills presented by means 
of the United States mails, and when the mail service is so used the 
time of mailing by the carrier shall be deemed to be the time of 
presentation of'the bills. In case of dispute as to the time of mailing 
the post mark shall be accepted as showing such time. 

undays and legal holidays, other than Saturday half holidays, 
may be excluded from the computation of the periods of cerdit. 

The mailing by the shipper of valid checks, drafts, or money or- 
ders, which are satisfactory to the carrier in payment of the tariff 
charges within the period of credit prescribed above, may be deemed 
to be payment of the tariff charges within the periods of credit. In 
case of dispute as to the time of mailing, the post mark shall be 
accepted as showing such time. 
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PROPOSED REPORTS 


Butter 


No. 22286, R. E. Cobb Co. vs. M.K.-T. et al. Examiner 7 
Naftalin. Rates, butter, Dallas, Tex., to St. Paul, Minn. inap. 
plicable as to four barrels in a carload. They were without 
heads. A rate of $3.31 was assessed on them. The examiner 
said the applicable rate was $2.125. Reparation of $15.87 rec- 
ommended. 

China Clay 

No. 21619, Trenton Potteries Co. vs. B. & O. et al. Exam- 
iner P. F. Mackey. Dismissal proposed. Rate, china clay 
Hockessin, Del., to Trenton, N. J., not unreasonable. ' 


Lumber 


No. 22274, Edward Hiler Lumber Co. vs. Missouri Pacific 
et al. Examiner T. Naftalin. Rate, yellow pine lumber, Mal. 
vern, Ark., to Kittanning, Pa., inapplicable. Applicable rate 
49 cents, made by using the Jones combination rule. Repara. 
tion of $19.08 proposed. 


Box Material 


No. 22407, Jackson Traffic Bureau for Planters Package Co, 
vs. Gulf, Mobile & Northern et al. Examiner John McChord. 
Rates, box material, Crystal Springs, Miss., to points in Tep. 
nessee not unreasonable in the past but unreasonable for the 
future to the extent they may exceed 20 cents to Atwood, Gib- 
son, Finger, Selmer, Ramer, Youngs, Middleton, Stanton, sil. 
verton, Hornsby, Fruitland, Whiteville and Bethel Springs, 
Tenn., and 21.5 cents to Waverly and Camden, Tenn. 


Garbage Tankage 

No. 22366, Maumee Feed & Fertilizer Co. vs. New York 
Central et al. Examiner W. R. Brennan. Rate, garbage tank- 
age, Rochester, N. Y., to Toledo, O., unreasonable and in viola- 
tion of section 4, aggregate of intermediates, to the extent it 
exceeded 23.6 cents prior to December 1, 1929, and for the fu- 
ture to the extent it may exceed 21.5 cents, minimum 40,000 
pounds. New rate and reparation recommended. 


Clay 
No. 22203, Pfaltzgraff Pottery Co. vs. Reading Co. et al. 
Examiner Lawrence B. Dunn. Dismissal proposed. Rate, clay, 
Port Reading, N. J., to York, Pa., not unreasonable. 


Cottonseed Oil 


No. 22097, International Vegetable Oil Co. vs. Central of 
Georgia et al.. Examiner C. Garofalo. Rate, cottonseed oil, 
Greenville, Ga., to Chattanooga, Tenn., refined in transit at 
Lakewood Station, Ga., unreasonable to the extent it exceeded 
28 cents plus a transit charge of 2 cents. Finding should be 
without prejudice to any different conclusion that may be 
reached in No. 17000, part 8, Hoch-Smith cuttonseed oil. 


Beans and Lettuce 

No. 22221, Purse Brothers et al. vs. Pennsylvania et al. 
Examiner Paul A. Colvin. Rate and minimum weight, green or 
wax beans, green peas, spinach and kale, straight or mixed cal- 
loads, Baltimore, Md., Norfolk and Port Norfolk, Va., to Detroit, 
Mich., not unreasonable or otherwise unlawful. Carload min- 
imum on lettuce, Cleveland, O., to Detroit, Mich., unreasonable 
in the past, for the present and the future to the extent it 
exceeded, exceeds or may exceed 15,000 pounds. Reparation 
proposed. 

Gravei 


No. 22377, Simmons Construction Co. vs. Norfolk Southern. 
Examiner W. G. Butts. Dismissal proposed. Rate, gravel, Nor- 
folk, Va., to Beaufort, N. C., not unreasonable or unjustly dis- 
criminatory. 

Power Shovel 


No. 22288, Shepherd & Williams vs. S. A. L. et al. Examiner 
Paul R. Naefe. Dismissal proposed. Rate, power shovel, 
Dunnellon, Fla., to Wallace’s Mill, Ga., not unjustly discrim 
inatory or unduly prejudicial. 


Petroleum |Products 

No. 22247, L. E. K. Oil Co., Inc., vs. Central of New ord 
et al. Examiner H. C. Lawton. Rate, petroleum products, i 
cars, Bayonne, Bayway, Carteret and Warners, N. J., to Ga : 
City, N. Y., unreasonable to the extent it exceeded 18.5 cents. 
Reparation recommended. 

Foundry Core Oven Racks 

No. 22436, Greater Muskegon Chamber of Comunene? nd 
Pere Marquette et al. Examiner Paul R. Naefe. Dismissa pa 
posed. Rate, three shipments of foundry core oven nom 
Kenosha, Wis., to Muskegon, Mich., inapplicable. eo 
rate, $2.695, unreasonable to the extent it exceeded 26.5 — 
minimum 30,000 pounds. Three and a half times first class 
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gpicable because the racks were not crated as required by 
classification. Carriers undertook to collect undercharges 
ya tate of $1.54 in place of the original collection at a fifth 
rate of 26.5 cents. The examiner recommended the waiv- 
gs of undercharges amounting to $1,117.09. 


Wood Pulp 


No, 21960, Pittston Paper Corporation vs. Canadian National 
gal. Examiner C. J. Peterson. Dismissal proposed. Rate, 
god pulp, Edmundston, New Brunswick, Canada, to Forest 
ystle, Pa., not unreasonable. 


Potatoes 


No. 22254, Anniston Traffic Bureau vs. L. & N. et al. Exam- 
gr John McChord. Rates, potatoes, points in lowa, Michigan, 
ygnesota and Wisconsin to Anniston, Ala., unreasonable and 
giuly prejudicial to the extent they may exceed the rates 
mtemporaneously in effect from the same points of origin to 
ydsden and Birmingham, Ala. 


Naphtha 


No. 21567, Procter & Gamble Co. vs. B. & O. et al. Examiner 
3L. Main. Rate, naphtha, in tank-cars, Okmulgee, Okla., to 
jorydale, O., unreasonable to the extent it exceeded, exceeds 
x may exceed 46.5 cents. New rate for the future and repara- 
ion recommended. ° 


Building Terra Cotta 


No. 21701, Atlanta Terra Cotta Co. vs. Atlanta & West Point 
¢al. Examiner T. P. Wilson. Rates, building terra cotta, East 
hint, Ga., to Covington, Va., unreasonable to the extent they 
aceeded, exceed or may exceed 37 cents. New rate and repara- 
ion of $745.68 recommended. 


YREKA EXTENSION CASE 


Examiner Lois G. Gorman, in Finance No. 7780, proposed 
mstruction of extension by Yreka Railroad Co., and Finance 
\o. 1775, stock of Yreka Railroad Co., has recommended that 
te Commission deny both applications. The first mentioned 
ns for permission to build an extension about 38 miles long 
i Siskiyou county, California, and the second for authority to 
isue $650,000 of capital stock. The examiner said that while 
ie proposed extension would serve a large area which was now 
fom 18 to 85 miles from a railroad by mountain roads of heavy 
made and while it would be useful to the farming community 
ad might possibly develop some mineral traffic, its economic 
istification depended mainly upon the timber traffic, the testi- 
ny concerning which was neither definite nor persuasive. 


OIL FIELD CONSTRUCTION 


The Texas & Pacific has been authorized to construct the 
thle of its proposed extension to reach the oil field in Lea 
omty, New Mexico. The Santa Fe has been authorized to build 
ly a part of its proposed extension toward but not into that 
ied. Each of the trunk lines mentioned, in their contest for 
airy into the oil field, is acting by a subsidiary. 

The Commission, by division 4, in Finance No. 7284, con- 
struction of line by Texas-New Mexico, the Texas & Pacific sub- 
idiary, has authorized that applicant to construct from the 
tminus of its line on the Texas-New Mexico state line north- 
wrdly to Lovington, N. M., a distance of 70 miles, at an 
atimated cost of $1,825,000. Thereby the Texas & Pacific will 
ie able to carry out what it said was its original plan to extend 
~y to and through the Winkler oil fields to the Lea county 
eld, 





: In Finance No. 7413, application of the South Plains & 
‘uita Fe for authority to construct an extension in Gaines 
‘wunty, Tex., and Lea county, N. M., the Commission, by divi- 
‘on 4, has authorized that subsidiary of the Santa Fe to build 
m Seagraves, Tex., westerly to Lovington, N. M., a distance 
4 miles but has denied that part of its application to extend 
is line southerly from its proposed extension to Lovington, by 
hich it would reach the oil field. The Santa Fe extension, 
"hich the Commision allowed only in part,.would have been 
tiout 89 miles long. It was estimated that the whole would 
“st $2,711,850. The Santa Fe proposed to use 90 pound rails 
‘tile the Texas & Pacific proposed using 85 pound rails. 
_ In the review of the great mass of testimony, the Commis- 
“on said that the Texas & Pacific claimed that what it was 
king Was but part of what it intended to do when it asked 
‘tand obtained permission to build to the Winkler field, in 
— It said that the extension to the Winkler field alone 
ty hot sustain itself. The Santa Fe offered testimony to 
ow that it had greatly promoted the development of the ad- 
ment Plains-Panhandle region of Texas and that its original 
Moject for an extension to the Lea county oil field antedated 
application of the Texas & Pacific. The original application, 
November 19, 1928, was for a line from Seagraves to Hobbs 
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and then south into the oil field. That application was with- 
drawn. 

Oil and livestock interests in the affected territory, oil re- 
finers and packing houses at refining points and packing centers 
lined up, some on the side of the Santa Fe and some on the 
side of the Texas & Pacific. A few of each took no sides and 
others advocated grant of a certificate to both systems. The 
traffic expected would consist largely of oil field supplies into 
the territory, cattle, sheep, wool, lumber, flour and oats, and 
crude oil outbound, the latter being greater than the rest of 
the traffic combined. Five thousand cars was the estimated 
tonnage of crude oil. 

Lea county, the report says, equal in area to Connecticut, 
is without railroads. Santa Fe lines surround it on three sides, 
while on the fourth are Texas & Pacific lines. The absence of 
rail facilities, the report asserts, has prevented its development. 
The report said that it appeared desirable that the Texas-New 
Mexico, the Texas & Pacific subsidiary, should be permitted to 
extend its line, as proposed, to fulfill its original purpose and 
for other reasons set forth. Extension, the report declared, 
would also protect the investment in the Texas-New Mexico 
present line. The construction of both lines to Lovington would 
give access to the north and east and also to the T. & P. on 
the south, which would be of advantage to the region and make 
unnecessary the construction of the Santa Fe’s proposed branch. 


COMMISSION ORDERS 


Finance No. 7835, application of Delaware & Hudson Co. 
for authority to acquire control of certain carriers. Fall River 
Chamber of Commerce, New Bedford Board of Commerce and 
New England Traffic League permitted to intervene. 

Finance No. 7855, application of Kaydeross Railroad for a 
certificate of convenience and necessity for abandonment, etc. 
Lowe Paper Co. and Kaydeross Paper Co. permitted to intervene. 

Finance No. 7707, application of Northern Pacific for a 
certificate to construct a branch line of railroad from Woodrow 
to Bloomfield, Mont.; Finance No. 7817, application of Northern 
Pacific for a certificate to construct a line of railroad in Mc- 
Cone, Garfield, Petroleum and Fergus counties, Montana, and 
Finance No. 7743, application of Great Northern for a certificate 
to construct a line of railroad in Dawson, McCone and Garfield 
counties, Montana. Glendive Chamber of Commerce, Bloom- 
field Railroad Committee, Board of County Commissioners of 
the County of Dawson, Montana, Vida Community Club, Sioux 
Farmers’ Community Club of Cartwright, N. D., Williston Com- 
mercial Club and County of Williams, North Dakota, permitted to 
intervene. 

No. 22824, State of New Jersey vs. New York Central et al. 
New York Lumber Trade Association, Commercial Exchange 
of Philadelphia, Commercial Traffic Managers of Philadelphia, 
Philadelphia Board of Trade, Philadelphia Bourse, Philadelphia 
Chamber of Commerce, Philadelphia Maritime Exchange, Port 
of Philadelphia Ocean Traffic Bureau, the Brooklyn Chamber 
of Commerce, Maritime Association of Boston Chamber of 
Commerce, Maritime Association of Port of New York, and 
American Sugar Refining Co. permitted to intervene. 

No. 22853, King Co. vs. Louisville & Nashville et al. 
nessee Products Corporation permitted to intervene. 

No. 22650, Memphis Freight Bureau et al. vs. Missouri Pa- 
cific et al. Armour & Co. and North American Provision Co. 
permitted to intervene. 

Finance No. 7856, application of Chicago, Rock Island & 
Gulf for a certificate of public convenience and necessity for 
construction of a line of railroad from Dalhart, Dallam county, 
to a point near Morse, Hutchinson county, all in state of Texas. 
Phillips Petroleum Co. permitted to intervene. 

Finance No. 7921, application of Meridian & Bigbee River 
under paragraph 18, section 1, of interstate commerce act, for 
a certificate of public convenience and necessity for the acqui- 
sition and operation of a line of railroad from Cliff Williams, in 
Lauderdale county, Mississippi, to Crandall, in Clarke county, 
Mississippi. Mobile & Ohio permitted to intervene. 

Finance No. 7872, application of Panhandle & Santa Fe for 
authority to construct lines of railroad, etc.; Finance No. 7873, 
application of Elkhart & Santa Fe for authority to construct 
lines of railroad, etc., and Finance No. 7874, application of 
Dodge City & Cimarron Valley for authority to construct a line 
of railroad in Baca and Bent counties, Colorado. Denver Cham- 
ber of Commerce, Chamber of Commerce of Clayton, N. M., 
Phillips Petroleum Co. and Colorado Portland Cement Co. per- 
mited to intervene. 

Finance No. 7879, application of New Orleans, Natalbany 
& Natchez for a certificate that the present or future public 
convenience and necessity require or will require leasing by it 
for freight service of a line owned by a non-carrier. Charles 
Peterman et al. permitted to intervene. 

Finance No. 7827, application of St. Louis Southwestern 


Ten- 
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under paragraph 18 of section 1 of the interstate commerce 
act, for a certificate of public convenience and necessity for 
the extension of its line of railroad at Truman, Ark., and 
Finance No. 7829, application of Cairo, Truman & Southern, 
a corporation of the state of Arkansas, to abandon and dis- 
mantle a portion of its line of railroad. Walter E. Meyer per- 
mitted to intervene. 

Finance No. 4682, acquisition and construction of line by 
Alameda Belt Line, and cases grouped therewith. The time 
prescribed in said certificate and order within which the Ala- 
meda Belt Line shall complete construction of extension from 
Webster street westerly to the shore line of San Francisco Bay 
has been extended to December 31, 1930. 

No. 17669 (and Subs. 1 to 3, incl.), Strauss & Adler, Inc., 
vs. New York Central et al. Petition on behalf of certain de- 
fendants for reargument and reconsideration denied. 

No. 19301, Swift & Co. et al. vs. Akron, Canton & Youngs- 
town et al. Complainants’ motion to strike defendants’ excep- 
tions overruled, without prejudice to reconsideration of motion 
at argument. 

No. 19516 (and Sub. 1), Arizona Corporation Commission 
et al. vs. Santa Fe et al., and No. 20373, J. M. Gibbs and J. M. 
Gibbs, Jr. vs. Pacific Electric et al. Petition of defendants for 
modification of opinion and order with respect to reparation, 
and for further and/or oral argument, and petition of com- 
plainants and interveners in No. 19516 and 19516 (Sub. 1), for 
modification of opinion and order, and for further hearing 
and/or oral argument with respect to reasonableness of rates 
and reparation for period August 6, 1926, to September 29, 1929, 
inclusive, denied. 

No. 22771, Falling Spring Lime Co., Inc., vs. Chesapeake & 
Ohio et al. North American Cement Corporation permitted to 
intervene. 

No. 18112, Atlas Portland Cement Co. vs. Central Railroad 
of New Jersey et al., and cases grouped therewith. The order 
in said proceedings dated June 3, 1929, as amended by the 
orders therein dated July 31, 1929, and November 16, 1929, has 
been so amended and modified that the rates covered thereby 
may be published and filed by the defendant carriers upon ten 
days’ notice, instead of upon thirty days’ notice, to the Com- 
mission and general public. 

No. 17011, American Salt Co. vs. Abilene & Southern et al. 
Petition dated June 11, 1929, of Pecos Valley Southern for spe- 
cial short-line differentials, denied. 

No. 22733, Public Service Commission of Wyoming vs. Chi- 
cago & North Western et al. Mid-Continent Petroleum Corp.; 
Empire Refineries, Inc.; Transcontinental Oil Co.; Shaffer Oil 
& Refining Co.; Tidal Refining Co.; Cushing Refining & Gasoline 
Co.; Barnsdall Refineries, Inc.; Derby Oil & Refining Co.; 
Skelly Oil Co.; Kanotex Refining Co.; Imperial Refining Co., 
and Phillips Petroleum Co. permitted to intervene. 

No. 22713, Armour Fertilizer Works vs. Central Railroad of 
New Jersey et al. Virginia-Carolina Chemical Corp. permitted 
to intervene. 

No. 22752 (and Sub. 1), Armour & Co. et al. vs. Santa Fe 
et al. Colgate-Palmolive-Peet Co. permitted to intervene. 

No. 22868, Ohio-Kentucky Associated Industries vs. Ahnapee 
& Western et al. Harbison-Walker Refractories Co. permitted 
to intervene. 

Finance No. 7852,- Application of Wyoming-Montana for 
certificate to acquire, construct and operate lines of railroad in 
Montana, Wyoming and Colorado, etc. R. E. McNally, as receiver 
of North and South Railway, permitted to intervene. 


No. 20133 (and Sub. 1 and 2), Transcontinental Oil Co. vs. 
Atlanta & St. Andrews Bay et al., and No. 21810, Empire Re- 
fineries, Inc., and Empire Oil and Refining Co. vs. Santa Fe et al. 
The order entered in these proceedings on September 16, has 
been further modified so that it will become effective on January 
5, 1930, upon not less than 15 days’ notice instead of 30 days’ 
notice. 

I. and S. 2414, salt between western and southwestern 
points and cases grouped therewith. Petition dated October 22, 
of defendants and respondents for reopening of these cases, 
and/or reargument on and/or rehearing and/or reconsidera- 
tion on records as made, denied. 

Finance No. 7771, Construction of branch line by Western 
Pacific. The time prescribed in the certificate within which the 
Western Pacific shall commence and complete construction of 
branch line therein authorized has been extended to January l, 
1931, and June 30, 1931, respectively. 

Finance No. 6424, Construction of line by Mound City & 
Eastern. The time prescribed in the certificate and order within 
which the Mound City & Eastern shall complete construction 
of the line of railroad has been extended to December 31, 1930. 

No. 22714, Standard Oil Co. (Indiana) vs. Chicago & North 
Western et al. Mid-Continent Petroleum Corporation; Empire 
Refineries, Inc.; Transcontinental Oil Co.; Shaffer Oil & Refin- 
ing Co.; Tidal Refining Co.; Cushing Refining & Gasoline Co.; 
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Barnsdall Refineries, Inc.; Derby Oil @ Refining Co;; 


Co.; Kanotex Rening Co.; Imperial Refining Co.;~ang ~y Board 

























































Petroleum Co. permitted to intervene. Ne 

No. 20338, American Asphalt Roof Corp. et al vs, Santa F ad N 
et al., No. 20374, Kokomo Steel & Wire Co. et al vs. Abnapee compl 
Western et al., No. 20491, Morton-Gregson Co. et al. ys. Sania Mme fcatio 


Fe et al., No. 20537 (and Sub. 1), Swift & Co. vs. Santa Pe et al Ne 


and No. 20556, Cudahy Packing Co., et al vs. Santa Pe et al, me Arizon 
Complainants’ petition for reconsideration, rehearing ang re asks f 
argument denied. and it 

No. 21702, Chamber of Commerce, Hastings, Neb., et a] nt state | 
Chicago & North Western et al. The order entered in this pro. branch 
ceeding on October 9, 1929, which was by its terms made effec. Mme out Dé 


tive on December 31, 1929, upon not less than 30 days’ Notice, 
has been modified so that it will become effective on Decemie, Ne 
31, 1929, upon not less than 25 days’ instead of 30 days’ Notice 

Finance No. 5134, construction of extension by Minnesot, 










Western. The time prescribed in said certificate and order, Ne 
extended, within which the Minnesota Western shall complete plainal 
the construction of extension of the line therein authorized, jy; No 
been extended to December 31, 1930. Compl: 

Finance No. 7685, application of Wabash. Fall River Chap. fim missio! 
ber of Commerce et al., City of Decatur, Hannibal Shippery MM inding 
Association, Quincy Freight Bureau, Public Service Commigsig, No 
of Indiana, East Chicago Chamber of Commerce, East Chicago fim Arcade 
Ind., Newburgh and South Shore and Union Railroad permitteg Mm New E 
to intervene. of juri 

No. 22818, Illinois Coal Traffic Bureau vs. Alton & Eastern Ne 
et al. Tennessee Products Corporation permitted to intervene Mima Cc 

pag Lt ec he cision | 
PETITIONS FOR REHEARING, ETC. 

No. 20233, Nueces County Navigation District No. 1 1, I 
Abilene & Southern et al. Santa Fe, Gulf, Colorado & Santa Fe. Th 
Panhandle & Santa Fe, Kansas City, Mexico & Orient, and Kap. tion of 
sas City, Mexico & Orient of Texas ask for construction, clari- Yo. 171 
fication and/or modification and revision of order enteri i, ths 
herein on May 23, 1929, by Division 3. oe 

No. 21006, Ajax Paper Mills, Inc., et al. vs. Pennsylvania fl tom 
et al. Baltimore & Ohio asks for reconsideration of report of on the 
Division 3 of the Commission in so far as it relates to rate 1B ive 
woodpulp from Baltimore, Md., to Buck Run, Pa. regula 

No. 21046, Buckeye Rolling Mill Co. vs. Baltimore & Ohio hissio 
et al. Defendants ask for modification of Commission’s order Hugh 
entered herein. Yexicc 

No. 20750 (and Sub. 1), Watab Paper Co. vs. Northern Pa Comm! 
cific. Complainants, amending petition of October 9, 1929, ask BM nic) 
for reargument therein. Utilitie 

No. 16176, Somerville Iron Works vs. Southern et al. and BM iin ¢, 


cases grouped therewith. Eastern trunk line carriers, defeni: It 
ants, ask for postponement of effective date of order herein. 


No. 16176, Somerville Iron Works vs. Southern et al., and ve con 
cases grouped therewith. Southern lines and eastern trunk med, 
lines, defendants herein, in a joint petition, ask for postponemelt ts to 
of effective date of order entered herein. he sai 

No. 19128 (Sub. 1 and Sub 2), Chris Thompson et al. ¥s. nites. { 
Burlington et al. Complainants ask for reargument. acteris 

No. 21365, Shreveport Chamber of Commerce, on behalf of BM presen; 
S. Bender Iron & Supply Co., vs. Kansas City Southern et 4 By 1 é 


Complainants ask for reconsideration of decision by Commissio.. Bi 9191 
No. 20566, The United States Graphite Co. vs. Pittsburgh, Lj 


Shawmut & Northern et al. Complainant asks for rehearilé BM} ty ino, 
therein. and Ok 

No. 18535, Consolidated Southwestern Cases, and cases Ly 
grouped therewith, Fourth Section Order No. 9500 and orders kimm; 
supplemenetal thereto. Carriers defendants in Consolidated HM points 


Southwestern cases ask for reconsideration of petition fle In 


therein of date November 6, 1928, and for vacation of sUP i Centra 
plemental Fourth Section Order No. 9500, of date December + Mi Bristol, 
1928, and for vacation of supplemental Fourth Section Order No. MM &s unre 
9500 of date July 16, 1929. that ra 

No. 12578, Iola Cement Mills Traffic Association et al. induly 
Director-General, as agent, Santa Fe et al. Fredonia Portlant boa 
Cement Co., a complainant in this case, asks for permission (0 “ih 
inspect records of defendants to ascertain shipments on whic imina 
reparation are due. , ral Ae the : 

No. 19750 (and Sub. 1), Armour & Co. vs. Illinois Cent bad te 





et al. Complainant asks for reopening, assignment for form 
hearing and for reconsideration by Commission. 

No. 17000, part 7, grain and grain products within the West: 
ern district and for export. Omaha Grain Exchange of Om ‘ 
Neb., and Sioux City Grain Exchange of Sioux City, la., “ 
the Commission to reject the petition of Board of Trade 
Kansas City of November 20, 1929. sonin the 

No. 17000, part 7, grain and grain products witte 
western district, and for export. Central Freight Associatl0 
Trunk Line Association, Western Trunk Line and Southwest 
carriers, respondents, ask the Commission to strike petition 
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of Trade of Kansas City, Mo., dated November 20, 1929, 
files of Commission. 

No. 20928, Froeber-Norfleet, Inc., et al. vs. Southern et al. 

No. 22645, W. L. Brogden Co. et al. vs. Southern et al. 
complainants ask for reconsideration, rehearing, and/or modi- 
feation of report and order. 

No. 13139, Graham & Gila Counties Traffic Association vs. 
jrizona Eastern et al. Southern Pacific Co., a defendant herein, 
ysks for modification of order, so as to permit this defendant 
and its connections to publish and maintain rates from inter- 
gate points west and east of Arizona to points on Litchfield 
janch no higher than rates to main-line junction point with- 
wit being required to maintain a similar basis of rates to 
points on Globe Branch. 

No. 21393, and Sub. 1, S. J. Peabody Lumber Co. et al. vs. 
pennsylvania et al. Complainants ask for reopening for further 
onsideration therein. 

No. 22318, Kelly Frost Motor Co. vs. Santa Fe et al. 
plainant asks for reassignment of hearing. 

No. 19967, and 20897, Valley Grain Co., Inc., vs. Big Four et al. 
Complainant asks for reargument therein before entire Com- 
nssion and thereafter modification of the currently existing 
findings and order therein. 

No. 22680, Green Bay, Port Huron & Detroit S. S. Co. vs. 
trade & Attica et al. Defendants in eastern trunk line and 
New England territory ask for dismissal of complaint for lack 
of jurisdiction. 

No. 21236, Moore and Munger vs. Atlanta & West Point et 
i. Complainant asks for reconsideration of Commission’s de- 
tision therein on record as made. 


Com- 


HOCH-SMITH METAL HEARINGS 


The opening hearing in the country-wide general investiga- 
tin of rates on non-ferrous metals, under Hoch-Smith docket, 
No. 17000, part 12, which began at Chicago December 11, brought 
together about 175 representatives of shippers and carriers from 
pints all the way from the Pacific to the Atlantic coast. 
(ommissioner Eastman and examiners Mullen and Carney were 
m the bench, along with the following members of a coopera- 
tive committee of state commissioners, representing the state 
regulatory bodies: Amos A. Betts, Arizona Corporation Com- 
hission; Worth Allen, Public Utilities Commission of Colorado; 
Hugh H. Williams, chairman, Corporation Commission of New 
Mexico; Robert H. Dunn, chairman, Michigan Public Utilities 
(Commission; Lee Dennis, chairman, Board of Railroad Com- 
missioners of Montana; Frank H. Smith, president, Public 
(tilities Commission of Idaho; and Paul A. Walker, Corpora- 
tin Commission of Oklahoma. 


It was announced by Examiner Mullen that testimony would 
te confined to the presentation of general evidence by the car- 
tiers and detailed cross-examination on the part of shippers 
vould be held over until a later hearing. Cross-examination 
vas to be confined to that necessary to keep the record clear, 
te said. In addition to the general testimony as to existing 
rates, their history, competitive conditions, transportation char- 
acteristics of the traffic which the carriers were called on to 
present, general testimony was to be considered with respect 
ad, S. dockets 3207 and 3375, and formal complaint docket 

IL & S. 3207 involves a proposal on the part of the carriers 
0 increase rates on spelter from Arkansas, Kansas, Missouri 
iid Oklahoma to the Chicago and Peoria districts. 

_l & S. 3375 involves proposed increases in rates on zinc 
kinmings from Chicago rate points and Steelton, Minn., to 
pints in Kansas and Missouri. 

In docket 20181, Superior Zinc Corporation against the 
Central of New Jersey, rates on spelter, or slab zinc, from 
Bristol, Pa., to various points in Official territory are attacked 
#lreasonable and unduly prejudicial, and the complaint holds 
that rates charged competitors in various western states are 
duly preferential of those competitors. 

Opportunity for detailed testimony with respect to the 

ket cases will be given at a later hearing, it was stated. 

; ln the Commission’s announcement of June 29 and the pre- 

Ty statement of Examiner Mullen, it was indicated that 
had carriers were expected to introduce such proposals as they 
; to offer With respect to a readjustment of the rates. As 
seteral thing, it is admitted by both shippers and carriers 

t the present adjustment is unsatisfactory. However, in a 





“alement read by M. G. Roberts, appearing for the southwest- 
mt lines, it was 


#€ Unanimous in their belief that it is impossible for them, in 


stated that “respondent carriers in all territories 


“Yalce of presentation by the shippers of complete informa- 
to determine whether 
tments should be made in the present rates.” The car- 


i did not have-the necessary information, according to the 


‘ment, to present any proposals at the time, but it was 
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suggested that, at a later hearing, it might be possible for them 
to comply with the Commission’s request in that connection. 


One long statistical statement after another was introduced 
in the course of the first day of the hearing, with little inter- 
ruption or controversy. The evidence consisted largely of ‘“non- 
controversial facts,” of an historical nature, and regarding such 
matters as transportation and classification characteristics. 


L. H. Kentfield, chairman of the New England and Trunk 
Line Defense Committee, testified in behalf of those lines; S. S. 
Bridgers, of the C. F. A. auxiliary committee, presented the 
Central Territory lines’ testimony, and R. C. Fyfe, Western 
Classification Committee, and O. H. Greenly, Official Classifica- 
tion Committee, appeared for their organizations. 


Most of December 12 was taken up by B. H. Stanage, of 
the Frisco, appearing for southwestern lines. He gave a de- 
tailed history of the adjustment from the Tri-State field (south- 
west Missouri, northeast Oklahoma, and southeast Kansas) on 
zinc and lead ores and concentrates. Although two-thirds of 
the zinc production of the country and a large part of the lead 
were produced in that territory, the rates from there to East 
St. Louis and the east is held down by, and essentially con- 
trolled by, rates applicable from far western smelters to the 
east, according to him, so that the existing rates did not repre- 
sent a reasonable maximum. The Joplin rates applied from 
the entire district, he explained, and rates to points east of 
the Indiana-Illinois were made combinations on St. Louis. 
The Joplin-St. Louis rate was given as 15% cents, which Mr. 
Stanage said was only 4 cents higher than the rate in effect 
in 1893. In addition, the existing rate included an arbitrary 
of 2% cents applicable to hauls on a number of short lines 
operating in the district, which had been in effect prior to 
October 10, 1928. 


The hearing was expected to last until the early part of 
next week. Though nothing definite had been said as to time 
and place of succeeding hearings, it was tentatively understood 
that the second hearing would be held at Chicago, probably in 
the latter part of January or the first of February, at which 
the carrier witnesses would be cross-examined and shippers 
would be expected to present their general economic data, with 
specific reference to the Hoch-Smith resolution. Following that, 
it is expected, numerous hearings will be held in the west and 
middle west, possibly to be followed with one or two hearings 
in the east. 


HOCH-SMITH SAND AND GRAVEL 


The Commission has assigned No. 17000, part 11, rate struc- 
ture investigation, sand and gravel, for further hearing February 
10, at Hotel Mayo, Tulsa, Okla., before Examiner WaAters, in so 
far as it involves rates on silica sand. 

In No. 17000, part 11-A, rates on sand, gravel and crushed 
stone from and to points in Kansas and Missouri, the Commis- 
sion has assigned the proceeding for hearing, February 3, at 
the Chamber of Commerce rooms, Kansas City, Mo., before 
Examiner Waters. 


HELIUM CONTAINER HEARING 


Helium containers loaded with the inert gas the United 
States uses to inflate its dirigible balloons, under a pressure of 
2,000 pounds a square inch, in the opinion of division 6 “are 
a matter of considerable importance to the public from the 
standpoint of safety from bursting in transit.” Therefore, in No. 
3666, the case in which the Commission prescribes regulations 
for the transportation of explosives and other dangerous articles, 
Director W. P. Bartel will hold a hearing on December 20, in 
Washington, with a view to determining whether such con- 
tainers, mounted as tank-cars, shall be deemed safe for trans- 
portation by railroads. 


The A. O. Smith Corporation, Milwaukee, Wis., has con- 
tracted to construct six multiple-sphere tank cars, each holding 
six spheres to be loaded with helium, for the bureau of aero- 
nautics of the Navy Department. Each sphere is to consist of 
two hemispheres with abutting rims welded together by a special 
welding process developed by the Smith company. The Smith 
corporation has asked the Commission’s bureau of service, 
which handles such matters, to approve the plans for the tank 
cars. Neither the service bureau nor the bureau of explosives 
of the American Railway Association has ever considered such 
a tank car. Therefore the Commission has directed Mr. Bartel 
to hold a hearing on the subject. 

There are regulations for transporting helium in containers 
unlike those proposed. The containers now proposed are so 
novel that the Commission desires all the light on the subject 
that can be obtained. In its notice announcing the hearing the 
Commission says “it is expected that the details of construction 
of the proposed cars will be briefly set out by the petitioner 
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(A. O. Smith Corporation) in a circular notice which will be 
furnished by us to interested parties within a few days.” 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7935, authorizing the Alabama Great 
Southern R. R. Co. to procure authentication and delivery to the 
applicant of $500,000 of first consolidated mortgage 5 per cent gold 
bonds, series A, to be held by it subject to the further order of the 
Commission, approved. 

Report and order in F. D. No. 7570, authorizing the Rio Grande 
Junction Ry. Co. to issue not exceeding $718,000 of refunding-mortgage 
50-year gold bonds, series A, to be delivered to the Denver & Rio 
Grande estern R. R. Co. to reimburse it in part for expenditures 
for additions and betterments made on the applicant’s line, approved. 

Report and certificate in F. D. No. 7894, authorizing the Nashville, 
Chattanooga & St. Louis Ry. to abandon portions of its line of rail- 
road in Grundy and Marion counties, Tenn., approved. 

Report and order in F. D. No. 7940, authorizing the New York 
Central R. R. Co. to assume obligation and liability in respect of 
not exceeding $5,895,000 of second equipment trust of 1929 4% per 
cent equipment-trust gold certificates, to be issued by the Guaranty 
Trust Company of New York, as trustee, under an agreement to 
be dated December 1, 1929, and to be sold at not less than 97.02 
pér cent of par and accrued dividends, in connection with the pro- 
curement of certain equipment, approved. 

Report and order in F. D. Nos. 7622 and 7913, authorizing (1) 
the New York & Long Branch Railroad Co. to issue $2,000,000 of 
capital stock, consisting of 20,000 shares of the par value of $100 
each, and $538,000 of series A consolidated mortgage gold bonds; said 
securities to be sold at par and the proceeds used in payment of ad- 
vances made by the Pennsylvania Railroad Co. and the Central Rail- 
road Co. of New Jersey and expended for additions and betterments, 
condition prescribed; and (2) the acquisition of control by the Penn- 
sylvania Railroad Co. equally with the Central Railroad Co. of New 
Jersey, of the New York & Long Branch Railroad Co., by purchase 
of said stock, approved. 

Report and certificate in F. D. No. 7849, authorizing (1) the 
Denver & Rio Grande Western Railroad Company to operate under 
trackage rights over certain terminal tracks and to use jointly cer- 
tain terminals and terminal facilities of the Chicago, Rock Island & 
Pacific Railway Company at Colorado Springs, Colo.; and (2) the 
Chicago, ‘Rock Island & Pacific Railway Company to operate under 
trackage rights over certain terminal tracks and to use jointly cer- 
tain terminals and terminal facilities of the Denver & Rio Grande 
Western Railroad Company at Denver and Colorado Springs, Colo., 
approved. 

Report and certificate in F. D. No. 7879, authorizing the New 
Orleans, Natalbany & Natchez Railway Company to operate, under 
lease, a line of railroad in St. Helena and East Feliciana Parishes, La., 
approved. 

Report, certificate and order in F. D. Nos. 7750 and 7751, (1) 
authorizing the Greenbrier, Cheat & Elk R. R. Co. to acquire certain 
lines of railroad in Webster county, W. Va.; (2) authorizing the 
Greenbrier, Cheat & Elk R. R. Co. to issue $650,000 of West Virginia 
Midland extension first mortgage 5 per cent gold bonds, said bonds 
to be delivered at par to the West Virginia Midland Ry. Co. in pay- 
ment for the lines of railroad to be acquired; (3) authorizing the 
acquisition by the Western Maryland Ry. Co. of control, by lease, 
of the lines of railroad to be acquired by the Greenbrier, Cheat & 
Elk R. R. Co.; and (4) authorizing the Western Maryland Ry. Co. 
to assume obligation and liability in respect of $650,000 of West Vir- 
ginia Midland extension first mortgage 5 per cent gold bonds, au- 
pe mien to be issued by the Greenbrier, Cheat & Elk R. R. Co., 
approved. 





FINANCE APPLICATIONS 


Finance No. 7991. Pittsburgh & West Virginia Railway Co. asks 
authority to borrow $2,000,000 and to issue a note or notes therefor 
maturing not more than four months from their date and bearing 
interest at not to exceed 5% per cent per annum. The money is to 
be used by applicant for construction of its Connellsville extension. 
Because of present condition of money market applicant favors this 
method of financing construction rather than by long-term bonds. 

Finance No. 7995. Winchester & Wardensville Railroad Co. asks 
authority to acquire and operate a railroad extending from Winchester, 
Va., to Wardensville, W. Va., 38 miles, formerly owned by the Win- 
chester & Western, and to issue $134,000 of stock and $330,000 of first 
mortgage bonds and $332,000 of income bonds. 

Finance No. 7996. Louisville & Nashville Railroad Co. asks au- 
thority to continue control, under lease, of the railroad and proper- 
ties of the Southeast & St. Louis Railway Co. 

Finance No. 7990. Erie Railroad Co. asks authority to acquire 
and operate the Conesus Lake Railroad Co., the Erie and Black Rock 
Railroad Co., and Middletown & Crawford Railroad Co. The line 
of the Conesus Lake extends from a connection with the Rochester 
division of the Erie at Conesus Lake Junction, N. Y., to Lakeville, 
N. Y., 1.61 miles. The Erie and Black Rock extends from a connection 
with the Erie at Black Rock Junction, to Hamilton St., Buffalo, N. 
Y., 1.14 miles. The Middletown & Crawford extends from a connec- 
tion with the New York, Ontario & Western about 3.3 miles north 
of Middletown, on the main line of the Erie, to Pine Bush, N. Y., 
10.22 miles. Applicant owns the entire outstanding capital stock of 
the three railroad companies which have been merged into the appli- 
cant subject to the approval of the New York Public Service Com- 
mission and the Commission. The lines involved constitute branches 
of the Erie. ? 

Finance No. 7977. Application for an order authorizing the 
Cleveland Union Terminals Co, to issue and the New York Central 
Railroad Co., the Cleveland, Cincinnati, Chicago & St. Louis Railway 
Co., and the New York, Chicago & St. Louis Railroad Co. to guar- 
antee, by indorsement, the payment of the principal and interest, 
of $18,000,000 of first mortgage 4% per cent 50-year sinking fund gold 
bonds of series C, in connection with financing the construction of the 
Cleveland Union Terminals Company union passenger terminal at 
Cleveland, O. The $18,000,000 of bonds is the remainder of an au- 
thorized issue of $60,000,000. Application states that the cost of the 
union passenger terminal was originally estimated at $60,565,818 and 
that it has been found that the total cost of completion will be ap- 
proximately $28,000,000 in excess of that sum. 

Finance No. 7978. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. and the St. Paul & Kansas City Short Line Railroad Co. 
ask for authority for operation by each of certain main line tracks 
of the other in Clay, Ray and Caldwell counties, Mo., under a track- 
age agreement; and for the construction by the C. M. St. P. & P. 
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of 15 miles of railway in Clay county, and for abandonment of ,,. 
line trackage in Caldwell, Clay and Ray counties, Mo. Applicants" 
they proposed to unite their respective roads at Polo and at Be’ 
ingham so as to permit the mutual use thereof by each Othe 
paired-track operation, pursuant to an agreement to be entered Pa 
by them for a term of 99 years. The proposed arrangements ~ 
result in a saving of operating and maintenance costs to both will 
panies, according to the application. com. 

Finance No. 7979. Florida East Coast Railway Co. asks authori, 
to operate over the municipal dock railway of the city of Miami Pia 

Finance No. 7980. Bristol Railroad Co. asks authority to discon. 
tinue and abandon its interstate and foreign business. Line extends 
from Bristol to New Haven Junction, Vt., about 6 miles long ~ 
plicant wishes to abandon line. 2 ar 

Finance No. 7987. Chicago, Indianapolis & Louisville Railway ¢ 
asks authority to issue nominally $539,000 of first and general dong 
gage 6 per cent gold bonds and to pledge and repledge them for chart 
term notes. * 

Finance No. 7988. City of Orange, Tex., Texas & New Orleans 
Railroad Co., and Orange & Northwestern Railroad Co. ask for a 
thority for extension of operations of the railroads over tracks af 
nr Mage in and near Orange to afford access to ship channel} and 

arbor. 

Finance No. 7989. Montana Western Railway Co. asks authority 
to enter into an agreement with the Great Northern Railway Co,, th, 
holder and owner of applicant’s first mortgage 6 per cent gold bonds 
in the amount of $165,000, for extension of maturity of said bond 
to January 1, 1932. . 

Finance No. 7076. Louisiana & Arkansas Railway (Co, supple. 
mental application for authority to renew promissory note for $2,600... 
000 and to pledge and repledge as collateral security therefor $3195). 
000 of first mortgage 5 per cent bonds, the last renewal of the note 
to mature not later than December 31, 1930. 

Finance No. 7993. Chicago, Kalamazoo & Saginaw Railway (» 
asks authority to extend its line from Richland Junction to Hooper, 
Mich., 10 miles, by purchase of part of the old Michigan Railroad’ 
an electric line. 


SUSPENDED TARIFFS 


In I. and S. No. 3389, the Commission has suspended from 
December 10 until July 10 schedules in supplement No, § to 
Chicago, Rock Island & Pacific I. C. C. No. C-11821. The sus. 
pended schedules propose to cancel the rates and routes on 
grain, and the products, carloads, from points in Kansas, etc, 
to destinations in New Mexico on the Atchison, Topeka & 
Santa Fe Ry. Co.’s branch line formerly known as the New 
Mexico Central Ry., when via Torrence, N. M. 

In I. and S. No. 3390, the Commission has suspended from 
December 10 until July 10 schedules in supplement No. 5 to 
B. T. Jones’ I. C. C. No. 2008. The suspended schedules propose 
to eliminate approximately 269 points in Kentucky from the 
Central Freight Association Territorial Directory which vil 
result, generally, in the application of higher combination rates 
on traffic between points in central freight association territory 
and points in Kentucky. 


CHANGES IN DOCKET 

Hearing in Finance No. 7773, Application of Stanley, Mer 
rill & Phillips Ry. Co. for authority to abandon its railroad, 
assigned for December 10, at Hannibal, Wis., before Railroad 
Commission of Wisconsin, was canceled. 

Hearing in No. 22740, National Assn. of Furniture Mfrs. 
vs. A. A. R. R., et al., assigned for December 12, at Chicago, 
Ill., before Examiner Harraman, was canceled and reassigned 
for January 27, at Chicago, Ill., before Examiner Clifford. 

Hearing in No. 22815, Saniwax Paper Co. vs. A. A. BR. RB, 
assigned for December 13, at Kalamazoo, Mich., before Examiner 
Disque, was canceled. 

Hearing in No. 22771 (and Sub. 1), Falling Spring Lime Co, 
Inc., vs. C. & O. Ry. et al., assigned for December 6, at Wash 
ington, D. C., before Examiner Griffin, was canceled and re 
assigned for January 7, 9t Washington, D. C., before Examiner 
Griffin. 

Hearing in docket 22529, Allied Packers, Inc., and others 
against the B. & O. and others, before Examiner Harramat, set 
for December 7, at Chicago, was canceled. 


TRUNK LINES OPPOSE N. Y., P. & C. 


A motion asking for dismissal of the application in — 
No. 4741, construction of line by the New York, Pittsburgh 
Chicago Railroad (see Traffic World, Nov. 23, p. 1299), has beet 
filed with the Commission by the Baltimore & Ohio, the owt 
ware, Lackawanna & Western, the Lehigh Valley, the New oe 
Central, and the Pennsylvania and the Reading. The applicat 
seeks authority to build a line from Easton to Allegheny City 
Pa., as the “backbone” of a new east-to-west rail route. 

Petitioners assert that the applicant is not a corpo 
and is without any power, corporate or otherwise, to cons 
or operate a line of railroad even if the Commission should 
prove the application. om 

“The question which it seeks to bring before the +" 
mission,” say petitioners, “is, therefore, not justiciable, but 
moot.” tained 

The petitioners contend that the applicant has not ob 
necessary approval of the Public Service Commissis 
Pennsylvania to give it legal status as a corporation enti 
construct or operate a railroad. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
‘ published by West Publishing Co., St. Paul, Minn. Copyright, 
‘ 1929, by West Publishing Co.) 


oe eee ee 


LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, San Antonio.) Measure 
st damages for delivery of shrimp by carrier in unsalable con- 
jiio was market value thereof at time of arrival at point of 
jstination, in absence of knowledge on carrier’s part of special 
price fixed thereon at such point.—American Ry. Exp. Co. vs. 
cDaniel, 20 S. W. Rep. (2d) 1104. 

Measure of damages to goods while in carrier’s custody is 
market price thereof at time and place for delivery, whether 
hey were intended for market or not.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Mexico.) In testing the reasonable- 
ness of an order requiring a railroad agent at a point where not 
nweded for public safety, both the public convenience to be 
served and the increased cost of the service are to be consid- 
eed—Randall et al. vs. Atchison, T. & S. F. Ry. Co., 281 Pac. 
Rep. 479. 

A petition and showing that, if loading pens and chutes were 
installed at a station, and an agent maintained, the cattle and 
sheep industry would be advanced, and the people engaged in 
aid industry greatly convenienced, does not warrant the State 
Corporation Commission to order the reestablishment and main- 
—_ of an agent alone, and such order will be held unrea- 
sonable-—Ibid. 





Shi 6 D o ¢ 
ipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





(District Court, S. D., New York.) Under arbitration act 
(43 Stat. 883 (9 USCA, sec. 2 et seq.)), stipulations in contracts 
ot affreightment for foreign arbitration of disputes are unen- 
lorceable and afford no defense to libel in federal courts.—The 
Beechwood (two cases), The Inverarder (two cases), 35 Fed. 
Rep. (2d) 41. 

, General words of one section of a statute must be limited 
Y specific words of later sections, where to give literal inter- 
co Ba the earlier section would nullify such other sec- 





(District Court, E. D., New York.) Where survey of oil- 
a ship reported outward signs of oil tank leaking and 
ene thet tank be kept empty during home voyage and 
mony made if found necessary, and there was no evidence that 
sel encountered any heavy weather which could have caused 
my to sounding pipe, which was found broken, inference 
in saatited that ship was unseaworthy at beginning of voyage 
— to cargo damaged.—The Elkton, Compania General 
ag De Filipinas vs. United States, 35 Fed. Rep. (2d) 49. 

“ oan Survey of oil-burning ship indicated outward signs 
ot the leaking and recommended repairs if found necessary, 
t sounding pipe was encased did not relieve shipowner 


Wid. duty to remove casing for thorough test and inspection.— 


Danger of steel vessels carrying sugar being subject to 
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rapid deterioration, known to owner of ship, required owner to 
take extra precautions to keep vessel seaworthy.—Ibid. 

Evidence that oil-burning ship carrying carload of sugar 
was surveyed before leaving port and survey indicated leaky 
tank and recommended repairs if found necessary, but that no 
repairs were made, and evidence that sounding pipe was found 
broken and tank leaking on arrival at port, and that there was 
no heavy weather which could have caused damage to pipe, 
authorized finding that ship was unseaworthy at beginning of 
voyage, and authorized recovery by libelant for damage to sugar 
by oil leaking from tank.—Ibid. 

Harter act, sec. 3 (46 USCA, sec. 192), limiting liability of 
owner for loss from errors of navigation, dangers of sea, and 
acts of God, is to be strictly construed against shipowner.—Ibid. 

Under Harter act, sec. 3 (46 USCA, sec. 192), limiting lia- 
bility of shipowner for damage resulting from errors of naviga- 
tion, dangers of sea, and acts of God, shipowner to secure bene- 
fit of exemptions must prove that vessel was seaworthy at be- 
ginning of voyage, or that owner exercised due diligence to make 
vessel seaworthy.—Ibid. 

In libel to recover loss to cargo of sugar damaged by oil 
leaking from tank of ship, shipowner was not relieved from 
liability, even though filling of tanks and failing to take sound- 
ings was error in management of ship under Harter act, sec. 
3 (46 USCA, sec. 192), where it was not shown that vessel was 
seaworthy, or that owner used due diligence to make vessel 
seaworthy.—Ibid. 

Where survey of oil-burning ship indicated leaking tank 
and recommended repairs, but there was no evidence that chief 
engineer had any information in relation to recommendation 
that tank be left empty or slack, and chief engineer was person 
having supervision of filling of tanks with oil, engineer’s ig- 
norance of possible danger rendered ship unseaworthy.—Ibid 

Where it was apparent that master of ship was hostile to 
shipowner and shipowner gave notice to libelant that it did not 
intend to produce master as witness and notified libelant where 
master could be found if his presence was desired at trial, there 
was no presumption against shipowner because of failure to call 
master as witness.—Ibid. 

(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) Under general maritime law, it is duty 
of carrier affirmatively to show that damage arose from excepted 
peril, and, if matter remains doubtful, carrier is not excused, 
regardless whether doubt exists as to nature of injurious occur- 
rence or sufficiency of cause assigned.—Corn Products Refining 
Co. vs. Norton et al., Western Electric Co. vs. Same, 236 N. Y. 
Sup. 700. 

Exception in bill of lading that shipowner should not be 
held liable for damage arising from “peril of the sea” is not 
available to shipowner where there was doubt that damage to 
vessel, or its cargo, was due to excepted peril, and there was 
evidence tending to show that weather at season of year where 
storms were encountered was nothing unusual, and therefore it 
could not be said that damage arose from peril of the sea.—Ibid. 

Exceptions in bills of lading exempting carrier from liability 
for loss arising from perils or accidents of the sea, or breakage 
or leakage, cannot be used by carrier to escape obligation to 
use due care in properly stowing goods so that they will not be 
damaged through ordinary risks of navigation such as rolling of 
ship in usual weather or storms that might be expected.—Ibid. 

Negligence by shipowner cannot be presumed from fact 
that goods were damaged by breakage or leakage, but burden is 
on shipper to show damage from such causes was due to negli- 
gence of carrier or its employes.—Ibid. 

Where shipper sustained burden of showing that damage 
was caused by carrier’s negligence, operation of exception in 
bill of lading exempting carrier from liability for damage by 
breakage or leakage was defeated.—lIbid. 

Bad stowage is negligence.—Ibid. 

Evidence that large reels of wire weighing from 10 to 15 
tons were stowed standing on edge of reel, rather than on flat 
ends of rolls, and were more likely to roll during pitching of 
vessel, and that reels broke loose during storm, damaging cargo, 
showed carrier was negligent in respect to stowing of reels. 

Shipper suing carrier for damage to merchandise shipped, 
caused by carrier’s negligence, held entitled to interest on 
amount of loss.—Ibid. 





(District Court, E. D., New York.) In libel against carrier 
for injury to passenger falling through hatch, burden was on 
libelant to prove compliance with provision of ticket requiring 
notice of claim in writing within 30 days after passenger landed. 
—The Finland, Evelyn vs. International Mercantile Marine Co. 
et al., 35 Fed. Rep. (2d) 47. 

Provision of ticket for transportation of passenger by water 
requiring notice of claim for injury in writing within 30 days 
after passenger lands from steamer at termination of voyage, 
held valid; 30-day period not being unreasonably short,—Ibid, 
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Fact that passenger on steamship was minor held not to 
relieve her from compliance with provision of ticket requiring 
notice of claim for injury within 30 days after passenger landed 
from steamer at termination of voyage.—Ibid. 





(Supreme Court, Appellate Term, First Department.) 
Where evidence raised presumption of unseaworthiness or neg- 
ligence, and shipowners failed to sustain burden of showing 
affirmatively that damage to cargo arose from an excepted peril, 
judgment for shipowner was error.—Littlejohn & Co., Inc., vs. 
Ellerman & Bucknell S. S. Co., Ltd., 236 N. Y. S. 699. 

Burden on shipowner of showing affirmatively that damage 
arose from excepted peril is not sustained by evidence tending 
to establish merely doubt in that regard.—Ibid. 


STEAMER LINE MUST SHOW BOOKS 


The Federal Circuit Court of Appeals for the second circuit, 
in United States vs. Clyde Steamship Co., on appeal from the 
southern district of New York, has reversed that trial court. 
The latter held that the Interstate Commerce Commission, in 
the absence of a common arrangement between the steamship 
line and railroads beyond Boston, Mass., was not entitled to 
see the books and papers of the Clyde Line. The appellate 
court, following Interstate Commerce Commission vs. Goodrich 
Transit Co., 224 U. S. 194, in an opinion written by Circuit 
Judge Augustus N. Hand, holds that the steamship company 
must show its books and papers relating to any part of its 
transactions so that the Commission may know whether the 
company is obeying the law relating to the part of the com- 
pany’s business that is subject to the Commission’s jurisdiction. 

This suit was brought to recover penalties. The penalty 
for refusal is $500 for each day of refusal. The United States, 
at the instance of the Commission, sued to recover the penalty 
for 19 days, although after the first refusal the steamship com- 
pany yielded the point and allowed an examiner from the Com- 
mission’s bureau of inquiry to examine the papers relating to 
shipments of rosin from Brunswick, Ga., to Boston “for beyond.” 
The bill of lading carried a notation indicating that the ship- 
ment in question was for “beyond Boston.” The steamship line 
asserted that it had no common arrangement with a railroad 
for transportation beyond and that, therefore, it was not bound 
to show its records. The company is subject to the Commis- 
sion’s jurisdiction on traffic, Jacksonville, Fla., Charleston, S. C., 
Wilmington, N. C., and points on the Boston & Maine such as 
Holyoke, Mass., and Dover, N. H. 

The Commission desired to look into the company’s trans- 
actions because a shipper of rosin at Boston alleged there was 
a “secret rating from Brunswick, Ga., to Boston, on rosin that 
was not intended for Boston.” The company denied access to 
its books. The United States sued out a writ of mandamus, but 
that proceeding was dropped. The trial judge in the penalty 
case directed a verdict for the Clyde Line on the ground that 
it was unreasonable for the Commission to make the demand 
when a mandamus proceeding was pending because the Clyde 
line, in good faith, was disputing the Commission’s right to 
inspect the books. 

Judge Hand said that it might be that the action of the 
government in suing for the recovery of penalties after the 
information was finally given, was harsh and drastic, but that 
that was a matter over which the court haf no control. He 
said the statute imposing penalties was a valid one and that 
the refusal afforded a legal justification for the relief sought. 
The information from the books showed that the steamship 
line had no common arrangement for the carriage of rosin 
from Brunswick “beyond Boston.” 


STANDARD OIL COURT CASE 


Arguments were made at Hammond, Ind., before a three- 
judge court, December 2, and the following day, in equity No. 
171, Standard Oil Co. (Indiana) vs. United States, Interstate 
Commerce Commission et al. by Harry I. Allen and John R. 
Cochran, for the complainant, Elmer B. Collins for the United 
States, J. Stanley Payne for the Commission, L. H. Strasser for 
the Wabash and F. H. Towner for other railroad respondents. 
The complaining oil company asked that the court enjoin, annul 
and set aside the orders of the Commission dismissing its com- 
plaints, reported in 113 I. C. C. 597 and 139 I. C. C. 297. They 
are the cases in which the main questions were as to whether 
the intermediate point rule and the Sligo Iron Store case rule 
so operated on the shipments made by the oil company as to 
entitle it to much lower rates than were charged by the rail- 
roads. In both cases the Commission refused to apply the in- 
termediate point or Sligo rule and decided nearly all points 
against the oil company. 

Application of the two rules, it has been estimated, unoffi- 
cially, would result in awards of reparation running into mil- 
lions of dollars. Application of the intermediate rule would 
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have allowed, for instance, the application of the Gary, Ing 
rate to Aurora, Ind., on the theory that Aurora was interme 
diate over a Baltimore & Ohio route via Cincinnati and Deg)),, 
O. Application of the Sligo rule on shipments from the Wood 
River, Ill, district would have required one or each of three 
short lines in the East St. Louis district not merely to pg, 
carried the oil for nothing, but to have paid to the trunk lines 
amounts ranging from 10.5 cents to 24 cents per 100 pounds tor 
the privilege of having hauled the traffic in question, The 
Commission refused to extend the Sligo rule to such an extey 
and held that the specific rate to Aurora took precedence oy, 
the Gary rate on traffic routed in that way. 

The three judges, Circuit Judge Sparks and District Judges 
Slick and Balzell, were not familiar with the intracacies of jp. 
terstate commerce cases. They allowed the whole of one gay 
and part of the next for an ample disclosure of facts and argu. 
ments on law points asserted to be involved. 

Baldly stated, the position of the complainant was that ep. 
struction of tariffs was a law question; that the Commissig, 
erred in its construction of the tariffs involved and that the 
court should review the Commission’s decision on law questions 

The position of the railroads and counsel for the Commis. 
sion and the United States was that the orders were negatiys 
and therefore, under the rule laid down by the court in the 
Procter & Gamble case, could not be attacked or set aside a 
the instance of the complainants before the Commission; aly 
that in substance the suit was an effort to control the discretion 
of the Commission in an administrative matter, the Commission 
having prescribed the rules under which the tariffs were filed, 
They contended that grant of the injunction would not bring 
relief to the complainant because the court was powerless to 
say how the administrative question involved should be é 
cided. 


PEORIA TRACKAGE CASE 


The controversy between the Toledo, Peoria & Western and 
the Chicago & Alton about the use of twelve miles of the T. P. 
& W. line between Washington and Peoria, IIl., has reached 
the federal court at Peoria. In equity No. 9499, Toledo, Peoria 
& Western vs. United States, Interstate Commerce Commission, 
Peoria Board of Trade and American Milling Co., in the north 
ern district of Illinois, eastern division, the T. P. & W. has 
asked the court to enjoin the enforcement of the Commission's 
order of July 2, 1928, issued in No. 19918, Chicago & Alto 
et al. vs. Toledo, Peoria & Western et al., 146 I. C. C. 171, m 
the ground that that order takes the property of the Toledo, 
Peoria & Western without due process of law in violation of 
the commerce clause of the Constitution of the United States 
and the fifth amendment thereto. 

In that case, brought by the Alton and Peoria commercial 
interests, the Commission decided that public interest required 
the Alton to use twelve miles of the track of the T. P. & W. 
between Washington and Peoria in freight service. The Com 
mission denied a rehearing in that case October 7, 1929. 

In 1895 the two roads entered into a contract for the us 
of that track on a payment of rental of $20,000 a year, which, for 4 
short time, was reduced to $16,000. When the T. P. & W. well 
through bankruptcy proceedings it elected not to assume the ob- 
ligations of the old company under that contract. The Alton was 
notified to get off the track. The Commission held the matte 
static by the issuance of a service order on the ground that 
the notice of the T. P. & W. to the Alton to give up use of the 
track created an emergency. Later a formal complaint, here 
inbefore cited, was filed. The Commission found that the pub 
lic interest required the continued use of that trackage. The 
T. P. & W. tells the court that there are other available routes 
for the hauling of trains of the Alton into Peoria. In addition 
it asserts that the Commission’s right to grant the use of 4 
railroad’s facilities to another railroad is confined to 4 publi¢ 
interest in the nature of a public necessity. / 

“Such public interest,” the T. P. & W. asserts in its bill 0 
complaint, “must be the interest of the public in transportatiol 
and not merely the financial interest of one carrier at the & 
pense of another carrier.” 

The implication, created by the declaration that there ar 
equally good transportation facilities over other routes, is 
the dispute is one about the terms of the use, the T. P. & 
asserting that it is willing to afford service. 


P. & W. VA. SUIT DISMISSED 


The Commission has been advised that the three-judge cout 
at Cleveland, O., in Pittsburgh & West Virginia vs. Con 
& Lake Erie, United States and Interstate Commerce “ 
mission, has denied the application for an injunction inte 
to prevent the sale of the Wheeling & Lake Erie Ontario paren 
station property in Cleveland to the Cleveland terminal & 
ests and the acceptance of the Wheeling & Lake Erie as 4 
in those terminals. 
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Metal Strapping and the “Floating Load” 


Application of Metal Strapping as Container Reinforcement Dates Back 40 Years— Great 
Reductions in Claims Due to Package Damage and Theft Since Introduction of Tensional 
Strapping—Absorbing Transportation Shocks Within the Load Outstanding 
Development in Shipping Practices of Recent Years 


tion and shipping practices, as in other matters, is 
largely achieved through the ingenious application 
A long period of trial 


Fain an sh has a history. 


of old principles to new problems. 


md error lies behind existing 
methods of packing goods for 
dipment and stowage in freight 
urs, but the wide application now 

jven to metal strapping as a 
ature of “better packing” pro- 
wdure is comparatively new, and 
of much more recent development 
s what is termed the “floating 
iad” principle, as applied to 
eight in railroad cars. 

Men have used metal straps or 
wre to reinforce wooden con- 
tiners for a long while. At least, 
wery boy knows about the iron- 
ound “strong box” in which bold, 
aventurous pirates cachéd their 
dubloons and pieces of eight in 
the seventeenth and eighteenth 
wntury. It is not unreasonable to 
uppose that honest men of the 
ime also knew the advantages of 
a iron band about a wooden con- 
ner. But the commerce of the 
ast century has not prominantly 
wnsisted of coffers filled with 
gold coins and valuable stones, or 
ther goods such as to require a 
‘strong box.” 

Perhaps the metal barrel stave 
was the first adaptation of that 
ype of reinforcing that first 


lound widespread application in’ 


‘ontainer construction. Other 
'ypes of containers—for how long 
twould be difficult to say—have 

1 reinforced by the application 
a thong of hickory bark or 
wisted strand of grass, as a rather 
requent practice. And it is not 
itall uncommon even today to see 
X€s Or crates bound at the edges 
m6 some kind of split wooden 

ng, 

But since about 1889 there has 
“1 an increasing tendency in 
his country for the shipper to use 
metal bindings in the preparation 


- his packages. It was not, however, until about twelve 
Pye ago, at the time of the war, that the tensional method 
't applying a steel band or wire to containers was developed 
and gave metal strapping its modern importance in shipping 


Practices. 


That it is important might be judged from the rapidity 


By HoMER H. SHANNON 


Progress in transporta- 








Contrast between old and new methods of loading 


sheet steel. 


of lading and internals of car incident to use of 


Picture at the to 


shows scramble 


wooden bracing, when shock dislodges load. 


place of tampering. 


with which the use of one form or another of that type of 
reinforcement has spread in recent years. 
striking way of presenting that importance is to be realized 
by quoting a representative of the claim division of the 


Perhaps a more 


American Railway Association. 


Factor in Claim Reduction 


“Of all those factors over which 
the shipper has control,” he said, 
“the use of metal strapping in 
packaging merchandise has done 
more than any other to effect the 
great reductions in losses from 
theft and damage that have taken 
place in recent years.” Claims 
presented to the railroads for 
damaged or stolen merchandise 
last year were only 15 per cent 
of what they were in 1914, ac- 
cording to him, when the increased 
volume of traffic and the value of 
commodities were considered. 
“One of the expensive claim prob- 
lems has been completely solved,” 
he said. 

The principal advantages said 
to be derived from modern meth- 
ods of metal strapping are that 
the container is made stronger 
and less susceptible to damage in 
transit, pilferage is eliminated or 
reduced, and the weight .of the 
container is cut, which means that 
a greater proportion of freight 
charges paid by shipper or re- 
ceiver is for the goods trans- 
ported rather than what they are 
in. Many shippers report reduc- 
tions of from 50 to 75 per cent in 
claims since adoption of the prac- 
tice, if not their complete disap- 
pearance. 

In addition, shippers generally 
seem to be impressed with the 
importance attached to more at- 
tractive packaging and the main- 
tenance of customer “good will” 
through the elimination of irrita- 
tion that results from receiving 
goods not in the best condition on 
arrival or that have been tampered 
with. 


The elimination of pilferage is stressed by all concerned. 
It is pointed out that the thief usually has to work fast and 
that tough wire straps stand in the way of that. 
a mutilated strap is easily detected and helps to locate the 
If straps are not in proper condition 
when the goods are tendered to the railroad, it will be 


Further, 
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apparent and the railroad can take the necessary steps to protect 
itself from the loss that would be incurred from delivering a 
short package. Similarly, at the delivery end, if the straps are 
not in place when the package is turned over to the truckman 
or receiver an investigation is in order. 


Variety of Use 
The variety of uses to which metal strapping is put is end- 





Telescopic card board boxes, reinforced by steel straps, 


dealers. 


less. Any type of wooden container or crate is strengthened by 
its use. Estimates of the increased strength given the container 
through intelligent application of strapping run as high as 300 
per cent. Based on tests made by the U. S. Forest Producis 
Laboratory, the weight of wood used for boxing can be reduced 
as much as 40 per cent, with no reduction in serviceability of 
the container, if metal straps are applied. That, in many 
instances, means a substantial reduction in freight charges. 

It is probable that the tensional method of strapping has 

done a good deal to give new life to the wooden box indus- 

try, as one of the chief disadvantages of the wooden box 

has been its bulkiness and weight. But, in the same way, 

it has assisted in obtaining a secure package,~when the 
container is of paper board or other less substantial ma- 
terial. Uses include its application to baled cotton and 
textiles, where the tensional method helps to reduce vol- 

ume. The cases in which strapping has replaced crating*: 
altogether, or reduced it to a negligible item, are many. 


The introduction of the skid in shipping printing paper 
presents a notable example of the advantages of strapping. 
The product of the paper manufacturer easily lends itself 
to this type of package. It is now the general practice for 
paper manufacturers to load a skid with from 3,000 to 4,500 
pounds of paper and secure it with tensional straps. By 
the old method, it was necessary to use about six packing 
cases to transport that much paper from the point of its 
manufacture to its point of use. Not only is there a great 
saving in lumber required to package the paper, but much 
greater speed is possible in preparing the consignment for 
shipment. The convenience to the printer is perhaps not 
the least important of the considerations involved. The 
skids are unloaded from the truck or car and may be trans- 
ported directly to the back of presses, where all that is 
necessary to make the paper accessible is the use of a pair 
of clippers. 

Among the fairly recent converts to steel strapping are 
clothing manufacturers. ‘ Hart, Schaffner and Marx, manu- 
facturers of men’s clothing, send goods to dealers in tel- 
escopic paper cartons. In preparing the package, each 
container is filled with enough garments to extend the package 
about three inches beyond its normal capacity. Tensional straps 
are then applied, thus bringing the cover squarely down to the 
tray. The result is a package that will stand a surprising amount 
of punishment as well as, in practice, reduce pilferage. 

One of the largest dry goods houses in the country, located 
at Chicago, reported a reduction of 42 per cent in losses due to 
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Hart Schaffner and Marx in distribution of men’s wearing apparel to 


Shipment of concrete reinforcing mesh from plant of Americ 
and Wire Company, showing one of the many uses of steel $s 
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pilferage, after the introduction of tensional strapping, over 

period in which its total volume of business increaseq 20 . 
cent. Attention was called to the speed with which the strappin, 
was applied and the “eye appeal” of the package. s 


The Floating Load 


Just where or how the idea of binding carload Shipments inj 
large units by the use of steel strapping originated is q matter ‘ 
dispute. But at the most, the practice is not more than 
five or six years old, as now employed. The principle j, 
that, through making a compact unit in one end of the 
car of the merchandise, whatever it is, the destructive 
element of random movement and extreme shock jg gin; 
nated in whole or in part. Old practices of bracing ship. 
ments of heavy articles by the use of timbers and Cleating 
it is pointed out, virtually made the lading a part of th 
car, so that it received the full shock of handling. p, 
binding the load into a single unit, one in either end of the 
car, and leaving it free, the load is brought to a sliding 
rest under impact. Tests in which impact recorders wer 
securely fixed to the top of loads so constructed haye 
shown that not more than 50 per cent of the shock is trans. 
mitted to the load. 

Application of the principle to a wide range of con. 
modities has been said to be the “most outstanding devel. 
opment in improved loading methods in recent years.” |t 
was first applied in connection with shipments of nevs. 
print and barreled commodities, but has since been ey. 
tended to such divers shipments as those of sheet and 
strip steel, tin plate, bath tubs, automobile motors, lino- 
leum, tanks and small boilers, roofing material, battery 
boxes, cans, and many others. 

The method has proved so advantageous both in pro- 
viding for safe delivery of goods and in the protection 
afforded cars that many railroads have installed the equip- 
ment for application at receiving docks and transfer points. 
Old methods of bracing on heavy shipments have proved 
destructive to the lining of cars, and frequently caused 
more serious damage. 


Principle Adapted to Shipments in Barrels 


The principle is at present applied to nearly any kind 
of shipment transported in barrels or drums, with outstanding 
success. The general procedure adopted is to “drape” the car 
with the wire or bands before the lading is placed in the car. Two 
bands are ordinarily found to be sufficient for the purpose and 
are attached to the side of the car by first tacking the stays, 
which join the bands, to the car wall and then threading the 





an Steel 
rapping 


bands in them. When the load is in place the bottom pete 
made taut first, and then the top one. The method of P 
the barrels or drums generally recommended is what re 
termed the “three-four” plan, under which the number eaibers 
rels in alternate rows is made to vary by one. If the com 
are full sized barrels, three are placed in the first TOW el 
back of the car, progressing toward the door in alternating 
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of three and four, with a three-barrel row at the front end. A 
space is left between the first row at the back of the car and the 
car wall, but contact at the side of the car is held to be desirable, 
as the points of contact represented by the wider rows increases 
the friction. The bands that hold the load together should be 
drawn tight enough to insure a compact load, but not so tight 
that the “fatigue” point is approached. A tension on the band 
of about 1,500 pounds is recommended. Considerable difficulty 
yas had at the time of the first experiments as a result of draw- 
ing the bands so tight that they broke under shock. But, as at 
present practiced, it is stated that the only difficulty experienced 
comes from tilting of the barrels or drums when the load slides 
along the bottom of the car. That is not serious, however. The 
yse of stays joining the upper and lower bands, prevents them 
from slipping off the load. A space is left between the two units 
of the load at the middle of the car. If the commodity is of a 
comparatively light nature, it is frequently the practice to 
double-deck the load, placing thin boards on top of the bottom 
mit for the top one to rest on. 

Cost figures from more than 100 shippers using barrels as 
containers are reported as showing that the average cost a car 
for wood bracing under old methods of loading amounted to 
$6.00, as against an average of $2.00 under the floating-load plan. 
A considerable reduction in time required to brace shipments is 
also involved, as well as greater security under the more mod- 
em plan. In connection with such commodities as linseed oil, 
lead in oil, glucose and other such heavy commodities, particular 
emphasis is laid on the fact that the use of heavy staples on the 
car interior is completely done away with, and dunnage is 

uced. 

There is scarcely any limit to the examples that might be 
given of savings effected by this new method of stowing freight 
in cars, as the list of commodities in connection with which it is 
in use is large and constantly growing. A particularly trouble- 
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some problem, however, was presented by the product manu- 
factured by the Eternit Corporation, of St. Louis, manufacturers 
of a high grade composition roofing material. It had been expe- 
riencing damage to carload shipments, which were particularly 
annoying as the material was purchased cut to length, which 
meant that losses while in transit frequently held up construc- 
tion on jobs for which it had been intended. Cars were carefully 
braced at an average cost of about $60.00 a car, but complaints 
of breakage continued. The remedy proved to be adoption of 
the floating-load principle, which reduced the cost of preparing 
a car to about $12.00, including material and labor. 


Taming Shipments of Steel 


In no connection has application of the principle brought 
more striking results than have been achieved in the last few 
years on shipments of sheet steel and allied commodities. For 
years it had been the practice to load sheet steel in four piles 
in box cars, one pile in each corner of the car, with the sheets 
loose, one on top of the other. Elaborate bracing was resorted 
to at considerable cost both in labor and material, but too often 
the first “unusual” switching shock tore loose some weak point. 
The piles of sheets weighed anywhere from 10,000 to 25,000 
pounds, depending on size and other factors, and once the weak 
link in the wooden chain had been found, havoc was spread to 
the rest of the car. The problem of devising wooden bracing 
strong enough to withstand, with anything like certainty, even 
normal transit shocks from such a battering ram as that repre- 
sented by the steel appeared to be too much for engineering skill. 

The success that had crowned other applications of the prin- 
ciple of bringing the load to a sliding rest, taking up the shock 
in friction between the bottom of the load and the car floor, was 
tried with some misgivings, at first, according to reports. But 
the final result has been almost completely satisfactory. Under 
the old method, wood bracing added anywhere from 300 to 1,500 








Paper by Boat from Mill to Printer 


HE first shipment of paper ever transported by boat from 

the loading docks of a paper mill direct to the plant of a 
Chicago newspaper was delivered last week by the “Steel 
Chemist” to the new plant of the Chicago Daily News on the 
Chicago River, after a water journey of about 2,000 miles. The 
shipment consisted of 1375 rolls of newsprint paper, weighing 
in all more than 2,000,000 pounds or the equivalent of between 
$5 and 40 carloads. It was delivered on the 255th anniversary 


of the discovery of the Chicago River by Father Marquette, 
Jesuit missionary, at the docks of the newspaper building, a 
pioneer project in the utilization of air rights over railroads in 
the congested terminal area adjacent to the “Loop.” 

A phase of the unloading operation, accomplished at the 
rate of four rolls a minute by two electric derricks, is shown 





in the accompanying picture. The Steel Chemist was moored 


‘between two of Chicago’s latest and finest buildings—that of 


the Daily News, a twenty-five story structure, and the Chicago 
Civic Opera Building, forty-five stories high. 

The event not only linked modern Chicago and transporta- 
tion with one of the important occasions of the early explora- 
tion of the middle west but brought into play up-to-date prac- 
tices in material handling. After being lifted from the hold of 
the vessel by the electric cranes, the rolls were hustled to a 
shaft through which an electrically operated “skip” hoist took 
them in rapid succession to an automatic conveyor in a tunnel 
40 feet below ground, where they were carried under railroad 
tracks to the opposite side of the newspaper plant. At that 
point they were automatically removed from the horizontal 
carrier and placed on an electrical elevator 
with cradle arms, which in turn automati- 
cally deposited them at a floor above where 
they were to be stored. 

The paper came from Three Rivers, Que., 
the trip having required approximately two 
weeks because of adverse weather condi- 
tions on the lakes. Under normal condi- 
tions, it was said, not more than seven or 
eight days would have been required. The 
route was down the St. Lawrence River to 
the St. Lawrence Canal, thence across Lake 
Ontario, through the Welland Canal, Lake 
Erie, Lake St. Clair, the St. Clair River, 
Lake Huron, the Straits of Mackinac, Lake 
Michigan, and the Chicago River. 


Whatever saving was realized through 
utilization of water transportation as against 
rail goes to the paper manufacturer, as the 
sale is made on a delivered basis, but a 
representative of the newspaper estimated 
that the cost to the newspaper was reduced 
in the neighborhood of $1.65 a ton, through 
direct delivery to the plant, instead of to a 
warehouse, as had been the practice. That 
saving resulted from the complete elimina: 
tion of two additional handlings, one into 
and one out of the warehouse, roughly fig- 
ured to cost 40 cents a ton; a cost of 75 
cents a ton for carting from the warehouse 
to the plant of the newspaper, and a ware- 
house charge of 50 cents a month. 


The weekly consumption of the newspa- 
per plant is about 1,100 tons, 
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pounds dunnage to the car lading, on which freight must be paid. 
The method employing steel strapping has reduced that to less 
than 100 pounds in most cases. Based on estimates supplied 
manufacturers of the strapping material, the cost of bracing in 
cars shipped by the Youngstown Sheet and Tube Company 
amounted to from $6.00 to $35.00 a car. The comparative costs 
under the new method range from $2.50 to $9.00 a car. One large 
shipper of sheet steel is reported as estimating annual savings 
brought about through use of the floating-load principle as 
amounting to $80,000. 

The waste prevented is more than that represented by the 
saving in bracing material and freight rates paid on it, as the 
greater security means fewer damaged sheets and protection for 
the car. It was not infrequent, when a load of sheets was made 
a part of the car by rigid bracing, that it did serious damage to 
the car as well as to itself. 

In addition, the strapped unit is easier to handle at the un- 
loading point. The bundle principle has made it possible to 
protect the shipment with a tar-paper wrapping, so that it can 
be transported in open equipment. That, in turn, presents the 
opportunity for lifting the bundle out bodily by a crane. 

A feature of “packaging” oiled sheets is that wooden skids 
placed under the bundle are bound to the sheets, giving greater 
security to the strapping under the stress of friction between the 
load and the floor of the car. The fact that the oil may thin out 
between the sheets in the pile, releasing some of the tension on 
the binding has made that necessary. It is the general practice 
to rest the pile on skids consisting of a number of flat boards 
placed longitudinally in the car on all heavy steel shipments, 
but they are not bound to the pile except in the case of the oiled 
sheets. 

Shipper and Carrier Both Benefit 

There is no method of estimating total savings that have 
resulted from the multifarious applications modern ingenuity has 
found for steel scrapping. But that it amounts to millions of 
dollars annually seems reasonable, as stated by a representative 
of the railroads who has given considerable study to the matter. 
And, as with most improved transportation practices, the benefits 
accrue almost equally to shipper and carrier, and a thriving new 
industry has been created that supplies the materials and tools. 

Although ténsional strapping and the floating-load are both 
of recent development, they are already in wide use and familiar 
to most shippers and carrier representatives. They represent 
only two of many changes which have been introduced to the 
shipping and transportation world as a part of a general pro- 
gram for better containers and transportation technique that has 
taken shape since the war. The Department of Commerce, the 
railroads and the shippers all have had a part. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended November 
30 totaled 837,107 cars, according to the car service division 
of the American Railway Association. 

“Owing to the observance of Thanksgiving Day, this was 
a reduction of 113,173 cars under the preceding week,” said the 
division. “The total for the week of November 30 was also a 
reduction of 63,449 cars under the corresponding week in 1928. 
It also was a reduction of 81,380 cars under the corresponding 
week in 1927, but in making this comparison, consideration must 
be given to the fact the same week two years ago did not con- 
tain a holiday, Thanksgiving Day having fallen in the previous 
week.” 

Revenue freight loading by districts for the week ended 
November 30 and for the corresponding period of 1928 was re- 
ported as follows: 


Eastern district: Grain and grain products, 5,674 and 7,743; live 
stock, 2,506 and 2,669; coal, 41,318 and 42,033; coke, 2,808 and 2,513; 
forest products, 3,257 and 3,952; ore, 1,423 and 1,880; merchandise, 
L. C. L., 58,558 and 61,583; miscellaneous, 65,743 and 76,556; total, 
1929, 181,287; 1928, 198,929; 1927, 200,573. 

Allegheny district: Grain and grain products, 2,752 and 5,718; live 
stock, 1,913 and 1,887; coal, 40,111 and 42,679; coke, 5,414 and 5,336; 
forest products, 2,448 and 2,601; ore, 2,255 and 3,517; merchandise, 
L. . L., 48,411 and 48,415; miscellaneous, 67,295 and 73,386; total, 
1929, 170,599; 1928, 183,539; 1927, 179,581. 

Pocahontas district: Grain and grain products, 193 and 205; live 
stock, 104 and 111; coal, 39,507 and 39,741; coke 428 and 327; forest 
products, 1,111 and 1,352; ore, 164 and 107; merchandise, L. C. L., 
6,031 and 6,779; miscellaneous, 5,159 and 5,602; total, 1929, 52,697; 
1928, 54,224; 1927, 46,523. 

Southern district: Grain and grain products, 3,372 and 4,166; live 
stock, 1,443 and 1,762; coal, 24,310 and 25,337; coke, 570 and 492; forest 
products, 14,956 and 19,684; ore, 977 and 979; merchandise, L. C. L., 
34,935 and 35,558; miscellaneous, 42,908 and 50,854; total, 1929, 123,471; 
1928, 138,832; 1927, 147,819. 

Northwestern district: Grain and grain products, 10,437 and 14,955; 
live stock, 8,171 and 7,140; coal, 10,375 and 7,449; coke, 1,528 and 1,103; 
forest products, 12,201 and 14,996; ore, 437 and 615; merchandise, L. 
C. L., 27,024 and 28,396; miscellaneous, 28,286 and 30,995; total, 1929, 
98,459; 1928, 105,649; 1927, 114,933. 

Central Western district: Grain and grain products, 11,647 and 
15,087; live stock, 9,393 and 9,666; coal, 18,459 and 15,787; coke, 319 
and 296; forest products, 8,509 and 8,682; ore, 3,570 and 3,613; mer- 
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chandise, L. C. L., 31,026 and 30,954; miscellaneous, 54,749 ang 55,662: 
total, 1929, 137,672; 1928, 139,747; 1927, 146,196. site 

Southwestern district: Grain and grain products, 4,623 ang 5,717: 
live stock, 2,235 and 2,388; coal, 6,459 and 6,096; coke, 191 and 143. 
forest products, 6,107 and 7,181; ore, 612 and 472; merchandise 4 c 
L., 13,964 and 14,484; miscellaneous, 38,731 and 43,155; total, 1929 
72,922; 1928, 79,636; 1927, 82,862. ; 

Total, all roads: Grain and grain products, 38,698 and 53,591- liv, 
stock, 25,765 and 25,623; coal, 180,539 and 179,122; coke, 11,298 poe 
10,210; forest products, 48,589 and 58,448; ore, 9,438 and 11,183: mer 
chandise, L. C. L., 219,949 and 226,169; miscellaneous, 302.871 and 
336,210; total, 1929, 837,107; 1928, 900,556; 1927, 918,487. ‘ 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 

Four weeks in January............ 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3.801.918 
Five weeks in March............. 4,807,944 4,752,559 4,982 547 
Four weeks in April.............. 3,983,978 3,740,307 3,875,589 
Four weeks in May.......-.escee- 4,205,709 4,005,155 4°108'479 
Five weeks in June.............00 5,260,571 4,924,115 4,995, 854 
Four weeks in July...........++-. 4,153,220 3,944,041 3,913°76) 
Five weeks in August............ 5,590,853 5,348,407 5,367,206 
Four weeks in September......... 4,538,575 4,470,541 4,370,747 
Four weeks in October............ 4,677,375 4,703,882 4,464,872 
Five weeks in November......... 4,891,835 5,144,208 4,741,399 

po Re ret re Perera t rs re 49,448,796 48,072,852 48,379 016 


DETROIT STEEL MANUFACTURE 


“A development of major importance that will tend to make 
steel manufacture in Detroit even more desirable than in the 
past is the recent decision of the Interstate Commerce (Com. 
mission ordering a general leveling of the freight rates on 
manufactured iron and steel,” commented Harry D. Fenske, 
manager of transportation and exports of the Great Lakes Stee] 
Corporation, in an article in the Detroit Free Press, December 
9. “Recent developments give assurance that the steel industry 
is returning to Michigan in a major way,” said he. 

After tracing the history of Michigan steel production from 
the time when the “first steel rails in the United States were 
rolled in mills at Wyandotte,” in 1864, to the recent formation 
of the $20,000,000 corporation, by which he is employed, and its 
plans for the construction of a basic open hearth steel mill 
in Detroit, he pointed out that important transportation advan- 
tages were expected to accrue to the local industry as a result 
of the decision in the general adjustment of rates on steel in 
docket 17000, as well as from construction of the St. Lawrence 
waterway. 

In part, his comments in that connection were as follows: 

In effect this revision (in docket 17000, part 6) will place Detroit 
on a parity with all other steel producing centers. Today, the steel 
districts enjoy a special line of commodity rates particularly for 
short hauls that have been important factors in influencing in an 
artificial manner the location of industries allied with the steel busi- 
ness at points near the point of steel manufacture, whereas under 
normal conditions it may have been more desirable to locate near 
the consuming markets. Michigan has been one of the most im- 
portant markets for the final use of many of the articles manufac- 
tured in such plants. With the same level of rates enjoyed by the 
steel districts as now constituted and the artificial advantage re- 
moved, the manufacture of raw steel in Detroit should not only pros- 
per in itself, but create additional customers by providing a supply 
of raw steel in Detroit for supplying the automotive and other trades 
in Michigan who have refrained from locating here on account of 
the absence of a local supply of their essential raw material. 

Rail transportation to and from Michigan will by the new schedule 
of rates on iron and steel accord to steel made in Michigan the bene- 
fit of its geographical relation to other important consuming mar- 
kets. In addition the location on the Great Lakes with the present 
water lines and those in prospect to and from Detroit and_ other 
points provides advantages over interior mills in reaching purchasing 
and consuming markets that are unequaled and permit future ex- 
pansion without the narrow restriction of a single means of trans- 
portation. As representative of this, Detroit can ship to the head 
of the lakes, Duluth, and for some distance into the interior by 
water or water and rail at lower or equal the rate of Chicago. 

“Finally,” he said, “the prospect of direct access by steamer, 
without transfer, to our own coast ports, also foreign ports, 
with the development of the Great Lakes-St. Lawrence beg 
way, gives assurance that even depletion of ore reserves al 
other raw materials now available on the Great Lakes will not 
adversely affect a steel industry in Detroit. . With Pres- 
ident Hoover, who was the leading figure in bringing the St. 
Lawrence development to a head, now at the head of our ~, 
government, and indications that Canada will soon be re J 
to say the word ‘go,’ it looks as if we will soon see evidence A 
actual construction that will definitely permit including ae 
deep draft ocean vessel transportation in our program for t 


future.” 


FREIGHT CHARGES TO CANADA 


The National Coal Association has been notified that ~ 
New York’ Central, Pennsylvania and the Baltimore and 0. ~ 
have canceled their instructions requiring prepayment of ap 
charges on coal and coke destined to Canada. The rate of = 
change has “flattened out” to such an extent as to justify of 
action, and other carriers are expected to follow the action 

the three lines named, according to the association. 
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Tariffs 


Twenty-Third of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 


G. Lloyd Wilson, Ph.D., Professor 


of Commerce and Transportation, 


University of Pennsylvania 


Carriers’ Tariff 


ARIFFS are the official schedules of the prices, rules, 

and regulations pertaining to transportation service. 

The carriers, in publishing, posting, and filing their 
riffs applicable to interstate commerce, make binding offers 
to accept shipments subject to the rates, rules, and regula- 
tions published in the 
tariffs for transportation 
according to the require- 
ments of the common 
law, as modified by the 
statutes of the United 
States. Tariffs are more 
to railroads and _ their 
patrons than the price 
atalogues of manufac- 
turing companies or 
wholesalers, to which 
they are often compared, Alabama, Florida & Gulf Railroad Go... 
for the prices quoted in pany, The 
the catalogues of indus- p> ae 
trial sellers are subject ee ee ee 
tochange without notice, 55 digest ened 


Name of Carrier 





Alabama Central Railroad Com 















. ° . Arbor Railroad Co: _, ee 17 
while railroad freight Apslachivols Northern Railroed Compan _ 
‘ cade and Attica Railroad Corporation. . @15 
tariff schedules cannot be Arizona Eastern Railroad Company... 
2 tailroad,........ Sac i| Bo 
80 easily changed ° ye oem veut Railway Company as a ao Sa 
R ‘bili f I — Drew & Northern Railway 
es 1 1 we DY. +22. sseccocsesersrererasenss PTT Me | oe 2 ee + 
ponsibility Of issu- | ales tgs eal dais io, UES 


Com; 
Atlanta & Saint Andrews Bay Railwa 


Company......0.0+-eecessencegeseceres 
Atlanta and West Point Rail Road 


DM -ncabcopoasy ood iv eptheltnadiada =2 
Atlanta, Birmingham & Atlantic Railway 
Company (B Bugg, Receiver)....... 


ing Carrier or Agent 


_ The tariff regulations 
of the Commission re- 


pany (B. L. Bugg, 
‘ ° Atlantic and Western Railroad Company..) 35 |.---. --. 
quire that the carrier or pee el conde 
agent that issues a joint Ailantie Court Ling Railroed ee. “a 
: } yy Company,.... “4 
lariff naming rates to be Aust Northern Rall Company... or 
used in connection with Ba (willard, Ohio, excjusive, M4, 
; . Ohio, Parkers! » W. Va, 1, 
interstate traffic subject "Va, inclusive, and east).........-. 1 
. Baltimore and Ohio Railroad: Com . ' 
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every carrier before the + apa as ae eS @n 
. . ° Bauxite & Northern Railway le ae 
tariff is issued. The en, Gaur Labs & Western fy 
Beaver, Meade and Englewood Railroad) 


names of all participat- - . 
ing carriers and the form Belt ait and ‘Choraw Railtoed 


eeecsoceccecesscetsscees 


and number of the power a ee - oper ey 
of attorney or concur- a any ae 5 “Brie Pav ececcccessess 
GON occcce. se04 1a onde” wiht code: @13 


tence granted by each | 
participating carrier to 
the issuing carrier or 
agent as an instrument of authority must be shown. These 
listtuments—powers of attorney or concurrences known as 
FX Nos. 1 to 8—are the bases of authority by which the 
‘atriers granting them are made parties to joint tariffs and 
und by the rates, rules, and regulations contained in 
such tariffs, 

It is obviously impossible for a carrier to prevent an- 
omer carrier or a tariff publishing agent from naming it as 
@ participating carrier in a joint tariff, though the issuing 
Sater or agent has no authority to bind the line in such 


‘Tariff Circular No. 20, Rules 16 to 26, inclusive. 


For explanation of reference marks, see page 106. 





PARTICIPATING CARRIERS 
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Canadian National Railways Canes Bort 
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Carolina and Northwestern Railway 
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Central Indiana Railway Company........ 


Central Railway Company of Arkansas... . 
Central Railroad 


Responsibilities 


away. The carrier cannot be bound by an unauthorized act 
of this sort and it is the clear duty of the carrier that has 
not given concurrence to any other carrier or to a tariff 
publishing agent to any particular tariff to refuse to recog- 
nize or apply any such unlawful tariff issue. The duty of 
the carrier that has not 
authorized participation 
in the tariff is to call the 
situation to the attention 
of the Commission and 
the carrier or agent that 
has issued the tariff erro- 
neously showing the car- 
rier as a participant.” 
In cases where one 
or more carriers are 
“ shown as participating 
ad Company... carriers in any tariff or 
AY +0: “cu Supplement without the 
i proper authorization 
having been given by the 
carriers to the carrier or 
agent publishing the tar- 
iff or supplement while 
other carriers are cor- 
rectly and properly 
shown as participating 
carriers, the use of the 
tariff or supplement is 
-. legal in so far as the car- 
hy a _..... riers properly shown as 
eeersccsesscccescesessssscosess participating carriers are 
concerned and unlawful 
as to the carriers that are 
named as parties to the 
publication without hav- 
ing given the requisite 
authority to be shown as 
participants. 
Carriers may not ac- 
cept earnings in connec- 
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their lines at rates pub- 
lished in joint or agency 
tariffs if the carriers 
have not given the proper 
concurrences so as to 
justify the publication of the thames of the lines as partici- 
pating carriers. The lines erroneously shown as participants 
in joint rates and routes in tariffs or supplements in which 
they have not concurred must demand the lawful earnings 
according to the rates and charges published in their own 
tariffs or joint or agency tariffs in which they have 
concurred. 

If, for example, the Northern Railway is erroneously 
shown in a class rate tariff published by Agent Brown as a 
participating carrier and the rate from Aville to Beeville 


2Tariff Circular No. 20, Rule 52, a. 
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over the line of the Northern Railway is shown in this tariff to 
be 50 cents a hundred pounds, first class, while the correct rate 
from Aville to Beeville published in its own class rate tariff is 
60 cents a hundred pounds, first class, the Northern Railway may 
not accept 50 cents a hundred pounds for transporting freight 
from Aville to Beeville, but must collect its properly authorized 
and published rate of 60 cents. 

Again, if the rate from Aville to Beeville over the lines of 
the Northern Railway in connection with the Eastern Railroad 
via Seeville, a common junction point, is shown in Agent Brown’s 
tariff as 50 cents a hundred pounds, first class, and the Eastern 
Railroad has given the issuing agent proper authority to show 
it as a participating carrier through the execution and filing of a 
proper concurrence, while the Northern Railway has given no 
such concurrence but is, nevertheless, shown as a participant, the 
Northern Railway may not legally transport the traffic or accept 
earnings on the basis of the rate of 50 cents a hundred pounds 
published in the agency tariff, if there is at the same time a 
joint rate of 60 cents a hundred pounds from Aville to Beeville 
via Seeville in connection with the Eastern Railroad and the 
Northern Railway, published by the Eastern Railroad and prop- 
erly concurred in by the Northern Railway. 

The carriers over the lines of which shipments are trans- 
ported at joint rates properly published in duly authorized joint 
tariffs are bound by the terms of the tariffs in which they have 
lawfully concurred.® 

Carriers participating in tariffs are bound by the tariff in so 
far as the tariffs publish—rates, routes, rules and regulations, 
reference marks, technical terms, groupings, lists of articles 
taking rates, abbreviations, rules governing the interpretation of 
the tariffs, handling requirements, special service regulations, 
and terminal service regulations. 

The method of publishing the names of participating car- 
riers in a large agency tariff is shown in the accompanying cut. 
This shows the names of the carriers arranged alphabetically 
and the forms and numbers of the powers of attorney or con- 
currences granted by the carriers to the tariff issuing agent. If 
the rates published apply in interstate commerce, the carriers 
must give I. C. C. powers of attorney or concurrences; if in intra- 
state commerce, state forms are used in granting the authority 
to the agent. 

The responsibility and full liability for unlawfully incor- 
porating a carrier in a tariff or supplement by showing it as a 
participating carrier, or for exceeding the authority conferred 
by a concurrence rests wholly on the carrier that issued the 
tariff or supplement erroneously and unlawfully showing the car- 
rier as a participating carrier or the concurrence as a broader 
concurrence than that actually granted.‘ 


Thus, a joint tariff published by the Eastern Railroad pub- 
lishes a joint rate of 50 cents a hundred pounds from Aville to 
Beeville in connection with the Northern Railroad via Seeville, 
in a joint tariff in which the Northern Railroad is shown as a 
participating carrier when, as a matter of fact, the Northern 
Railroad has not given the Eastern Railroad a proper concurrence 
in connection with this rate and the only available rate is a com- 
bination of rates from Aville to Seeville and from Seeville to 
Beeville via the Eastern Railroad and the Northern Railway, 
respectively, made up of a first class rate of 30 cents a hundred 
pounds from Aville to Seeville and 30 cents a hundred pounds 
from Seeville to Beeville. 

The Eastern Railroad must assume complete responsibility 
and liability for the error in publishing the rate of 50 cents a 
hundred pounds to which it incorrectly shows the Northern Rail- 
way as a participating carrier. The Northern Railway must be 
compensated on the basis of its legal rate of 30 cents a hundred 
pounds from Seeville to Beeville as published in its lawfully filed 
local tariff, while the shipper must receive the benefit of the rate 
of 50 cents a hundred pounds published in the lawfully filed 
joint tariff in which the Northern Railway is improperly shown 
as a participating carrier. 


Exceeding Concurrence Authority 


In the same manner, if the Northern Railway is shown in a 
joint tariff issued by the Eastern Railroad as a participating 
carrier party to joint rates in both directions between Aville 
and Beeville of 50 cents a hundred pounds, first class, when the 
concurrence granted by the Northern Railway is a limited con- 
currence granting the Eastern Railroad the permission to pub- 
lish rates from Aville to Beeville at 50 cents a hundred pounds, 
first class, while the first class rate in the reverse direction from 
Beeville to Aville via the Northern Railroad and the Eastern 
Railway is made up of a combination of rates, 30 cents a hundred 
pounds, first class, from Beeville to Seeville, and 30 cents a 
hundred pounds, first class, from Seeville to Aville, the Eastern 
Railroad must assume all responsibility and liability for the 
error. It must pay the Northern Railroad its full local rate of 
30 cents a hundred pounds, first class, for the transportation 


*Tariff Circular No. 20, Rule 52, b. : 
*Rule 52, c. 
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service from Beeville to Seeville and protect the 50 cent rat 
published in the tariff to which the Northern Railway ig om 
as a participating carrier through error in exceeding the al 
thority granted by the Northern Railway to the Eastern Railroad 
as the tariff publishing carrier. 


Withdrawal of Tariffs 

Once filed with the Interstate Commerce Commission, tariffs 
or supplements cannot be withdrawn. It sometimes happep; 
that carriers or tariff publishing agents wish to withdraw and 
recall tariffs in which it is desired to make corrections or 
changes after the publications have been forwarded to the Con- 
mission and received for filing. Once in the Commission’s pos. 
session, the tariff publications are not returned to the issuin 
lines or agents unless they are rejected. The rule of the Com 
mission is specific in this respect. It provides: 


Not infrequently the Commission is requested to rety 
riers publications which have been forwarded to the Commies 3 
filing or which have been received by the Commission in the Ordinary 
course of business. Such requests are usually based on the desire t 
substitute some corrected or changed publication for the one that Mag 
been filed. To-+surrender publications duly filed and to permit the 
substitution of others would involve falsification of records which 
cannot be permitted. Tariff publications received for filing will not be 
returned unless rejected because of failure to give lawful noti 
of changes.® r 


‘Tariff Circular No. 20, Rule 53. 


STORE DOOR DELIVERY REPORT 


The Traffic World New York Bureay 


The New York Shippers’ Conference has adopted a sub. 
stitute report for the one submitted by its special committee 
advocating an optional store-door delivery and collection plant, 
which should first be tried out in territory south of 59th street, 
Manhattan, and, if after six months’ trial it proved successful 
it should be extended to other boroughs. 

The substitute was offered by William H. Chandler, chair. 
man of the Shippers’ Conference and manager of the Merchants’ 
Association traffic bureau, and after a long and lively discussion 
it was carried, with some members dissenting. 

The special committee reported a plan for store-door de- 
livery, but recommended that it be tried out “in that portion 
of Manhattan, Queens and Brooklyn located within five miles 
of 60th street, Manhattan, the Jersey terminals of the various 
carriers and the St. George terminal of the Baltimore & Ohio 
Railroad, the charges above the New York rate on any given 
commodity to or from any location in this zone to be the same 
regardless of the carrier handling the traffic.” This report was 
signed by W. J. Mathey, chairman, traffic manager of the New 
York Publishers’ Association; P. W. Moore, traffic manager of 
the Queensboro Chamber of Commerce; A. C. Welsh, traffic 
manager of the Brooklyn Chamber of Commerce, and G. F. Hich- 
born, traffic manager of the United States Rubber Company. 

The Chandler report will now go to the railroad carriers 
for them to say if they will adopt the plan offered. 

Mr. Chandler’s suggestion in offering his substitute plan 
was that store-door delivery was an experiment in New York 
City which the railroads were willing to try out now, but that 
in order to make it acceptable and practical for prompt adop- 
tion it should be tried out in Manhattan, and then, if successful, 
extended to other districts. 

“Therefore, as a substitute for the report which has just 
been offered,” said Mr. Chandler, “I recommend that the ship 
pers’ conference go on record asking the carriers to establish 
true store-door collection and delivery on Manhattan Island, 
south of 59th street, at cartage rates, in addition to the NeW 
York freight rate, that will prove attractive to the shipping 
public and to give this service a trial for a limited period, with 
the understanding and agreement that if it proves successful 
to the extent of relieving the carriers of the necessity for mail- 
taining the piers which they are now occupying on the water 
front, that the same service be extended to the business sé¢ 
tions of other boroughs in the city.” 

The subject was discussed by P. W. Moore, W. J. Mathey 
and other members of the special committee, F. W. Hilleary. 
G. W. Daniels, H. Hoffman, Paul Ripley and others, some in 
favor of the committee’s report and some in favor of the sub- 
stitute. 

F. A. Parker reported that there would probably be an 4 
peal to the Shipping Board to reopen the split delivery cas 

Various complaints made of congestion on the piers of in- 
tercoastal and export lines caused by loading and unlo 
delay were discussed. It was decided to act on this at the next 
meeting. 


BUREAU OF SAFETY REPORT 
The Commission has made public the report of W. P. 0) 
land, director of the bureau of safety, for the fiscal year ende 
June 30, 1929. 
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Inland Waterway Transportation 





ST. LAWRENCE CANALIZATION 


Attempt at improved canalization of at least a part of 

the Canadian sector of the St. Lawrence River is foreshadowed 
by the chartering, by order in council, by the Canadian govern- 
ment, of the Beauharnois Power Company with authority to con- 
sruct a new ship canal from Lake St. Francis to Lake St. 
iouis. They are lakes in the St. Lawrence near the inter- 
national boundary line where it intersests the St. Lawrence 
iver. 
s, Primarily, the canal is to furnish power. That is to say, 
the interest of the company will be larger in the making of 
pwer than in navigation. The government’s interest will be 
in navigation. There is a Beauharnois canal around the rapids 
in the river between the two lakes now, but a larger canal, 
creating power and affording better navigation, is desired. 

The basis on which this power-navigation project is founded 
has long been advocated by Millard F. Bowen, an attorney of 
Washington, D. C., as a method by which two waterways from 
the Great Lakes to tidewater can be provided, one along the 
New York barge canal in part and the other through the St. 
lawrence. His advocacy of that method of dealing with the 
question of a waterway from the Great Lakes to the Atlantic 
gean took the form of a bill, H. R. 16352, in the Sixty-ninth 
(ongress chartering the Ship Canals Company, authorizing that 
company to construct canals along the St. Lawrence and the 


Twousano Isianos SECTION 
67MILES-FALL ONE FOOT 
NO POWER 


48nnes - 92 reer FALL 
200,000 HP 


St FRANCIS : 
ie. ne eae 
ivate corporation’ 4 == 
ee oe b 





Outline map showing sections of the St. Lawrence for improvement 

under the Bowen plan, including the section to be improved by the 

Seauharnois Power Company, enlarged, below the outline map, to 
show the power-navigation canal proposed. 


barge canal, in so far as the federal government could do that, 
wih a view to affording navigation and the development of 
power, 

The fundamental proposition in the Bowen scheme is that 
wo highways to the sea can be built, without expense to either 
Canada or the United States, by companies authorized to use 
the water for the creation of power and sale of it at one cent 
ber kilowatt hour. Mr. Bowen, who was advised on the engineer- 
lig phases of the subject by the late Isham Randolph, estimates 
the power at 2,500,000 horsepower divided as follows: Niagara 
Falls, 800,000; Central New York, 600,000; and St. Lawrence 
River where it forms the international boundary, 1,100,000. At 
one Cent per kwh., he calculates the annual operating revenue of 
the company or companies that may undertake the different 
parts at $160,000,000—a sum sufficient, he thinks, to attract all 
the capital needed to build the power-generating plants needed 
0 produce two waterways. The United States waterway would 
Sart at Seneca Shoal, just south of Buffalo, run northward to 
Oleott on Lake Ontario, thence through that lake to the mouth 
of Little Salmon River, just east of Oswego, N. Y., thence along 
that river to Oneida Lake and thence along the Mohawk, follow- 
lg the route of the New York state barge canal, but not 
ilways occupying the bed of that canal, to Albany, N. Y., the 

ning of tidewater. The part of the barge canal west of 
“ake Oneida and that part along the Black River would be 
panel. The American part would have seven ship locks and 
¥e barge canal locks would be removed. 


The other or Canadian canal would start northward from 
the point where the American channel in Lake Ontario would 
turn to Little Salmon River and follow the St. Lawrence to the 
Beauharnois project. The Canadian canal from Lake Ontario 
to the Beauharnois project would be international to the extent 
of arrangements between the two governments for the regula- 
tion of works in the river that would affect navigation. From 
the Beauharnois project to the sea the waterway would be all 
Canadian. 

The Bowen idea has been that a company or companies 
chartered to develop power and afford navigation would be able 
to finance themselves by offering stock to the public direct 
without having security issues underwritten by financial houses 
and to do it at a lower cost than by the usual underwriting 
method. 

Nothing definite as to the plans of the Beauharnois Power 
Company has come from any source. Montreal, however, has 
shown great interest in the project. The only definite thing 
about that company, other than its chartering by an order in 
council, is a dispatch from Montreal saying that the initial 
power installation planned is to provide 500,000 horsepower and 
that a contract has been made by the Ontario Hydro-Electric 
Commission for 250,000 horsepower, at $15 per horsepower, the 
first power to be delivered in 1932. Delivery is to be made at 
the boundary between the provinces of Ontario and Quebec. 
A further understanding is that the company has contracted 
to sell 150,000 horsepower to the Montreal Light, Heat and 
Power Company. If the reports are accurate the company, 
before beginning its work, has contracts for four-fifths of its 
rated capacity. 

The Beauharnois Power Company has made a preliminary 
survey of the canal, which will be approximately fourteen miles 
long and 600 feet wide. Its depth has not been announced. 
Excavating work is expected to be begun next spring. None 
of the company’s stock has been offered to the public. The 
stock market panic is said to have delayed the announcement 
of plans for financing the venture. 


RIVERS AND HARBORS CONGRESS 
The Trafic World Washington Bureau 


Secretary of War Patrick J. Hurley, on the day following 
confirmation by the Senate of his nomination as successor to 
the late James W. Good, subscribed to inland waterway pro- 
nouncements made by President Hoover and the late secretary. 

In an address at the opening session of the annual meeting 
of the National Rivers and Harbors Congress, December 10, 
Secretary Hurley quoted from addresses on the subject of 
waterway development made by President Hoover and Secre- 
tary Good. 

“Under the able guidance of our engineer president, we 
now demand that the benefits of low cost transportation by 
water which for years has been available to the miner and the 
manufacturer be extended to the use of the farmer,” con- 
tinued he. 

“There are five projects dedicated to the reduction of trans- 
portation costs between the farm and the seaboard. The im- 
provement of the Missouri River, the deepening of the upper 
Mississippi, the completion of the Illinois River, the amplifica- 
tion of the Great Lakes channel, afid the canalization of the 
St. Lawrence River need but to be named to indicate their 
potential effects on increasing the farmer’s surplus, by reducing 
the transportation tax on his products. 

“The improvement of waterways is a sound economic policy. 
The plan under which projects are adopted safeguards federal 
funds, expenditures being authorized only when careful study 
indicates that a definite commercial or navigation need exists 
and that adequate benefits will result. . .. 

“The Inland Waterways Corporation was established by 
Congress to show to the general public that the same benefits 
which were enjoyed by the great mining and manufacturing 
industries favorably located on navigable waters could be made 
available to them in reducing the costs of transportation on 
all commodities. 

“This corporation is now self-supporting. Prospective pri- 
vate carriers, contract carriers and common carriers can ob- 
serve in the operations of the corporation the possibilities of 
successful operation of river fleets. Such fleets are being cre- 
ated and are successfully operating. 
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“The essential conditions for successful barge line opera- 
tion by common carriers may be summarized as follows: 


1. Suitable navigable streams. 2. Vessels adapted to the channels 
upon which they ply. 3. Suitable terminals. 4. Balanced freight. 5. 
Cooperation with the rail lines, motor lines and other means of trans- 
portation, whereby freight may be shipped from interior by rail or 
motor to the water, thence by water to destination, or reshipped 
by rail, if necessary to other portions of the country, so that the 
people of the interior may be afforded the same saving in cents per 
100 pounds as is afforded to the people fortunately located upon the 
banks of our navigable streams. 6. An equitable division of the 
accruing revenue for joint service performed between rail, water 
and motor carriers. 


“When these six conditions, essential to the successful op- 
eration by common carriers, have been created the United States 
government will gladly step out of the picture and turn its barge 
lines and installations over to private capital. Not only will the 
United States government have created these conditions, but 
it will have been able to dispose of its own equipment with due 
regard to its original investment. .. . 

“Our railroads are in better condition and more prosperous 
than ever before, excellently managed, reaching every section 
of our country. The development of water transportation and 
the consequent industrial opportunities will increase railroad 
transportation. Railroads are essential to our national life. 
We see motor transportation and aviation becoming factors in 
the moving of goods and of persons. All these agencies are 
essential to the progress of America. The transportation team 
is not complete without the inclusion of waterways, our oldest 
and greatest form of carriage, soundly developed along economic 
lines. Each form of transportation operating in its own sphere 
supplements all other forms and adds to their prosperity and 
usefulness. 

“We have happily emerged from that era where waterway 
developments were regarded from a local and sectional view- 
point. It has become easier than ever before to think of them 
as a unified national asset. The waterways, when systematizéed 
and completed, will not constitute an end in themselves. 

“Waterway development is a part of an economic program 
designed to promote happiness and prosperity for all the people 
in every part of the nation.” 

Completion of the Ohio River canalization project was re- 
ferred to By Riley J. Wilson, president of the congress, as an 
instance of the realization of the hopes and aspirations of the 
pioneers in waterway development who founded the congress. 

“It is also the beginning of a period of much shorter dura- 
tion in which we shall see the completion of an adequate water- 
way system for the United States,” said he. 

Mr. Wilson said the waterway development program out- 
lined by President Hoover in his recent address at Louisville, 
Ky., was a direct, definite and comprehensive program and con- 
structive policy, “and one which I believe should have the 
approval, indorsement and support of this organization.” 


Lakes-to-Gulf Waterway 


Representative William E. Hull, of Illinois, said completion 
of the lakes-to-gulf waterway would afford greater farm relief 
than all the legislation that Congress would ever pass. 

“It seems a pity that a few states located on the Great Lakes 
should oppose such a wonderful opportunity to develop the 
central part of the nation,” said he, referring to opposition by 
states bordering on the lakes, other than Illinois, to diversion 
of water from Lake Michigan for the lakes-to-gulf waterway. 

The effect of the diversion through the Chicago drainage 
canal, said Mr. Hull, was to lower Lake Michigan and Huron 
some six inches, temporarily. Notwithstanding, he said, “on 
October 23, 1929, Lake Michigan was higher than it has ever 
been in the history of the United States.” If the lake states’ 
demand that diversion through the Chicago canal be terminated 
December 31, 1935, were granted, said he, the result would be 
to “destroy the lakes-to-the-gulf waterway.” 

Mr. Hull quoted figures of the joint board of engineers on 
the St. Lawrence waterway project to show that works could 
be built at a cost of $3,400,000 to restore permanently the levels 
of Lakes Michigan, Huron and Erie, of which amount, he said, 
the Chicago Sanitary District was willing to pay $1,750,000. 

Senator Walsh, of Montana, pleaded for prompt construc- 
tion of the Great Lakes-St. Lawrence waterway. He said no 
plan or project for farm relief, so far as the middle west or 
northwest was concerned, offered ground for anything like the 
hope held out by “this improved waterway.” He asserted that 
Canada was committed to the project and said her delay in 
entering negotiations to arrange details suggested opposition 
from rail carriers. 

Representative Edwards, of Georgia, spoke in favor of im- 
provement of the intracoastal waterway along the south Atlantic 
and Gulf coasts and the construction of a canal across southern 
Georgia and northern Florida. He said he did not like limiting 
waterway development expenditures to fifty or fifty-five million 
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dollars annually. He favored adoption of a program anq co 

pletion thereof within a specified time “regardless of the i 
for the completed system will be worth tenfold more than it 
will cost and will return its cost a thousand times over fa 
increased commerce and benefits to the people it will sery,» 


Message from Hoover 


“Please extend my cordial greetings to the Nationa] Rivers 
and Harbors Congress in their convention on Tuesday and ex. 
press my appreciation of their steadfast support of a waterways 
policy tuat will systematically enlarge the internal communica. 
tions of the country,” said President Hoover in a message reaq 
by President Wilson. 

Control of transportation charges on navigable waters of 
the United States is an issue that is brought to the front py 
the construction of four great waterway projects—the Panama 
Canal, improvement of the Great Lakes channels, and the Ohio 
and Mississippi rivers, according to Major General William | 
Sibert, chairman of the Alabama state docks commission, 

“The country’s experience with its railroads should not be 
repeated with its waterways,” said he. “Uncontrolled competi- 
tion led to many evils. Under it localities and states were 
favored over others; some business centers were developed 
others deprived of their natural growth.” j 

General Sibert, formerly of the river and harbor division 
of the corps of engineers of the army, said that evils similar to 
those indicated would result from uncontrolled waterways, 

“There is more reason for the control of charges on inland 
and coastwise waters than on railroads,” said he. 

, The Panama Canal act was sufficient to prevent land car. 
riers from operating boat lines in competition with independent 
water lines, General Sibert said, but there must be protection 
— destructive competition between water carriers them- 
selves. 

“Some governmental body should be authorized and given 
power to fix rates—not maximum rates, but rates on our navi- 
gable streams, in our coastwise trade, and at our ocean ter- 
minals,” said he. “Port to port interstate commerce in our coast- 
wise trade is only partially controlled, and port to port inter- 
state commerce on our rivers is absolutely uncontrolled.” 

Further legislation seemed necessary to the speaker and 

the Shipping Board was suggested as the proper body to control 
such transportation charges. 
! “This duty alone would justify the existence of the Shipping 
Board,” General Sibert said. “In establishing through rates, 
rail and water, in fixing charges at joint terminals, rail and 
water, a committee from the Shipping Board, sitting with a com- 
mittee from the Interstate Commerce Commission, could best 
establish such rates. All ocean terminals engaged in ocean 
business, whether owned by state, a municipality, a private 
party, or a railroad company, should be declared by Congress 
to be public utilities.” 

“If the Missouri River were in Russia,” said Senator Brook- 
hart, of Iowa, “fifteen hundred of its miles would have been 
developed long ago.” 

He urged improvement of the upper Mississippi River and 
development of deep waterways from the middle west via the 
Mississippi to the Gulf and via the Great Lakes to the Atlantic 
seaboard. 

The St. Lawrence River should have been developed into 
a deep waterway throughout its length, as a business proposi- 
tion, long ago, said Senator Brookhart, but added that “our 
Canadian friends have been stalling on us.” 

If Canada would not join with the United States in im- 
proving the St. Lawrence, declared the Iowa senator, “I’m for 
building a deep waterway over an all-American route through 
the state of New York. We must have that deep waterway from 
the lakes to the ocean.” 


Watch the Railroads? 


Praising President Hoover for his policy of waterway devel 
opment, Senator Ransdell, of Louisiana, told the congress that 
“we must hold up the hands of the President, as he is doing 
everything possible to benefit the people seeking to provide 
cheap transportation.” 

Senator Ransdell, who was for many years president of the 
Rivers and Harbors Congress, cautioned members of the orgal 
ization that they must watch out for the railroads in connection 
with possible activity against waterway improvement. He 
pointed out that only ten years were required for building the 
Panama Canal, whereas the canalization of the Ohio River, 
which began in 1876, was not completed until 1929. 

«f cannot account for this long delay of fifty-three years in 
constructing this great project, which will benefit an ee 
area and population in many states,” said Senator Ranséell 
“except by the opposition of rival transportation interests. 

Following President Hoover’s address on waterways, a 


Louisville, Representative Hudson, of Michigan, told the com 


gress, “we can all now see the value of inland waterways, 
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December 14, 1929 


whether from Minneapolis, Sioux Falls, Pittsburgh, or Chicago, 
to the Gulf of Mexico, or from the Great Lakes, via the St. Law- 
rence River, to the Atlantic ocean. 

There was, however, one essential proviso, Mr. Hudson in- 
sisted, namely, that one of these waterways “must not be devel- 
oped at the expense and curtailment of the other.” His main 
concern, as expressed to the convention, was that water should 
not be diverted to an undue extent from the lakes for one of 
the Gulf projects and endanger navigation on the lakes and the 
proposed St. Lawrence waterway. 

“All diversion of water from the Great Lakes system is at 
the expense of the levels of those lakes,” said Mr. Hudson. 
“Byery thousand cubic second feet of such diversion lowers the 
levels of all the Great Lakes, except Superior, and of the St. 
Lawrence as far east as Montreal more than 7/100 of an inch.’ 

“If the action of the sanitary district of Chicago, or the 
state of Illinois, can be legalized in the diverting of water from 
the Great Lakes watershed into the Mississippi watershed a 
precedent is thereby established for other and increasing diver- 
sions with peril to Great Lakes navigation that can only now 
be dimly foreseen.” 

Mr. Hudson said that the lakes to the gulf waterway was 
“Jearly outlined” to such diversion “as will be necessary to 
maintain such navigation as commerce might require.” Excess 
diversion, however, he warned, would mean added expense to 
the states and cities along the inland waterways and to the 
federal government for harbor and channel maintenance and 
for flood control. At the same time, he said, “exery excess 
diversion will be a burden of expense to every shipping interest 
using the Great Lakes-St. Lawrence seaway.” 

Widening and deepening of the Panama Canal, or construc. 
lion of another interoceanic canal, if necessary, was endorsed 
by Wallace H. Dempsey, of New York, chairman of the House 
committee on rivers and harbors. 

“The people of the United States must have economical 
waterway transportation,” said Mr. Dempsey, adding that while 
many rivers and harbors had been improved a number of links 
were missing to make the improved waterways a connected 
whole. 

“We must connect the Great Lakes with the Gulf by a 
waterway amply navigable for purposes of commerce,” said Mr. 
Dempsey. “A practicable, usable, dependable Gepth of water- 
ways is demanded by large interests. A canal now building in 
Texas will benefit Pittsburgh by making the sulphur deposits 
of the Gulf states more accessible for the steel furnaces of the 
east and middle west; also oil, salt, and other basic natural 
products more available for the industrial sections of the 
country.” 

On the matter of a deep waterway from the lakes to the 
Atlantic Mr. Dempsey said he saw “no nearer approach than 
was the case fifteen years ago, when the subject first came 
before Congress.” 

Water Power Scheme 


Senator Copeland, of New York, said he regarded the St. 
Lawrence waterway project as “a water-power scheme,” and 
that the navigation feature was merely incidental to hydro- 
electric development. In addition to the farmers who believed 
the waterway would act in some mysterious way as a remedy 
for their economic ills, said, he, there were selfish interests 
back of the project—men who seek to corral the water-power 
resources of the country. He also said that many thinking 
Americans felt that if the money of the nation was to be ex- 
pended in canal building it should be spent within the borders 
of the country. An all-American route across New York state 
from the lakes to the seas, said he, would cost more initially 
than the St. Lawrence development, but it would be hundreds 
of miles shorter, open for a slightly longer season and, for the 
purpose of national defense, would be of greater service to the 
nation. Either project, continued he, would cost as much as 
three complete and equipped double-track railroads between 
Boston and Chicago. As to advantages claimed for the St. Law- 
rence project in connection with export wheat shipments, the 
Senator said that in a short time the United States would “dis- 
appear as a wheat exporter.” 

The intracoastal canal from the Mississippi River to the Rio 
Grande was discussed by Senator Connally, of Texas. He said 
the canal was an important and valuable link in the progress of 
improvement of waterways. 

The convention approved the following statement of 
purposes : 


The convention of this year is the twenty-fifth annual meeting 
of the Rivers and Harbors Congress, conceived and brought forth by 
men from all sections of this country who were able and willing to 
unite in a patriotic, non-partisan organization devoted to the purpose 
of developing our existing waterways and ports, stimulating interest 
and activity in the creation of necessary new facilities, and broadly 
setting forth a general policy by avoiding specific designation of any 
Project, that the nation might be served by a national waterway 
'ransportation system comprehending rivers, harbors, canals and con- 
Recting waterways. 
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That its high mission has brought gratifying results to its friends 
and supporters, thus fully justifying its existence, is apparent, and 
the breadth of its foundation, the steadiness with which it has held 
to its purpose has been inspiring and invigorating in many lines of 
public endeavor and administration—but, as “eternal vigilance is the 
price of liberty,’’ so constant and unremitting effort is still required 
that the policy —_a? our principles which has been recognized 
by the government may be established beyond revocation or repeal. 

We take up our work with renewed vigor under the courageous 
and intelligent leadership of President Hoover, and pledge individually 
and as an organization our fullest support of his broad and compre- 
hensive plans for the development of our waterway system to the 
end that it may take its rightful place in the field of transportation 
and distribution. In support whereof we declare that: 

(1) All projects authorized should be completed within five years 
wherever possible and Congress should make funds available as 
required to carry out a continuing, uninterrupted program, increasing 
the amounts from year to year with that object in view. By this 
means only can the economic returns on the investment be realized. 
That there may be no more lost time, we call upon this Congress 
to pass a rivers and harbors act at the earliest practicable day, and 
that there be a return to the policy of an adequate annual rivers and 
harbors bill from which hereafter there may be, under usual condi- 
tions, no departure. 

(2) The needs of agriculture, commerce and industry call for 
prompt and liberal action, with the economic phase always in mind, 
and Congress should apply that relief even though it calls for the 
ruthless removal of obstructive precedents. 

The wisdom of our government in entrusting to the corps of 
engineers of the United States army our river and harbors activities 
is commended. Any change curtailing or transferring their authority 
as now prescribed should be resisted. 

(4) We applaud the vigorous policy employed in bringing about 
a prompt removal of the flood menace of the Mississippi Valley. and 
we take assurance in the direct declarations of the President, the 
Secretary of War and the chief of engineers that all available agen- 
cies, levees, spillways, reservoirs and other means not herein named 
will be used wherever flood conditions obtain to bring to all security 
in life and property. 

(5) We present with approval and renewed hope that the policy 
of the fullest improvement, development and utilization of our water- 
ways is being set up; and we recognize that these farsighted plans 
will clear away many of the nation’s most serious obstacles which 
have too long blocked the path of progress and prosperity and even 
interrupted life itself; and we call upon all citizens, regardless of 
party affiliation or of private interest, to unite in the movement which 
will do away with flood disaster, which will harness for industry the 
marvelous power of our streams, and which will award to its proper 
place for service to the people each factor in transportation, namely, 
our waterways, railways, airways and highways—each assured of a 
just compensation for its services. 


Mr. Wilson was re-elected president and S. A. Thompson 
wrs re-elected secretary-treasurer. 


FARMERS AND WATERWAYS 


Use of waterways by railroads was advocated by Lieutenant- 
Colonel Edmund L. Daley, of the corps of engineers of the army, 
in an address December 11 at Chicago before the American Farm 
Bureau Federation. 

“The real problem in transportation is not as to whether 
railroads shall dominate or waterways be used, but it is the 
utilization of all forms of transport in such combination that 
the costs of transportation on American products shall be a 
minimum,” said he. “The employment of motor truck and 
motor bus feeders and airplanes transport links by the railroad 
is typical of proper cooperative effort between different forms 
of transport. The railroads in various seaports and river ter- 
minals employ car ferries and floats in the normal extension 
or amplification of the service they perform. Waterways may 
hope for their complete utilization when the railroads are al- 
lowed to join in their use to augment their own rail service, to 
redtice their ton mileage cost, to attract business to their lines 
by waterway feeders, and freely to interchange freight with the 
waterways for the public good. 

“TI have no fear that the railroads will crush the waterways. 
The prosperity of the railroad is a function of the prosperity 
of the country. A prosperous United States demands the com- 
plete elimination of waste in the transportation of our products 
of mine, mill and farm. That elimination will be brought about 
by cooperation of transportation facilities—not by isolation and 
opposition, The great railroad systems of this country are 
honestly, economically, handled by patriotic executives who per- 
form their important duties as offices of trust. I am satisfied 
that the waterways will successfully serve the country despite 
any opposition that may arise due to the honest distrust some 
rajlroad executives may have in utility of waterways. I am 
not satisfied with a quiescent position on the part of the rail- 
roads. The situation is loudly calling for some railroad Moses 
to cleave the seas of distrust and lead the chosen people of 
the transportation world to the promised land of cooperative 
employment of all forms of transportation. ... 

“I do not presume that the reduction in transportation costs 
of farm products is a complete solution of the ills of the farm 
industry. This ‘Big Business’ with its many ramifications must 
afford many opportunities for effective business economies and 
remedies. I limit myself to my own field and to my knowl- 
edge of the effect of improved inland waterways in the reduction 
of the transportation costs of bulk commodities. The possible 
reductions are appreciable on each and every product of the 
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farm, and in the aggregate may affect the farmer’s surplus by 
hundreds of millions of dollars. The benefit to the farm indus- 
try of improved waterways comes not only from decreased cost 
of transportation of its products to the seaboard and in the 
decreased cost of transportation of its materials and equipment, 
but also rises from the lower costs of living made possible by 
reduced transportation tax on every kind of commodity. 

“Again, I would invite your attention to the needs of co- 
operation between all forms of transportation. Some result and 
important results will be obtained by the improvement of inland 
waterways without the cooperation of the railroads, but that 
is far from the ideal to be sought. The railroads and the water- 
ways must develop teamwork for the general prosperity of 
the country. The inland waterways are facilities which aug- 
ment and strengthen the service of the railroads. The railroads 
constitute the backbone and most of the nervous system of 
our transportation body. To them must we look for the leader- 
ship in the cooperation which will assure the utilization of all 
the transportation resources of the country without prejudice 
and without waste. No railroad executive places his railroad 
above his country. I have no fear but that the problem of the 
cooperative utilization of the waterways will soon become as 
keen an interest to the railroad executive as is today the inter- 
relationship between road and railroad, airway and railway. 
We all must seek that combination of road, rail and water 
transport which will decrease the costs of transportation to the 
farm industry, increase the farmer’s cash surplus, augment his 
purchasing ability and thus result in a prosperity of farmer, 
merchant, transportation agent, and the whole country. . 

“And we look beyond the picture of isolated waterway sys- 
tems standing apart from the railroads and the roads, and we 
picture the vision of cooperative transportation, including not 
only interchange between railway and waterway, but the actual 
utilization by the railroads of the water routes to reduce their 
own ton mileage costs and to augment and improve their serv- 
ice. These problems are not to be solved in a brief moment. 
The engineering difficulties are not to be discounted. Moreover, 
a waterway is only effective if used. If the country provides 
a waterway, are you going to use it? Your federation may 
well set your efficiency engineers to work today to begin to 
solve the problem of bringing the product of the farm to the 
waterway. This platform is no place to solve the problem. It 
can only be correctly solved by the coordinated efforts of the 
farmer-shipper, the rail and water transportation executives and 
the federal government. The reduction of transportation costs 
has positive relation to your storage and marketing problems. 
The country is making available facilities to cut these trans- 
portation costs. Are you going to be prepared to take full ad- 
vantage of those facilities?” 

The meeting was also addressed by Governor Arthur J. 
Weaver, of Nebraska, on the subject of waterway development. 
“A system of inland waterways in the Mississippi Valley will 
save the farmers on all grain produced in this area approxi- 
mately 5 to 12 cents a bushel,” he declared. 

At the final session a resolution urging the early comple- 
tion of the Lakes-to-the-Gulf waterway was passed. “Especially 
at this time do we urge the earliest possible completion of the 
Mississippi-Missouri-Ohio-Illinois outlet to the Gulf,’ said that 
part of the resolution. It also contained a reiteration of the 
policy of the organization, formerly expressed, favoring creation 
of the St. Lawrence waterway and development of waterways 
generally. 


ASHBURN ADDRESSES STUDENTS 


Major General Ashburn, chairman of the board of the Inland 
Waterways Corporation, the government barge line agency, de- 
livered an address before the Harvard School of Business Admin- 
istration, December 14, on “Cooperation and Supplementation of 
Rail, Water and Motor Transportation.” General Ashburn was 
invited to make the address by Professor Roorbach and at the 
conclusion thereof he held a conference with the faculty on the 
subject of the address. 

Before entering into a detailed discussion of his subject, 
General Ashburn made the following general observations: 


As the chairman of the board, and executive of the United States 
Inland Waterways Corporation, the agency created by Congress to 
earry into effect its policy to promote, encourage and develop water- 
ways, and to foster and preserve in full vigor both rail and water 
transportation, I think it was a wise proviso inserted in my invitation 
that a discussion of the subject before this class should not be from 
the viewpoint of national economics, but should treat it as a practical 
commercial undertaking, supplementing and coordinating with other 
means of transport, rail, motor, coastwise and ocean, with special 
reference to the Ohio, Mississippi and Warrior experience. I preface 
my talk by the statement that unless it can be proven that such 
supplementation and coordination are practicable, and economically 
sound, there is no use in endeavoring to bring them about. I shall 
not comment on the national policy of carrying on the demonstration 
now being made by our corporation, but rather describe the methods 
pursued by us to bring about supplementation and coordination. 

Our interior waterways have inherent advantages, and equally 
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inherent disadvantages. Even the bitterest opponents of the develop. 
ment of our interior streams do not deny that water offers the dheas. 
est means of transportation known. In the earlier, and cruder ere 
it was the usual procedure for great fleets of coal to be floated with. 
out power, all the way from the coal fields surrounding the Ohio and 
its headwaters, to New Orleans, where the flimsy wooden barges 
were abandoned, or sold for a song, because the cost of carrying them 
back to their point of origin was more expensive than the loss sys. 
tained by disposing of them for little or nothing; and these were 
profitable operations. 

We can therefore postulate, without dispute, that the greatest 
inherent advantage of transportation by water is its cheapness, _ 


IMPROVEMENT OF WATERWAYS 


Approval of an allotment of $700,000 for improvement of 
the Missouri River has been announced by the War Department. 
Of the total, $600,000 will be for the project below Kansas City 
and $100,000 for the project above Kansas City. c 

Major General Brown, chief of engineers, has forwarded 
to Chairman Dempsey, of the House committee on rivers and 
harbors, the report of the board of engineers for rivers and 
harbors reviewing the reports on the existing project for the 
Thames River, Connecticut. 

The existing project for improvement of the Thames River 
provides for a channel 20 feet deep and 200 feet wide up to 
Allyns Point and thence 18 feet deep to Norwich. Interested 
parties now desire a depth of 25 feet below Allyns Point. The 
chief of engineers states that an increase in depth to 25 feet 
would enable the coal, which comes from Hampton Roads, to 
be shipped in colliers and deep draft barges at a saving of 
from 15 to 25 cents per ton, and that these savings should in 
great part be passed on to the consumer. The board considers 
that a channel of larger dimensions would probably result in 
savings on the movement of coal sufficient to justify the ex. 
pense of the improvement. It, therefore, recommends modifi- 
cation of the existing project for Thames River, Connecticut, 
so as to provide for a channel 25 feet deep and 250 feet wide 
to the upper end of Bartletts Crossover and thence 200 feet 
wide to Allyns Point, at an estimated cost of $169,000, with 
$4,300 annually for maintenance. The chief of engineers con- 
curs in the recommendation of the board. 


——___ 


IMPROVEMENT OF CAPE COD CANAL 


A delegation of New England interests, headed by Frank S. 
Davis, of the Boston Chamber of Commerce, called on President 
Hoover, December 11, to urge that the President, under exist- 
ing law, direct that a survey and report be made by the army 
engineers with respect to deepening and widening the Cape 
Cod Canal. Calls also were made on Secretaries Lamont, Hurley 
and Adams. 

Eugene E. O’Donnell, president of the Eastern Steamship 
Lines, informed the President that if the government established 
a definite policy with respect to improvement of the canal, his 
company would go ahead and construct three modern coastwise 
steamers at a cost of approximately $7,500,000. 


U. S. GETS FLORIDA CANAL 


Major General Brown, chief of engineers of the army, has 
authorized Colonel L. V. Frazier, district engineer at Jackson- 
ville, Fla., to take possession of the Florida East Coast Canal. 
Valid title to the canal is now vested in the United States, 
according to the Attorney-General. 

This transfer of the Florida East Coast Canal will be in 
accordance with the provisions of the act of January 21, 1927, 
which adopts and authorizes the work of improvement of an 
inland waterway, in general 75 feet wide and 8 feet deep, follow- 
ing the coastal route from Jacksonville, Fla., to Miami, Fia., 
and is in accordance with the conditions set forth in House Doc- 
ument No. 586, Sixty-ninth Congress, second session, which re- 
quired that local interests should transfer the privately owned 
waterway known as the Florida East Coast Canal, free of cost, 
to the United States. 


FLORIDA-ALABAMA WATERWAY 
An inland waterway from Pensacola Bay, Fla., to Mobile 
Bay, Ala., will be authorized if a bill (H. R. 6148), introduced 
by Representative Hill, of Alabama, is approved. Plans for the 
waterway have been recommended in a report from the War 
Department. 


SHIP CHANNEL IN DETROIT RIVER 


A bill (H. R. 6614) to provide for a survey and estimate of 
cost of construction of an all-American ship channel in the 
Detroit River from its mouth at Lake Erie to the head of Grosse 
Isle in the river has been introduced in the Houes by Repre- 
sentative McLeod, of Michigan. The bill provides that the 
channel shall be wholly located within the United States and 
of the type and for the general purposes of the Amherstburg 
channel and the Livingstone channel already existing in the 
river. 
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Ocean Shipping News 





OVERSEAS FREIGHT TRAFFIC 


The Traffic World New York Bureau 


The current week in overseas transportation has witnessed 
no change in the dullness that has prevailed for several months. 
With adequate space available on regular liners to care for 
practically all shipments of heavy grain on a parcel basis, there 
is a complete lack of business for full cargo ships. The few 
fxtutres being made from time to time are approximately a 
pallast rate. 

In comparison with inactivity in the full cargo markets, 
freight traffic on regular liners continues fairly good. 

Decision to maintain the North Pacific-Gulf lumber rate at 
$14 the coming year was reached at a meeting of lumber ship- 
pers and representatives of the Gulf Intercoastal Conference 
held last week in Portland, Oregon. It had been suggested that 
that rate be shaded to $12. The Redwood Line, which operates 
outside the conference, has given assurance that it will also 
adhere to the $14 rate. 


An agreement recently made by the United Africa Com- 
pany, Ltd., with the American West African Conference Lines, 
providing for the shipment of all of the company’s cargo be- 
tween West Africa and American ports by these lines, is ex- 
pected to be followed by important developments in the trade. 
The conference lines operating in this trade are the Elder 
Dempster and American West African Lines, while the Trans- 
atlantic West African Line, controlled by Gunnar Carlsson of 
Gothenburg, represented here by A. L. Burbank & Co., is oper- 
ated outside of the conference. 


The United Africa Co., Ltd., is a merger of two British 
firms, the African & Eastern Trade Corporation, Ltd., and the 
Niger Co., Ltd., which are the largest trading groups on the 
West African coast. This merger was concluded shortly after 
the purchase of the American West African Line by the Barber 
Steamship Lines for the then record price of $27.15 a ton. 


Plans of the non-conference lines to meet the changed 
situation could not be learned, but it is understood that the 
conference lines, as a result of the assurance of traffic stabili- 
zation conveyed by the new agreement, may soon announce 
plans for improving their services. 


The United Fruit Company announce that effective December 
28 its fast combination freight and passenger steamers, Tela, 
lriona and Castilla, will be operated in a direct New Orleans- 
Cristobal service, leaving New Orleans Saturday morning. Cargo 
for Port Limon, Costa Rico and Bocas del Toro, R. P., will also 
be carried on these steamers with no change in the present fort- 
nightly call at Limon and weekly call at Bocas. The steamers 
have cold storage facilities for the handling of refrigerated 
cargo to all ports of call. Northbound steamers will sail direct 
from Cristobal to New Orleans every Saturday, arriving the 
following Wednesday. 


Further interest in the plans of the major steel companies 
as they may affect Pacific Coast shipping has been aroused by 
the purchase of the Pacific Coast Steel Company and the South- 
ern California Iron and Steel Company by the Bethlehem Steel 
Company. This purchase, with the recent acquisition of the 
Columbia Steel Corporation of San Francisco by the United 
States Steel Corporation, has placed shipping men in a posi- 
tion of anticipating some change in the operations of the ship- 
Ding subsidiaries of the steel firms. 


Bethlehem officials from New York will not comment on 
the possible effect of the purchase upon its steamship opera- 
tions through the Calmar Line. The rumor that Bethlehem has 
made a bid for the Planet Line fleet, the former Green Star 
steamers Centaurus, Corvus, Chincha, Eurana and Circinus, now 
controlled by the Equitable Trust Company of New York, is 
looked upon with doubt here. These vessels are now operated 
under charter in the intercoastal trade. 

Withdrawal of the American Gulf Orient Line from the Far 
East Conference, effective in ninety days from November 29, 
was announced by Joseph T. Lykes, vice-president of the Tampa 
Interocean Steamship Co., operator of the service for the Ship- 
Ding Board. 

Decision of the line to quit the conference, it was explained, 
Was due to dissatisfaction with the manner in which cotton 
tates have been handled by the conference. Other lines in trade 
also are reported to be dissatisfied with existing conditions, and 
it is understood that some of these have signified their inten- 


tion of following the example of the American Gulf Orient 
Line. 

On November 27 notice was given by the Blue Funnel and 
Ellerman & Bucknall Lines of their intention to withdraw from 
the Far East Conference, effective February 7. The cause of 
these resignations was said to be the refusal of other confer- 
ence members to consent to plans of the two lines for meeting 
the competition of the Isbrandtsen-Moller Co.’s nonconference 
line. 

In the last week, however, it has been understood that nego- 
tiations with a view to meeting the demands of the Blue Fun- 
nel and Ellerman & Bucknall Lines were proceeding satisfac- 
torily and that the trouble might be ironed out. 

None of the members of the conference has been willing 
to discuss the causes of dissension, but it has been understood 
that the two succeeding lines wished to have a free hand in 
meeting the nonconference competition. The dissatisfaction 
of the Gulf lines in connection with cotton rates is believed to 
have a similar basis. 

The following companies are included in the Far East Con- 
ference: Bank, Barber, Blue Funnel, Dollar, Ellerman & Buck- 
nall, Fern, Alfred Holt, Kerr, “K,” N. Y. K., O. S. K., Prince, 
Tampa-Interocean and Roosevelt lines. 


SPLIT DELIVERY CASE 


The Isthmian Steamship Lines, one of the respondents in 
No. 45, Associated Jobbers of Los Angeles vs. Argonaut Steam- 
ship Line et al., has asked the Shipping Board for rehearing 
and for argument before the entire membership of the board. 
(See Traffic World, Dec. 7, p. 1463). Extension of the effective 
date of the order also is asked. 

The petitioner asserts that the board erred in holding “that 
the expense of that service (split delivery service) as to each 
of the respondents exceeds by substantial amount the expense 
of making solid carload shipments.” . 

“Unquestionably this conclusion is based upon an erroneous 
finding of fact,” says petitioner. “For it is established of record 
that the cost to the Isthmian of making split port deliveries is 
no greater than the cost of making solid carload deliveries.” 

“To paraphrase Mr. Prouty in the Los Angeles Switching 
case, 18 I. C. C. 310, 323, affirmed by the Supreme Court in 234 
U. S. 294, inasmuch as it cost this respondent nothing additional 
to render the service, and as the shipper has paid for the value 
of the service to him, it would be manifestly unreasonable for 
the Isthmian to impose and collect an additional charge such 
as is contemplated by the order in the case at bar. The steam- 
ship company would thereby charge for a service which cost 
nothing and a shipper would be charged for a service for which 
he has already paid in the rate. See also Interstate Commerce 
Commission vs. Chicago, etc., R. R. Co., 186 U. S. 320, 339. 

“Mr. McAuliffe, the only witness in these proceedings qual- 
ified to speak for Isthmian, showed conclusively that no addi- 
tional expense is involved in the split delivery service. 

“The Isthmian sublets its stevedoring work and the same 
rate per ton is charged for handling split carload lots as for 
solid carloads. In fact, the stevedore ‘doesn’t know whether 
it is a carload or less than carload he is handling’ (R. 352). This 
testimony stands uncontradicted. If the record in the present 
case is reopened Isthmian will submit its stevedoring contracts 
covering the handling of both the Atlantic and Pacific coast 
ports and its cost records in further substantiation of its asser- 
tion that no additional expense is involved in the so-called split 
delivery service, in so far as its operations are concerned, aside 
from a negligible paper expense. 

“In view of the foregoing, and as no substantial or any 
additional service is performed or any expense incurred by the 
Isthmian in handling split delivery carload shipments from the 
Atlantic coast at two or more Pacific coast ports over its service 
and expense in delivering similar carload shipments solid at one 
Pacific coast port, this respondent cannot adjust its rates and/or 
its charges ‘to adequately reflect the substantial additional ser- 
vice performed and expense incurred’ by it as required by the 
order herein. In other words, it is impossible to comply with 
the order. 

“Besides the abrogation of the split delivery practice would 
drive a large portion of the traffic now being carried by Isthmian 
to the all-rail lines. It would restrict competition and unques- 
tionably would be contrary to public interest and public. policy. 
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It would prohibit a large number of the eastern manufacturers 
and jobbers from marketing their products in the Pacific coast 
markets to the detriment of the general consuming and shipping 
public, and would be directly contrary to the law of the land 
requiring ‘that such orders should have in view the purpose of 
promoting and facilitating commerce and the welfare of all to 
be affected, as well as of carriers, as the traders and consumers 
of the country.’ Texas & Pacific Railway Company vs. Inter- 
state Commerce Commission, 162 U. S. 197, at page 199. 

“The order of the board, we assert with the profoundest 
respect, is directly contrary to the declared policy of Congress— 
‘to promote and encourage water transportation service and 
facilities in connection with the commerce of the United States, 
and to foster and preserve in full vigor both rail and water 
transportation’ (41 Stat. L. 499). 

“The purpose of the present petition is to prevent a grave 
injustice being done to the general shipping public who are 
using the intercoastal carriers in the so-called split delivery 
service and also to conserve the revenues of this respondent.” 


OCEAN AGREEMENTS APPROVED 


Summaries of agreements and modifications of agreements 
among ocean carriers, filed in compliance with section 15 of 
the shipping act of 1916, and approved by the Shipping Board 
of December 11, follows: 





Calmar Steamship Corporation with Crowley Launch & Tugboat 
Company (Pioneer Line): Covers through shipments between north 
Atlantic ports of call of Calmar and Mare Island, Cal., with tran- 
shipment at San Francisco. Westbound rates are to be local rates of 
Calmar, out of which that carrier is to absorb transhipping charges 
and Crowley Launch & Tugboat Company local rate of 9c per 100 
pounds on lots over 30,000 pounds and 10c per 100 pounds on lots of 30,- 
000 pounds or under. Eastbound through rates are to be combina- 
tion of local rates of the participating carriers plus cost of tranship- 
ment. Crowley Launch & Tugboat Company’s vessels are to call 
at Calmar pier for lots of cargo of 5,000 pounds or more, thus eliminat- 
ing drayage charges. 

The New York & Porto Rico Steamship Company with American- 
Hawaiian Steamship Company: Covers through shipments of canned 
goods, dried fruit and beans from Pacific coast ports to principal 
ports of call in Dominican Republic, with transhipment at New York. 
Through rates are to be based on direct line rates, which are 20c per 
100 pounds higher than direct rates to Porto Rico, plus tonnage 
and wharfage fee of $1.40 per 1,000 kilos. American-Hawaiian Steam- 
ship Company’s proportion under the agreement is to be 60 per cent 
of the through rate to Porto Rico, the remainder to accrue to New 
York & Porto Rico Line. Transfer charges at New York are to be 
assumed on the basis of 60 per cent by American-Hawaiian and 40 
per cent by New York & Porto Rico. Arrangement is subject to min- 
imum bill of ladirig charge of $7.30, to be apportioned $3.80 to the on- 
earrying line and $3.50 to the intercoastal carrier which absorbs cost 
of transhipment. 

Calmar Steamship Corporation with American Mail Line: Ar- 
rangement for through shipments from Far East ports to United 
States Atlantic and Gulf ports, with transhipment at Seattle. Through 
rates are to be in accordance with applicable direct line conference 
rates on traffic from Oriental ports to North Atlantic ports, subject 
to minimum through rate of $9 per ton weight or measurement. 
Through rates and transhipment expense at Seattle are to be appor- 
tioned equally between the lines. On cargo originating at Oriental 
ports beyond American Mail loading ports that carrier is to receive 
expense of transporting shipments from point of origin to shipside 
before through rate is apportioned. 

Calmar Steamship Corporation with Kingsley Navigation Com- 
pany, Ltd.: Through billing arrangement covering shipments from 
Victoria and Vancouver to north Atlantic ports via San Francisco. 
Through rates are to be Calmar local rates from San Francisco to 
North Atlantic ports plus Kingsley Navigation Company’s rate of 
20c per 100 pounds. Inward tolls at San Francisco are to be absorbed 
by Kingsley and outward tolls by Calmar, while each is to assume 
one-half the cost of drayage and of in transit entry charge except 
when shipments exceed 100 tons, in which case Kingsley vessels are 
to call at Calmar pier, and each is to absorb one-half of inward tolls 
ant Calmar is to absorb outward tolls and entire cost of in transit 
entry. 

Ocean Dominion Steamship Corp. with Luckenbach Steamship Co., 
Ine.: Covers through shipments from Pacific coast ports of call of 
Luckenbach to Demerara and Georgetown, British Guiana and Trini- 
dad. Through rates and apportionment thereof are to be as indi- 
cated in tariff attached to agreement. Arrangement is subject to 
minimum bill of lading charge of $12.50, to be apportioned $4.50 to 
Luckenbach and $8 to Ocean Dominion, the latter to absorb cost of 
transhipment at New York. Shipments to Demerara are to be subject 
to additional charge of $1.75 per ton weight or measurement to cover 
landing tax. 


The following modifications of agreement were approved: 


Records increases in the through rates on shipments of dried 
fruit in cases or bags and apricot kernels in bags from Pacific 
coast rts to Stavanger and Trondhjem, Norway, to conform to the 
provision of the basic agreement that through rates thereunder are to 
be based on direct line rates of the Pacific Coast-European con- 
ference. 

Proposed modification of original agreement by including therein 
shipments of high density cotton on through bills of lading from 
Pacific Coast ports to Bremen at direct line rate of the Pacific Coast- 
European conference; through rate and cost of transhipment at New 
York to be apportioned equally between the lines. 

United States Lines Operations, Inc. (American Merchant Lines) 
with Munson Steamship Line; United States Lines Operations, Inc. 
(American Merchant Lines) with United Fruit Company; United 
States Lines Operations, Inc. (American Merchant Lines) with Pan- 
ama Mail Steamship Company; United States Lines Operations, Inc. 
(American Merchant Lines) with the New York & Porto Rico Steam- 
ship Company: The purpose of these four proposed modifications is 
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to substitute the name of the United States Lines Operations, In¢ 
for that of the American Merchant Lines (Merchant Fleet Corpora. 
tion) in four agreements providing for through movement of and 
apportionment of rates on, traffic moving between points serveq by 
the separates carriers. 

nited States Lines Operations, Inc. (United States Lines) wit, 
Panama Mail Steamship Company: Proposed substitution of the 
name of United States Lines Operations, Inc., for that of the Uniteg 
States Lines (Merchant Fleet Corporation) in agreement covering 
through shipments of canned goods and dried fruit from San Fran. 
cisco and Los Angeles Harbor to European ports served by the United 
States Lines, with transhipment at New York. 


STEAMSHIP SUIT DISMISSED 
The Traffic World New York Bureay 


Application of the United States Navigation Company for 
an injunction to restrain thirteen British trans-Atlantic steam. 
ship lines from alleged illegal and oppressive practices was 
dismissed by Judge F. G. Caffey in the United States District 
Court for the Southern District of New York. The dismissal 
upheld the contention of the defendants that the court was with. 
out jurisdiction, matters affecting water transportation rates 
in foreign trade being under the jurisdiction of the Shipping 
Board. 

The defendants also contended that the complaint failed to 
state facts sufficient to entitle the plaintiff to any of the relief 
demanded and did not show facts sufficient to prove that 
irreparable loss or damage would be sustained by the plaintiff 
through any acts of the defendants, or that the plaintiff had 
no remedy otherwise than in equity. 

The complaint was filed September 10. It alleged that, in 
the last five years, the lines mentioned, members of the 
North Atlantic-United Kingdom Freight Conference, operating 
services between United States and Canadian ports and Great 
Britain, had been engaged in a conspiracy to restrain foreign 
trade and commerce of the United States by eliminating compe- 
tition from the general cargo trade between United States North 
Atlantic ports and the United Kingdom. 

The defendants were the Cunard Steamship Co., Ltd, 
Oceanic Steam Navigation Co., Ltd., Furness, Withy & Co., Ltd., 
Atlantic Transport Co., Ltd., Anchor Line (Henderson Bros.), 
Ltd., Bristol City Line of Steamers, Ltd., Canadian Pacific 
Steamships, Ltd., Donaldson Bros., Ltd., Ellerman’s-Wilson Line, 
Ltd., G. Heyn & Sons, Ltd., F. Leyland & Co., Ltd., Manchester 
Liners, Ltd., Cairn Line of Steamships, Ltd., Franklin A. Ryan, 
freight traffic manager of the International Mercantile Marine 
Co., and James Sinclair, chairman of the conference. 

It was alleged that the defendant lines had jointly refused 
to carry shipments at contract rates from any shipper giving 
any part of his business to the United States Navigation Com- 
pany and forced such shippers to pay far higher “open” rates. 

It also was alleged that the defendant lines sought to in- 
duce American exporters to cease shipping goods by vessels of 
the United States Navigation Company to Continental ports 
by threatening to refuse to give them the benefit of contract 
rates to the United Kingdom. Coercion and rebating also were 
charged. 

It was pointed out by the defendants that the United States 
Navigation Company, though incorporated in New York, was not 
an owner of either American or foreign tonnage but operated 
exclusively by means of chartered foreign steamers. 

The conference lines, while the action has been pending, 
have continued to negotiate freight contracts for the coming 
year and are understood to have signed up with most of their 
shippers. 


MERCHANT MARINE AND BUSINESS 


The Traffic World Washington Bureau 


A word of caution against going forward too rapidly with 
a shipbuilding program under the Jones-White merchant marine 
act was sounded by Homer L. Ferguson, president of the New- 
port News Shipbuilding and Dry Dock Company, at the business 
conference called by the Chamber of Commerce of the United 
States at the suggestion of President Hoover. 

“Over 80 per cent of the price of a ship built in the United 
States is paid out for labor in the shipyards and in the places 
where the materials for the ship are manufactured,” said Mr. 
Ferguson. ' 

“Taking $1,500 a year as the average wage, each million 
dollars invested in ships provides employment for between 500 
and 600 men for a year. This employment is scattered through- 
out the country, less than half of it being concentrated at the 
shipyard. 

“The shipyards of the country can handle 50 per cent more 
work than they are handling in 1929, without straining their 
facilities, provided the order for new ships are forthcoming. 

“The only way we can see to get additional ships to build 
is to build up a merchant marine for the foreign trade. To 
turn out ten ships a year for the foreign trade at an average 
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cost of five million dollars each will give employment to nearly 
30,000 people in building the ships, besides the additional em- 
ployment involved in manning the vessels and in producing the 
ydditional goods they will transport. 

“This latter item, in my opinion, is of great moment, as I 
can think of no better method of fostering foreign trade than 
io have American steamships giving a dependable service to all 
the seaports of the world, with the affiliations in foreign coun- 
tries Which will develop as a result of such service. 

“What is wanted is a continued steady flow of new orders. 
These can be obtained only by the development of paying and 
prosperous steamship lines. The friends of an American mer- 
chant marine should be careful not to err on the side of too 
much enthusiasm and attempt to have a merchant marine built 
uw faster than it can be financed and operated successfully. 
4 steady, uniform flow of new vessels which can be digested 
is much to be preferred to a feast in one year or term of years 
and a famine in following years. If ships cannot be profitably 
employed, they will soon eat their heads off. 

“In carrying out the provisions of the Jones-White act, the 
criterion should be what new ships can be profitably employed, 
rather than what new ships we would like to have flying ‘the 
American flag and carrying the mails. 

“It seems clear that a modern passenger ship requires in 
its construction a greater variety of manufactured and raw 
materials than any other similar structure built for commercial 
purposes. The benefits arising from the purchase of such ma- 
terials throughout the country are therefore widespread in giv- 
ing labor employment. 

“It appears that freight ships cannot be built in the United 
States and for the foreign trade without further aid from the 
government. The demand for more ships for the foreign trade 
is up to the government, and it is hoped that the action taken 
by it will be reasonable in character so as to enable shipowners 
to operate them continuously and successfully.” 


N. Y.N. J. LIGHTERAGE CASE 


The Trafic Wowld New York Bureau 


The announcement of a concerted action by New Jersey 
commercial interests to support the suit brought by the state 
of New Jersey against railroad carriers in an effort to abolish 
free lighterage of all freight to and from this city led to a 
parallel disclosure from the New York Chamber of Commerce, 
which issued a statement declaring that various commercial, 
trade and civic bodies of the city have agreed to cooperate in 
maintaining New York’s position in the case and have arranged 
for their representatives to draw up plans at a. meeting on 
December 20. 

The announcement was made at the offices of the New 
York Chamber of Commerce, after a consultation with Parker 
McCollester, special counsel for the Chamber, and Hiram C. 
Todd, Special Deputy Attorney-General for the state of New 
York. Petitions with the Interstate Commerce Commission 
already have been filed asking leave to intervene in the case. 

At the meeting on the twentieth an executive committee will 
be formed and plans outlined for the presentation of New York’s 
contention that the port should be preserved as a single unit. 

In contradiction to the assertions that Manhattan profits 
unfairly at the expense of New Jersey through the ability of 
Western shippers to reach the docks of the metropolis at no 
greater expense than the nearer shores of her neighbor, New 
York and Long Island interests hold that any change in existing 
freight rates would affect the trade and commerce of the state 
and be contrary to the spirit of the compact between the states 
creating the Port of New York Authority and declaring the 
territory in and around the port “commercially one center.” 

The Chamber of Commerce has been active in this case for 
several months. It was at the suggestion of officers of the 
chamber that Governor Roosevelt appointed a state commis- 
sion, headed by Leonor F. Loree, president of the chamber, to 
cooperate, if possible, with a like commission of the state of 
New Jersey. The overture, however, was declined. 

The chamber, thereupon, called together representatives 
from commercial, trade and civic association of the city, all of 
whom agreed to cooperate in the interests of New York and 
stated their willingness to place the legal side of the case in 
the hands of Mr. Todd and Mr. McCollester. 

Members of the New York Merchants’ Association have 
received in a letter from Willis H. Booth, president of the asso- 
lation, a special report outlining the method of defense of the 
s-called New Jersey Lighterage Case in which the state of 
New Jersey is attempting to do away with the free lighterage. 

Mr. Booth, whois a member of the special commission 
appointed by the governor to protect the interests of the Port 
ot New York, informed the members that, within the last few 
lays, the association had received reliable information that New 
‘tsey interests other than those directly involved in the free 
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lighterage case would shortly file another complaint in which 
the entire rate structure to and from New York City would 
be attacked as being prejudicial to New Jersey. This latter 
complaint, it is said, has already been drawn in tentative form 
and covers not only the lighterage rates, but also attacks the 
pier, inland station, freight station and team track rates now 
applicable on New York City traffic. 

Mr. Booth suggests in the letter that the main defense in 
the case will necessarily be borne by the railroads who are 
made the defendants in both the action brought by the state 
of New Jersey and the general attack on the rates. The posi- 
tion of the commercial and trade organizations that have de- 
cided to coordinate their interests under the leadership of 
Parker McCollester will be that of interveners on behalf of the 
defendant railroads. 


CANADIAN STEAMSHIP SERVICE 


The Canadian government may establish new steamship 
services to Africa and India, in order to stimulate Canadian ex- 
ports to these countries, according to a report received in the 
Department of Commerce. The Minister of Trade and Com- 
merce has authorized calls for tenders to ascertain the probable 
cost. The first tender will be for a regular monthly sailing 
from a St. Lawrence port during the St. Lawrence season of 
navigation, and from an. ocean port in eastern Canada during 
the winter season, proceeding on each voyage to Gibraltar, 
Malta, one port in Palestine, Alexandria, Port Said, Suez, Aden, 
Mombassa, Mombasa, Tanga, Zanzibar, and Dar es Salaam. 
No calls for the loading of cargo will be permitted at any 
foreign ports other than those situated in the aforesaid 
countries. The contractors, however, will have the option of 
calling at the Azores and at other ports on the north and east 
coast of Africa, if they so desire. 

The second tender is to cover a regular monthly sailing 
from a St. Lawrence port in the navigation season, and from an 
ocean port in eastern Canada in the winter, to at least one port 
of Egypt and Ceylon; and, at the option of the contractors, 
three or more of the following ports in India: Karachi, Bom- 
bay, Madras and Calcutta. No calls to load cargo will be per- 
mitted at any foreign ports other than those situated in the 
countries mentioned. Alternative tenders also are being invited 
for vessels having a reasonable amount of cold storage accom- 
modation. The government plans to establish both of these 
services in the early part of May, 1930. The steamships to be 
used must be of British registry. 


BRITISH SHIPBUILDING PROBLEM 


Reduction of the number of British shipbuilding berths to 
a figure nearer that of pre-war years, in a program of rationiza- 
tion as applied to the shipbuilding industry of Great Britain, is 
advanced by most authorities as one solution of the country’s 
problem in this industry, according to a report from Vice-Consul 
Cyril L. Thiel, Liverpool, made public by the Department of 
Commerce. 

During the war, the shipbuilding capacity of the United 
Kingdom was greatly expanded to meet the country’s urgent 
need for tonnage and at the close of the war British shipyards 
were equipped with nearly fifty per cent more berths than in 
1914. In pre-war years, British shipbuilding yards had an an- 
nual output of some two million tons. After the war the in- 
dustry was so augmented that the yards were in a position to 
build three million tons annually. However, the average annual 
output since the war has been about one million tons. In addi- 
tion, naval construction, which was twenty per cent of the 
merchant construction of two million tons in 1914, has decreased 
to five per cent of the merchant construction of one million tons 
in recent years. 

Most authorities believe that the only remedy for the pres- 
ent unfavorable condition of the industry is rationalization or 
amalgamation. This would mean that the number of shipbuild- 
ing berths would be reduced to a figure nearer that of pre-war 
years, inasmuch as there is no reason to believe that there wilil 
be a sudden and great demand for merchant ships, and there 
is every reason to believe that naval construction will decrease. 
Furthermore, it is thought that a smaller and more compact 
industry would have a greater chance of success than the over- 
grown industry of today. 


SERVICE TO NEW ZEALAND 


A new direct steamship service with monthly sailings from 
Pacific coast ports to New Zealand is announced by Joseph 
Constantine Steamship Line, Ltd., of Middlesbrough, England, 
through the General Steamship Corporation, Pacific coast agent. 
This service will be operated under the name of Constantine 
Line-North Pacific-New Zealand Service and will be inau- 
gurated with the sailing of the S. S. Brookwood early in Feb- 
ruary, to be followed by the S. S. Goodwood and S. S. Kings- 
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wood. Loading ports will be Vancouver, Seattle, Portland, San 
Francisco and Los Angeles, while ports of call at New Zealand 
will include Auckland, Wellington, Lyttleton and Dunedin, to 
which will be added Napier, Nelson, Timaru, Bluff, Wanganui 
and New Plymouth, as inducements offer. 


FLEET CORPORATION HEAD 


Charles Piez, of Chicago, who was a war-time official of the 
Fleet Corporation, has been suggested as successor to T. V. 
O’Connor as president of the Merchant Fleet Corporation. Mr. 
O’Connor, who is chairman of the Shipping Board, recently let 
it be known that he would retire as president of the Fleet Cor- 
poration. 


HAGUE RULES LEGISLATION 


Chairman White, of the House committee on merchant 
marine and fisheries, expects action at this session of Congress 
on proposed legislation giving effect to the Hague Rules gov- 
erning the carriage of goods by sea. 


OCEAN MAIL CONTRACTS 


Postmaster-General Brown has decided to revise his sug- 
gestions for ship construction to be required under ocean mail 
contracts to the extent of reducing the number of ships to 29, 
the estimated cost of which is around $175,000,000, as compared 
with an estimated cost of $245,500,000 of originally proposed 
tonnage consisting of from 35 to 40 ships. The interdepart- 
mental committee on mail contracts considered the original 
building program as transmitted by the Postmaster-General to 
the Shipping Board and it was following that that Mr. Brown 
announced the reduction. 

Postmaster-General Brown has announced that he has made 
a supplemental contract with the American Export Steamship 
Corporation for the extension of the mail service under its con- 
tract to Black Sea and Mediterranean ports in order to provide 
for 48 additional trips to the ports of Odessa, Batoum and 
Constanza, Russia. 

“This additional contract will provide for the construction 
of six new ships in American yards,” said he. “Four of these 
ships are already under contract. Two of them will be com- 
pleted by the end of 1931 and two by the end of 1932. One 
new ship will be completed by the end of 1935 and one by the 
end of 1936. Additional buildings of two new ships may be author- 
ized by the Postmaster-General in 1937 and 1938. All ships 
will be of Class 5, costing between two and a half and three 
million dollars each. Each will have a speed of 14 knots. 

“This new contract will mean an additional $600,000 a year 
to be paid by the government to the American Export Steam- 
ship Corporation, besides the $1,000,000 a year now received 
by the concern under its present contract with the Post Office 
Department which has been effect for a year. The new con- 
struction will mean the employment of 1,400 men per working 
day in American shipyards.” 





CURRENT AMERICAN SHIPBUILDING 


On November 1, 1929, American shipyards were building or 
under contract to build for private shipowners, 210 steel vessels 
of 386,591-gross tons, compared with 184 steel vessels of 237,070 
gross tons on October 1, 1929, according to the Bureau of Navi- 
gation, Department of Commerce. 

There were 33 wood vessels of 13,750 gross tons building 
or under contract to build for private shipowners during the 
same period, compared with 37 wood vessels of 16,950 gross 
tons on October 1, 1929. 


FOREIGN TRADE ZONES 
Representative Welch, of California, has introduced in the 
House H. R. 6592, a bill to provide for the establishment, opera- 
tion and maintenance of foreign-trade zones in ports of the 
United States. 


INSPECTION OF FOREIGN VESSELS 


Foreign flag vessels leaving territory under the jurisdiction 
of the United States for ports other than home ports would be 
made subject to the safety inspection laws and regulations of 
the United States under S. 2446, introduced in the Senate by 
Senator Jones, chairman of the Senate commerce committee. 

A bill (S. 2458) providing for inspection of vessels propelled 
by internal-combustion engines has been introduced by Senator 
Sheppard, of Texas. 


USED PIANOS TO CONSTANTINOPLE 

The bureau of regulation of the Shipping Board will hold 

a hearing December 19 at Room 803, 45 Broadway, New York 
City, in No. 
Francaise de Navigation a Vapeur, in which rates, on 


54, Eastern Guide Trading Co. vs. Compagnie 
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pianos from New York to Constantinople are assailed. (See 
Traffic World, June 29, p. 1577.) 


TO SELL EX-GERMAN SHIP 


Advertisement for sale for dismantling of the Orion, a foy. 
mer German vessel now laid up in the James River near Nor. 
folk, has been authorized by the Shipping Board. Bids are to 
be received by January 8, 1930, at 12 o’clock noon. The Vessel 
is a steel cargo steamer of 5,160 deadweight tons, equipped with 


reciprocating engines and Scotch coal-burning boilers. It Was 
built in 1902. 
EQUALIZATION OF PORTS 
Representative Luce, of Massachusetts, has introduced 


House joint resolution 154 authorizing and directing the Com. 
mission and the Shipping Board to make a joint investigation 
into the practicability of equalizing rail rates and ocean rates 
on export and import traffic between points in the United States 
and points in foreign countries by way of the several United 
States ports and to make a joint report thereon to Congress, 
Identical proposals were embodied in resolutions offered in the 
last session of Congress. 


SHIPMENTS TO MEXICO 


The new Mexican import tariff was published in Mexico 
City on December 2, 1929, to be effective upon goods imported 
beginning January 1, 1930, according to a cable from Commercial 
Attache George Whyte at Mexico City, received at the Depart. 
ment of Commerce. 

It is understood that the present consular fee of 10 per cent 
of value paid by shippers for certification of consular invoices 
will be eliminated and absorbed in the basic rates of import 
duty. Under transitory provisions of the new tariff, shipments 
from countries of the American continent covered by certified 
consular invoices arriving at Mexican ports before January 16, 
1930, and those from all other countries arriving before March 
2, 1930, will be subject to the new rates of duty, but the amounts 
paid as consular, certification fees will be credited on the import 
duties assessed. In case the amount credited exceeds the duty 
levied, the excess will be refunded in accordance with regula- 
tions to be issued later. A copy of the new tariff as promul- 
gated is being forwarded to the division of foreign tariffs, where 
rates of duty on particular commodities will shortly be available 
to those interested. 


INTERCOASTAL REGULATION 


(From The Traffic Manager, published by the Portland (Ore.) Indus- 
trial Traffic Club.) 


Among the recent visitors to Portland was M. J. “Monty” 
Wright, Pacific coast manager, Luckenbach Steamship Con- 
pany, whose offices are at 201 California Street, San Francisco. 
Mr. Wright made an inspection of the Portland offices and ter- 
minals of the Luckenbach Steamship Company and conferred 
with the local personnel of the Luckenbach Line. 

Mr. Wright is very familiar with the intercoastal situation, 
having devoted many years in all phases of water transportation, 
and favors stabilization of rates, knowing that nothing can be 
gaine dwithout uniformity and cooperation among all carriers. 
While in Portland he made the following statement, which fully 
covers the intercoastal situation today: 

“The intercoastal trade today is in far from a satisfactory 
condition in so far as some of the operators are concerned, and 
it is doubtful if it can ever be placed on a stable basis without 
some form of federal regulation, which will result in uniformity 
and stability of rates. 

“The present conference set-up is all right as far as it goes, 
but it has two outstanding weaknesses: 

“First, it requires the stronger lines in the trade to pay 
large sums as a subsidy to the weaker lines, to avert a rate 
war and a general paralysis of business in the trade. The price 
of this peace constitutes a very serious drain on the revenues 
of the so-called Class A operators. 

Second, it does not embrace all the carriers in the trade, 
membership in the conference not being obligatory, and there 
fore other lines outside of the conference are free to make any 
rates they see fit, and the conference is compelled to meet this 
competition. : 

“The ports of the Pacific northwest are dependent entirely 
at present on cargo ships for service in the intercoastal trade, 
but not a single cargo ship has been built for this trade during 
the last ten years, and it is doubtful if it would be sound bus! 
ness judgment on the part of any operator to invest large sums 
of money in new tonnage for the route as long as they are Col 
stantly threatened with cut-throat competition or a disastrous 
rate war. s 

“Under federal regulation, however, carriers could antici- 
pate future earnings with a greater degree of certainty and 
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yould, therefore, ‘be justified in making investments in the 

g jon of new tontiage, the building of which would be 
of distinct benefit to labor and would provide an efficient stand- 
ard naval auxiliary reserve fleet, available at all times in the 
event of national emergency. Federal regulation would also 
sabilize the trade itself, so that merchants also could reason- 
ably anticipate profits without fear of loss through freight rate 
fuctuations. There would be every incentive for operators to 
build fleets of fast modern cargo ships, materially improving 
their service to and from northwest ports, without calling on 
the national treasury for any appropriation or subsidy of any 


sort.” 


WATERWAYS FOR PROFIT 


(Barron’s) 

Has it ever struck the advocates of waterways that there 
isan immense significance in the fact that nowhere will private 
capital have anything to do with such enterprises? It might 
well be supposed that in countries where distances are far 
shorter than in the United States and general population density 
much greater, the canal could be made to pay. For instance, 
the Manchester Ship Canal more than carries itself after many 
years of loss. 

But even in England private capital would have nothing 
to do with canals. The president of the English Institute of 
Civil Engineers recently said, according to the London Times: 


4 
No canal other than the Manchester Ship Canal, which might be 
regarded as in a category by itself, and a few short junction 
branches had been constructed since 1830, a fact clearly pointing to 
the want of confidence felt by private enterprise in the ability of 
canals to compete with railways. Seven hundred and sixty-one miles 
of originally constructed waterways were now derelict, and of the 3,902 
miles still operating, 2,604 were owned by independent companies 
and paid as a whole a merely nominal return on the capital invested, 
while 1,298 were owned or controlled by railway companies, and were 
a liability rather than a source of profit. 


I] 

There is the considered opinion of an expert, and elsewhere 
in his address he alluded to the construction of canals in some 
European countries in recent times, or within the present cen- 
tury. But it is to be observed that in these countries the rail- 
roads were government-owned, and that in no case was it pos- 
sible for a critic to segregate the earnings of canals constructed 
with public money in any sure way to indicate that they were 
dividend earners on their merits. 


Obviously, a government can afford to compete with itself, 
and it would be impossible to point to European government 
enterprises in transportation of any kind whch have really 
proved a source of revenue and a relief to the general tax bur- 
den. But can the American government in sound policy or 
equity afford to compete with the privately owned tax-paying 
railroads, by constructing waterways to be run at a loss in 
order to reduce the tax-paying railroad revenue? Because canals 
are, from an engineering point of view, feasible, it does not 
follow that they are advisable, and universal experience shows 
that except under special conditions they are not commercially 
profitable. 


SUBSIDIES ABHORRENT 


(Louisville Courier-Journal.) 


_ It is not merely because the Illinois Central, for much of 
its length, parallels the Ohio and Mississippi Rivers that L. A. 
Downs, its president, expresses himself as opposed to govern- 
ment subsidy of competing barge transportation. In an inter- 
view at Paducah, where this railroad’s big new shops are located, 
Mr. Downs voices not only his own, but the American people’s 
opposition to this form of special privilege, whether it be ex- 
tended to operators of airplane, steamship, railroad or barge 
lines or to the owners of tariff-protected industries. 

Why should the United States government operate a system 
of barge freight carriers up and down the Mississippi River any 
more than it should run a railroad? Why should it carry goods 
for farmers and merchants any more than manufacture goods 
for them? Why should it assume a portion of the manufac- 
lurer’s cost of transportation any more than undertake to reduce 
his cost materials and supplies? If the government is justified 
i operating transportation systems, why not furnish fuel and 
boWer on the same terms? If the scheme is properly applicable 
to one industry, it is good for another. And if the answer is 
Yes,” the United States might as well be sovietized. 


If river barges offer a service in the way of cheaper rates 
for certain classes of freight which can be taken advantage of 
With profit by industry, why is it necessary that the government 
subsidize them? If, in order to make river transportation to its 
greatest degree useful, it is necessary to promulgate combina- 
tion rail-river rates, the Interstate Commerce Commission has 
authority so to do. In fact, the Commission should do so, and 
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the railroads will profit in the end by reason of increased busi- 
ness. Special privileges, however, are abhorrent. They are 
undemocratic and un-American. 


MONEY FOR MILWAUKEE HARBOR 


Acting Secretary of War Hurley has approved an allotment 
of $200,000 for repairing the central section of the south break- 
water of Milwaukee harbor, Wisconsin, which was damaged for 
several hundred feet by a storm of unusual severity. 


REGULATION OF BUSSES 


The Senate interstate commerce committee has decided to 
begin consideration of proposed legislation for the regulation 
of busses in interstate commerce. It has authorized Chairman 
Couzens to name a sub-committee of five members to hold hear- 
ings on the Couzens bus bill (S. 1351) which has the support 
of the various groups seeking bus legislation. The membership 
of the committee and the date for the beginning of the hearings 
will be announced later. 

Representative Hoch, of Kansas, a member of the House 
committee on interstate and foreign commerce, has announced 
that he believes Congress should move slowly with respect to 
enactment of federal legislation regulating the bus in interstate 
commerce. His feeling has been, according to bis statement, 
that it might be wise instead of setting up at once a certificate 
system with its attendant rate regulation, simply to provide 
that no one may operate a bus as a common carrier in inter- 
state business without obtaining a license from the Commission, 
and that no license be issued until there has been deposited 
proper security of evidence of insurance protection. 

Representative Rayburn, of Texas, member of the House 
committee on interstate and foreign commerce, said this week 
that legislation providing for regulation of the bus in interstate 
commerce might be enacted at this session of Congress but 
he did not think that comprehensive control of bus lines should 
be attempted at this time. He said some measure of regulation 
was necessary but believed that Congress should go into the 
matter very carefully before determining the extent and scope 
of the regulation to be provided. 


INTER-AMERICAN HIGHWAY 


In House joint resolution 146, Representative McLeod, of 
Michigan, would have the President call a conference on ques- 
tions relating to the construction of an inter-American highway. 


MORE MONEY FOR ROADS 


Senator Cutting, of New Mexico, in S. 2383, proposes that 
$125,000,000 be made available annually for federal-aid high- 
ways. Representative Almon, of Alabama, in H. R. 6295, would 
authorize $150,000,000 annually. 


STREET AND HIGHWAY SAFETY 


Secretary Lamont, of the Department of Commerce, chair- 
man of the National Conference on Street and Highway Safety, 
has announced adoption of a resolution favoring road improve- 
ment work such as removal of growths of bush, high banks and 
other obstacles to highway traffic, in the winter months. This 
is the first of a series of recommendations to be made by the 
conference which is studying the whole question of protection 
of railway grade crossings and highway intersections. The 
study embraces accident records, physical hazards, signs, sig- 
nals, and other protective devices, laws, regulations and educa- 
tional measures to reduce accidents and facilitate traffic. 


INTERNATIONAL ROAD CONGRESS 


Secretary of State Stimson has announced the appointment 
of Roy D. Chapin, chairman of the haighways committee of the 
National Automobile Chamber of Commerce, as president of the 
American Organizing Commission in charge of the Sixth Inter- 
national Road Congress to be held in Washington, October 6 to 
13, 1930, by invitation of the United States government, 

The commission acts for the Permanent International Asso- 
ciation of Road Congresses, with headquarters in Paris, and 
functions under the authority of the State Department. Thomas 
H. MacDonald, chief of the United States Bureau of Public 
Roads, and chairman of the Highway Education Board, is sec- 
retary-general of the commission. Other members are: Wilbur 
J. Carr, Assistant Secretary of State; Thomas R. Taylor, De- 
partment of Commerce; Robert P. Hooper, American Automobile 
Association; Henry G. Shirley, American Association of State 
Highway Officials; Charles M. Upham, American Road Builders’ 
Association; A. J. Brosseau, Chamber of Commerce of the 
United States; H. H. Rice, Highway Education Board; and Roy 
D. Chapin, National Automobile Chamber of Commerce. 

Headquarters for the commission have been established at 
1723 N Street, N. W., Washington, D. C., where preliminary 






























































































PAGE 1644 





arrangements for the congress will be made by the staff. The 
congress is expected to bring to the United States from 2,000 
to 3,000 delegates, leading highway authorities of their respec- 
tive countries, representing virtually every nation in the world. 
It is expected that sessions of the congress will be held at the 
offices of the United States Chamber of Commerce. 

Previous congresses have been held at Paris in 1908, in 
Brussels in 1910, and in London in 1913, in Seville in 1923, and 
in Milan in 1926. The Congress in Washington next October 
will mark the first meeting of the International Association in 
the western hemisphere. 


PROGRESS IN AERONAUTICS 


Although material progress was made in aeronautics in the 
last year, the “best efforts of America are needed to keep pace 
with other progressive nations in the rapidly developing science 
of aeronautics,” said President Hoover in transmitting to Con- 
gress the annual report of the National Advisory Committee for 
Aeronautics. 

“I concur in the committee’s opinion that progress on the 
two outstanding problems of increased safety and decreased 
costs necessitates continuous scientific research on the funda- 
mental problems of flight,” said the President. “To this end 
enlarged facilities are being provided at the committee’s labora- 
tories at Langley Field, Va.” 

“The most significant fact in the progress of aeronautics 
during the past year is that the airplane has found a place in 
the transportation needs. of the country,” said the committee 
in a summary of its report. “Its accelerated development as a 
military weapon during the great war gave promise of its ulti- 
mate successful use for purposes of business and pleasure.” 

The committee said the factor that had contributed the 
most to the improvement in the airplane itself had been the 
direct assistance of the federal government in the last ten years. 

“All the experiences with aircraft, governmental and pri- 
vate, emphasizes the need for greater safety and greater effi- 
ciency, for, despite the wonderful record of progress and ac- 
complishment, there are accidents and aviation is still expen- 
sive,” said the committee. “The airplane must be made safer 
and less costly.” 

Foremost among the factors that had promoted the use 
of aircraft was the development and extension of the air mail 
service under government operation until it was practicable 
to carry mails by aircraft on regular schedule and at reasonable 
costs, according to the committee. This activity, when taken 
over by private contractors, led directly to the establishment 
of air transport lines that are growning steadily, according to 
the report. 

“American business men have been both farsighted and 
patriotic in their willingness to enter into the development of 
aeronautics on a sound economic basis and without the direct 
cash subsidies that have been deemed indispensable in other 
countries,” said the committee. “This means that American 
aeronautics’ will be developed to meet the needs of the people 
unhampered and unaffected in nature or extent by a policy of 
limited cash subsidy. The most recent major factor promoting 
the use of aircraft in America has been the development of 
reliable air transport, largely assisted by air mail contracts 
which have been the main support of most long-distance air 
transport companies. 


“The great economic question confronting aeronautics at 
this time is: Are the people willing in increasing numbers to 
pay the present costs of air travel? We think not. Costs must 
be reduced to a competitive basis where, after making allow- 
ances for time saved and for the inherent attractiveness of 
air travel, the costs will be fairly comparable with other means 
of transportation. We believe this can be done, but not by 
government regulation of rates and services.” 

The committee holds that the airplane must be improved— 
made stronger and lighter, faster and more controllable. It 
says it must carry more pay-load and consume less fuel and oil. 

The United States, according to the committee, leads other 
nations in the use of aircraft for commercial and is ahead of 
other nations in the aircraft field in a number of respects, but 
is behind other nations in the development of seaplane floats, 
in the development and use of seaplanes, water-cooled engines 
and larger air transports and in the development of air pas- 
senger traffic. 





AIRPORT SPECIALISTS TO VISIT SOUTH 


Two of the airport specialists of the aeronautics branch 
will leave Washington the first week in January on extended 
itineraries throughout the south for the purpose of assisting 
communities in the selection of sites for airports, according to 
Harry H. Blee, director of aeronautic development, Department 
of Commerce. 

These two airport specialists, Marshall C. Hoppin and W. J. 
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Mackenzie, will confer with various civic organizations anq jp. 
terpret the requirements for the several airport ratings granteg 
by the Department of Commerce. They will also be prepareg to 
speak before public gatherings in the interest of airport de. 
velopment, although this phase of their work must necessari} 
be regarded as secondary to the more important selection of 
sites and rating interpretation. No charge is made for this 
service, the work being part of the assistance which the federg) 
government is rendering to aviation. 

One of these itineraries will cover the southern states West 
of the Mississippi, including Missouri, Arkansas, Louisiana, Okla. 
homa, Texas, New Mexico and Arizona. The other will covey 
the states east of the Mississippi River and will include yi. 
ginia, North Carolina, South Carolina, Georgia, Florida, Alabama 
Mississippi, Tennessee and Kentucky. 

Southern cities desiring the assistance of these airport 
specialists in the selection of airport sites or wishing informa. 
tion regarding the requirements for the development of suitable 
airports should communicate with the aeronautics branch, Wash. 
ington, for inclusion in these itineraries, according to the an. 
nouncement. 


AIRCRAFT EXPOSITION 


The International Aircraft Exposition sponsored by the Aero. 
nautical Chamber of Commerce of America, Inc., will bring the 
latest products of the world’s aeronautical engineering geniys 
to St. Louis, February 15 to 23, for a colorful nine-day exhibj. 
tion. 

An elaborate pageant portraying the evolution of transporta. 
tion from its earliest history to man’s triumphant conquering 
of the air is being planned as one of the fetures of the exposi. 
tion. The pageant will be staged in the central building of the 
St. Louis Arena amid the largest planes on display, and will 
provide an unusual historical background for the exhibits. 

Two wings extending from the central building of the arena 
will house dozens of exhibits, showing the 1930 refinements in 
accessories and equipment for airplane operators. The air 
transport lines, which link almost every large city in the country 
and serve a territory with a 90,000,000 population, will have 
exhibits showing the progress that has been made ‘in raising air 
transport to a new level of luxury and service. 

The members of the Chamber show committee are: Charles 
L. Lawrance, chairman, vice-president of the Curtiss-Wright 
Corporation; C. J. Brunker, Waco Aircraft Company; C. V. 
Cessna, Cessna Aircraft Company; C. H. Colvin, Pioneer Instru- 
ment Company; T. Z. Fagan, Scintilla Magneto Company; E. N. 
Gott, Keystone Aircraft Corporation; H. M. Hanshue, Western 
Air Express; P. G. Johnson, Boeing Airplane Company; H. C. 
Lippiatt, Southern California Travel Air Distributor; H. P. 
Mammen, Parks Air College; W. B. Mayo, Ford Motor Co.; H.C. 
Ritchie, General Electric Company; F. H. Russell, Curtiss Aero 
plane and Motor Company; A. A. Woodruf, Fairchild Airplane 
Company; Major G. A. Vaughn, Jr., Eastern Aeronautical Cor- 
poration, and Major P. G. Kemp, Central Air Terminals. 


AIR MAIL ROUTES 


The Post Office Department has announced that the inter 
departmental committee on airways has recommended that the 
following airways should be established and that bids for 
transportation of air mail should be invited: 


Atlanta, Ga., via Birmingham, Ala., Jackson, Miss., Shreveport, 
La., and Dallas, Fort Worth and El Paso, Tex., to San Diego and 
Los Angeles, Calif., and from San Antonio, Tex., to some convenient 
point on the aforementioned line between Fort Worth and E] Paso. 

Louisville, Ky., via Nashville and Memphis, Tenn., and Little Rock, 
Ark., to Dallas and Forth Worth, Tex. 

New York, N. Y., via Philadelphia and Pittsburgh, Pa., Columbus, 
Ohio, and Indianapolis, Ind., to St. Louis, Mo. 


AERONAUTICS AND GOVERMENT 


A federal department of aeronautics is proposed in H. RB. 
6616, introduced in the House by Representative McLeod, of 
Michigan. The secretary of aeronautics would be a member 
of the President’s cabinet. The powers, duties and authority 
conferred by the air commerce act of 1926 would be transferred 
from the Department of Commerce to the new cabinet officer 
and a director of aeronautics. Similar legislation was proposed 
at the last session of Congress. 


In House resolution 82, Mr. McLeod also proposes that there 
shall be elected by the House a standing committee on acer 
nautics, to consist of seventeen members, and that all propose 
legislation relating to civil or military aircraft and aerial nav’ 
gation shall be referred to said committee. 

In H. R. 6609, Mr. McLeod proposes that Congress shall 
create a revolving fund of $100,000,000 from which loans woul 
be made to airplane manufacturers and promoters of alr lines. 
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CENTRAL WESTERN BOARD 


The eighteenth regular meeting of the Central Western 
shippers’ Advisory Board at Cheyenne, Wyo., December 10, 
closed with a banquet at the Hotel Plains, with an attendance 
of two hundred. Carl Gray, president of the Union Pacific, 
spoke on the reciprocal value of efficient railroad service to 
shippers and carriers. Other speakers included Governor Em- 
erson and former Governor Carey, of Wyoming, J. E. Curtiss, 
¢, N. Wright and J. W. Shorthill, of Nebraska. 

Reports of the commodity committees indicated that ship- 

ments of the following commodities would show increases the 
grst quarter of next year, as compared with shipments in the 
same period of this year: Grain, 4 per cent; mill products, 2 
per cent; hay, 1 per cent; beans, 13 per cent; potatoes, 22 per 
cent; dairy products, 5 per cent; ore, 7 per cent; sand and 
sravel, 8 per cent; sugar, 3 per cent; cement, 18 per cent. 
" §hipments of live stock are expected to show a decrease 
of 3 per cent, and coal shipments are expetced to fall 2 per 
cent under the volume of shipments the first quarter of this 
year. 
“The movement of all commodities is expected to be 1.5 per 
cent greater than a year ago. The aggregate number of cars 
io be required by the commodities concerning which reports 
were received is 490,796. 

At the meeting of the board, J. R. Howard, organization 
director, Federal Farm Board, spoke on the policy of the board 
toward agriculture. More than 350 attended the meeting. 


ALLEGHENY ADVISORY BOARD 


According to reports presented at a meeting of the Alle- 
gheny Regional Advisory Board, in Pittsburgh, December 12, 
railroads will be required to furnish 1,038,303 freight cars to 
patrons in western Pennsylvania, eastern Ohio, northern West 
Virginia and the panhandle of Maryland for the transportation 
of outbound shipments in the first quarter of 1930. 

This represents an increase of 43,137 cars—4.3 per cent— 
over the number actually used in the months of January, Feb- 
mary and March, 1929. The estimated increase is principally 
due to a greater volume of coal and coke expected to be moved, 
coal operators predicting an increase of 6.8 per cent. 

Petroleum and products producers estimated an increase of 
36 per cent, and a 6.2 per cent increase is expected by the 
manufacturers of machinery and boilers. 

Cement producers placed their estimate at 8 per cent in- 
crease, as the most recent information clearly reflects the gen- 
eral efforts of the federal, state and other municipalities looking 
towards increased building construction. Plans for all kinds 
of municipal improvements are now being made, it is said. 
Brick and clay products will show an increase of 3.5 per cent, 
according to reports, and lime manufacturers estimated an in- 
crease of 1.5 per cent. 

Other classes of industry expecting increases are: Agricul- 
tural implements and farm vehicles, 2.5 per cent; paper products, 
46 per cent; aluminum and products, 9.6 per cent; canned goods, 
6 per cent; castings, 5.3 per cent; clay, 5 per cent; earthenware 
and pottery, 5 per cent; electrical goods, 2.3 per cent; flour, 
meal and other mill products, 5 per cent; class containers of all 
kinds, 5 per cent; sand and gravel, 16.2 per cent; hollow build- 
ing tile, 1 per cent; leather and products, 9 per cent; machin- 
ry and boilers, 6.2 per cent; paper and products, 4.6 per cent; 
rubber and products, 10.8 per cent; sewer pipe, 1 per cent; slag, 
9 per cent; stone and products, 1 per cent, and miscellaneous, 
19 per cent. 

Giving due consideration to the railroad program for capital 
expenditures, as announced by the Association of Railway Exec- 
utives, the general building program, federal, state and local 
government improvement programs, and the automobile out- 
look, it was estimated that the iron and steel business will be 
2 @ parity with the first quarter of 1929. 

Producers of lumber and forest products expect a slight 
decrease in shipments, and other commodities expected to show 
Prospective decreased movements were glass and glass prod- 
ucts, 11 per cent, and glass sand, 13.4 per cent. 

Officers of railroads serving the district reported 15,499 
heW cars on order, an increase of 12,731 over a year ago. In the 
period August 15 to November 15, 7,038 new freight cars were 
Dlaced in service, an increase of 5,538 over the corresponding 
Deriod of 1928. 

, The banking committee reported that, as of November 15, 
compared with same date of 1928, there had been a slight in- 
= in clearings, a slight decrease in deposits, and a rather 
wstantial decrease in savings. 

Liquidations on the whole throughout the district in the last 
ie ceaneaths have been satisfactory. In a few instances hank 
sit Sits have declined some in past sixty days—a not unusual 
“uation at this season of the year. 
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The general condition of business throughout the district 
was reported as fair to good. The chamber of commerce report 
for the district as a whole showed the average per cent of 
operation of manufacturing plants to be approximately 78 per 
cent of capacity with the prospective trend of production tend- 
ing toward an increase; condition of retail business, fair; build- 
ing permits, compared with last year, 12 per cent decrease; 
sale of automobiles, fair; postoffice receipts, compared with last 
year, 2.4 per cent decrease; labor employment about same as 
last year, which was satisfactory; business outlook as good. 

Recommendation was made to the transportation division of 
the American Railway Association that consideration be given 
to revision of rules to provide for more frequent light-weighing 
of steel hopper cars. 

R. B. Stumpf, traffic manager, Waverly Oil Works Com- 
pany, Pittsburgh, Pa., was appointed to membership on the 
petroleum and products committee; A. J. Burns, purchasing 
agent, Bonnot Company, Canton, Ohio, was elected to member- 
ship on the iron and steel committee, and H. Burns Smith, 
president First National Bank, New Kensington, Pa., was ap- 
pointed to membership on the banking committee. 

Those in attendance at the meeting were guests of the H. J. 
Heinz Company at luncheon and a tour of inspection of the 
plant. 


SOUTHEAST ADVISORY BOARD 


Vagaries of the stock market had only slight depressing 
effect on economic conditions in the southeast, according to 
reports presented by representatives of 23 basic industries to 
the twenty-eighth regular meeting of the Southeast Shippers’ 
Advisory Board at New Orleans, December 6. With few excep- 
tions, all of these industries anticipate a volume of business in 
the first quarter of 1930 exceeding that of the same period this 
year. 

A similar forecast made by these industries at the close 
of last year covering prospective shipments in the first six 
months of 1929 was within nine-tenths of one per cent of the 
subsequent actual movement. 

Orders for lumber and forest products continue in volume 
some 15 per cent off from 1928, with current indications pointing 
to a pick-up in the first quarter of next year of about 10 per cent. 

An expected decrease of 15 per cent in crushed stone, sand, 
gravel and slag shipments is attributable to the completion of 
extensive road building programs in some of the southeastern 
states. 

Markets for manufactured iron, steel and pig iron are re- 
ported satisfactory, with an unusual seasonal depression in cast- 
iron pipe production and demand accounting for an anticipated 
decrease in the total movement of these commodities. 


Movement of cotton is expected to be 10 per cent less, and 
cottonseed and products 5 per cent greater, due to more rapid 
handling, harvesting and crushing of this year’s larger crop. 
Movement of cotton in the first quarter is principally from ware- 
houses to mills, and the textile industry reports slight increases 
over last year in both number of active spindles in operation 
and number of bales of cotton consumed. 


Shipments of citrus fruits from Florida will be 12 per cent 
heavier, as present quarantine regulations provide for all ship- 
ments to be made prior to March 31, 1930. Lifting of embargo 
to eighteen southern and western states created heavy demand 
for Thanksgiving and Christmas trade in those states, greatly 
relieving the growers’ distribution problem. 


The commercial apple crop will be smaller by 8 per cent 
and production of Irish potatoes 30 per cent less. A decrease 
of about 15 per cent is expected in the aggregate movement of 
other fresh vegetables, attributable to smaller yields occasioned 
by weather damage. 

Although estimates indicate an increase in production, the 
movement of grain as well as grain products will be on the 
same level as this year, as there are no material changes in 
inventories, and the increased production will generally be ab- 
sorbed locally. 

With a possible increase of about 5 per cent anticipated by 
the brick, clay and clay products industry, and a 20 per cent 
heavier movement of cement expected, the prospective construc- 
tion material outlook is satisfactory. 

The furniture industry reports a slight slacking up in the 
past thirty days, but from recent inquiries, a volume of business 
equaling the first quarter of 1929 is estimated. 

General demand for fertilizer and materials is expected to 
result in a slightly heavier movement, while farm machinery 
purchases indicate a movement exceeding the first three months 
of 1929 by about 10 per cent. 

The naval stores industry, with normal production, looks 
for an increase of about 15 per cent. Seasonable, but abnormal, 


markets, is the basis for a prediction of 4 per cent heavier move- 
ment of petroleum and products. 
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With sub-normal inventories carried by industries, railroads 
and retail yards, the demand for coal and coke is becoming 
heavier and shipments are expected to be 3 per cent greater 
than in the first three months of this year. 

Conditions within the sugar, syrup and molasses industry 
are generally normal, with some uncertainty as to the imports 
of sugar, confining prediction of anticipated business to the 
same level as that of this year. i 

The aggregate volume of business in all other industries 
is expected to be 5 per cent greater than 1929. 

Retail and wholesale trade sales have shown a recent tend- 
ency to exceed the 1928 levels, while debits to individual ac- 
counts, reflecting the volume of business transactions, were 
reported in excess of 1928. 

The decline in building activities is confidently expected to 
be checked with the first quarter of 1930, witnessing a general 
improvement throughout the entire southeast. F 

Thomas J. Burke, commissioner, Charleston Traffic Bureau, 
Charleston, S. C., was elected general chairman of the board. 
E. Del Wood, traffic manager, Chattanooga Manufacturers’ Asso- 
ciation, Chattanooga, Tenn., vice-chairman, and A. J. Young, 
assistant traffic manager, International Agricultural Corporation, 
Atlanta, Ga., general secretary. 

S. L. Yerkes, vice-president, Grider Coal Sales Agency, 
Birmingham, Ala., the retiring general chairman, was elected 
chairman of the coal and coke committee. 


PACIFIC COAST BOARD 


Demands for increased car supply in the first quarter of 
1930, combined with the statement that the outlook for business 
is good, were included in the commodity reports presented at 
the fifth annual meeting of the Pacific Coast Transportation 
Advisory Board at San Francisco, December 6. 

Supplementing these reports, Paul Shoup, president of the 
Southern Pacific, and M. J. Gormley, recently promoted to the 
position of executive vice-president, American Railway Associ- 
ation, both stated that the railroads were showing their abso- 
lute confidence in 1930 business by increased expenditures for 
the coming year. 

All officers of the board were re-elected: Charles E. Vir- 
den, general chairman; C. C. Hine, vice-general chairman; Nor- 
man H. Sloane, general secretary. 

“The magnitude of the railways’ part in the prosperity of 
the nation is best indicated by the fact that they purchased 25 
per cent of the total output of bituminous coal; 18 per cent of 
the fuel oil; 20 per cent of the timber cut, and 16 per cent of 
the iron and steel products,” said Mr. Gormley. 

“We therefore feel that the best possible barometer of the 
railroads’ confidence in future business stability is indicated by 
their enormous program of improvements for 1930.” 

Following is a summary of the commodity committee 
reports: 

Automotive industry: Estimated that, for the first quarter 
of 1930, 6,500 wide-door box cars will be required. This is an 
increase of approximately 3.9 per cent over the same period of 
1929. General outlook, excellent. 

Beans and seeds: Nine hundred fifty cars estimated as 
being required for the quarter ending March 31, an increase of 
approximately .2 per cent as compared with actual loadings in 
the same period of 1929. General outlook, fair. 

Brick and clay products: Three thousand seven hundred cars 
estimated as being required in the quarter commencing Janu- 
ary 1, which is 98 more than the actual loading in the same 
period of 1929. The present outlook, fair. 

Canned foods: Decrease of 1.1 per cent in the carloadings 
expected. Total movement expected to approximate 9,300 cars. 
Outlook for this industry is good. 

Cement: For the first quarter, it is estimated that 13,000 
cars will be required, this being a decrease of 8.8 per cent com- 
pared with actual loadings in the first quarter of 1929. 

Chemicals and explosives: According to present estimates, 
will require 2,355 cars for chemicals and 380 for explosives, or 
a total of 2,735 cars. This is 36 cars more than the actual load- 
ing in the same quarter of 1929. General outlook, good. 

Coal and coke: Car requirements will be approximately 
7,940. This is a decrease of approximately 1.7 per cent, com- 
pared with the actual loadings for the same period of 1929. 
Outlook, fair. 

Cotton and cotton seed products: Increase of approximately 
1.6 per cent over actual loadings of the first quarter of 1929 
expected; 4,375 cars will be required. This increase due to 
larger crop. Outlook good. 

Grain, flour and mill products: The 12,230 cars which it is 
estimated will be required in the first quarter of 1930 is about 
the same as the actual loading in the same period of 1929. 
Outlook good. 

Gravel, rock and sand: Approximately 38,300 cars will be 
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required, this being an increase of 4.6 per cent over the Jog 
ings for the corresponding period of 1929. 

Hay: Approximately 5,275 cars will be required, Tepresen;. 
ing a decrease of 3.8 per cent, compared with the actual loading 
in the same period of last year. Outlook fair. 

Iron and steel: Increased demand will have a tendency j, 
increase carloadings, which will approximate 5,390 cars, or 11; 
per cent over the first quarter of 1929. General outlook Z00d 

Mining industry: Estimated that 37,500 cars will be te 
quired in the first quarter of 1930. This is a decrease of 93 
per cent, compared with actual loadings in the same Deriod jp 
1929. General outlook fair. 

Packing house products: Eight hundred forty cars oj 
mated as being required in the first quarter of 1930, represen. 
ing an increase of .4 per cent over the same period of 19% 
General outlook good. 

Paper: One thousand nine hundred forty-five cars will be 
quired, an increase of .6 per cent over the actual loadings fo, 
the same period of 1929. Outlook good. 

Petroleum industry: Forty-four thousand cars will be p 
quired. Increased demand accounts for the 8.4 per cent jp 
crease over actual loadings for the first quarter of 1929, 

Poultry and dairy products: Anticipated needs amount tp 
780 cars, or 2.4 per cent increase. 

Raw wool: Due to a very dull market all year, that sijj 
continues, still moving wool rather slowly. If we had had, 
good year or even a good ordinary year, there would be » 
wool on hand here at this time to speak of. 

Sugar and sugar beet: An increase of 1.8 per cent is a 
ticipated in car requirements; approximately 4,980 cars Will bp 
needed. 


Vegetable and melon: The number of refrigerator car 
required for the quarter ending March 31 will be approximate; 
26,500. The slight increase over the actual movements in the 
same period of 1929 is due to increased production. 

Car supply and service was uniformly reported as su 
isfactory. 


TRANS-MO.-KANSAS BOARD 


A survey of business prospects conducted by representatives 
of the major lines of industry in Missouri, Kansas, Oklahoma, 
Arkansas and Illinois points to a slight decrease in traffic in 
the months of January, February and March, compared with 
the corresponding months of 1929, according to reports pr 
sented at the seventh annual meeting of the Trans-Missour 
Kansas Shippers’ Board, at Kansas City, December 12. 


Manufacturers and distributors of automobiles, agricultu 
implements, clay products, dairy products, poultry, grain prot 
ucts, castings and machinery, lime plaster and gypsum, petro 
leum and products, smelter products, salt, sand, stone ani 
gravel, and coke, anticipate an increase in business this nett 
quarter over a year ago, ranging from 1 to 48 per cent. Rep 
resentatives of the cement and coal industry expect busines 
to be on a par with that of a year ago. With favorable weather 
conditions, it is said, the traffic should show a slight increase 
over that of a year ago. Representatives of the grain industry, 
hay, straw and alfalfa, iron and steel articles, live stock, fret 
fruits and vegetables, eggs, lumber and forest products, patk 
ing-house products, potatoes, iron and zinc ores, and sugil, 
syrup and molasses expect a decrease in traffic ranging from # 
to 30 per cent. Based upon these surveys expressed in @ 
units, a decrease in business of approximately 3.3 per cent# 
anticipated. 

Railroad reports show their properties to be in the tes 
physical condition of any time in the history of the county 
with ample equipment and motive power of all kinds. All roads 
have extensive improvement programs for 1930, which whet 
completed will provide increased transportation facilities to the 
shipping public. Many of the railroads serving this immediate 
section have placed large orders for additional rolling std 
and motive power of the latest design which will be available 
for service in the heavy loading months of 1930. All railroi 
representatives were optimistic regarding conditions in the 0 
year and reported that they are in condition to meet all tral 
portation demands. 

The conference was attended by approximately 750 rept 
sentatives of industry amd the railroads. Clyde M. Reed, & 
ernor of Kansas, and general chairman, presided. 

C. W. Lonsdale, of Kansas City, gave an address on # 
“Relation of the Grain Industry to the Southwest.” S. T. — 
son discussed the “Transportation of Live Stock and How 
Affects the Producer.” 

Rules governing the distribution of grain cars in Kans 
were discussed and plans completed to revise the present J 
to better meet the needs of the grain trade and railroads befo 
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the next harvest. Changes in the rules were found necessary 
pecause of the use of the combine harvester thresher. 

A joint banquet was held with the Traffic Club of Kansas 
ity, at which Colonel Paul Henderson, executive vice-president, 
trans-Continental Air Transport, New York, spoke on the “Pres- 
ent Status of Air Transport in America;” Governor Reed spoke 
on “Consolidation of, Railroads;” J. F. Jarrell, agricultural com- 
missioner, Atchison, Topeka & Santa Fe, on the “Agricultural 
qutlook in the Central West,’ and M. J. Gormley, executive 
ricepresident, American Railway Association, on the “Business 
Qutlook of the Country as Viewed by the Railroads.” 


RATES AND VALUATION 


The Traffic World Washington Bureau 


Declaring that the country is confronted with the possi- 
bility of an ultimate increase in freight rates in the neighbor- 
hood of half a billion dollars annually and that if “this takes 
place, Congress alone will be responsible,’ Senator Howell, of 
Nebraska, has introduced Senate joint resolution 104 providing 
that the Commission’s method of determining the value of the 
st. Louis & O’Fallon railroad in the O’Fallon recapture case 
shall be the method used in valuing all railroad property for 
the purposes of rate making and recapture of excess earnings. 
The resolution follows: 


Resolved, etc., that for the purpose of rate making and recapture 
of earnings under the interstate commerce act, as amended, the valu- 
ation of the property of any common carrier subject to such act shall 
be determined in accordance with the principles and methods approved 
in the report and order of the majority of the Interstate Commerce 
Commission in Finance Docket No. 3908, excess income of St. Louis 
('Fallon Railway Co., and Finance Docket No. 4026, excess income of 
Manufacturers Railway Co., dated February 15, 1927. 


Referring to the O’Fallon decision of the Supreme Court 
of the United States in which the court held that the Commis- 
sion had not given weight to cost of reproduction in determin- 
ing the value of the O’Fallon for recapture purposes, Senator 
Howell said unless Congress intervened, “as there was no con- 
stitutional question involved,” the decision would ultimately 
result in an increase in the valuation of the railroads to the 
extent of a possible nine billion dollars, or some 43 per cent, 
‘from $21,000,000,000 to about $30,000,000,000.” Continuing, 
Senator Howell said: 


This, it is unnecessary to state, will mean an increase in freight 
rates ultimately, an increase that will have a profound effect upon the 
inland communities of the country and especially the great middle 
west, to say nothing of its effect upon the great majority of our people 
wherever they may live. Of course, this increase in freight rates will 
not take place immediately, but such a burden will be placed upon the 
shoulders of the people sooner or later, because the railroads will be 
ina position to compel the Interstate Commerce Commission to afford 
rates as high as the traffic will bear. 


This judgment of the Supreme Court resulted from a report and 
order by the Interstate Commerce Commission valuing the property 
of the O’Fallon Railway Co. for purposes of rate making and also for 
recapture; that is, to determine the amount of the excess earnings 
above 6 per cent, one-half of which is subject to recapture by the 
government. The O’Fallon Railway Co., dissatisfied with the weight 
given by the Interstate Commerce Commission to current costs of 
reproduction, and, therefore, a lower valuation than claimed, appealed 
to the United States district court, which, with three judges sitting, 
held with the Interstate Commerce Commission. 

It is evident from the above facts that the commercial, industrial 
and farming interests of the country are menaced with ultimate higher 
railroad rates, rates that may well be as high as the traffic will bear 
—and that these higher rates will not be due to the Supreme Court’s 
decision but to the provisions contained in the Esch-Cummins law 
respecting the valuation of railroad property. 

Therefore, Congress is responsible for the situation confronting 
the country, in as much as Congress enacted the Esch-Cummins law. 
However, as there was no constitutional question involved in this case, 
itis apparent that Congress can correct the situation by placing its 
stamp of approval upon the Interstate Commerce Commission’s inter- 
pretation of the valuation provisions of the transportation act of 1920 
connection with the O’Fallon case. 

‘ On the other hand, should Congress quiescently accept the statu- 

oo? interpretation indicated by the Supreme Court in this connection, 

ree ahs alone will be responsible and blamable for the burdens 

pe the ultimate increase in railroad rates will saddle upon the 

reget notwithstanding the fact that in recent years the railroads 
€ enjoyed the highest degree of prosperity in their history. 


Senator McMaster, of South Dakota, apparently understood 
— Howell to say that a 43 per cent increase in rates 
— result, and on that understanding declared the farmers 
ould not stand such an increase. Senator Howell’s statement 
vas that the valuation might be increased 43 per cent. 

If the higher valuations are to prevail,” said Senator 
Howell, “and the resulting freight rates follow, there is no 
aay but that we shall have nullified everything we have 
one so far as farm relief is concerned; but, understand me, it 
088 not necessarily follow that increased freight rates will be 
mmeédiately put into effect. For years to come, however, the 
‘ailtoads of the country will be in a position to compel the 


Interstate Commerce Commission to grant the highest freight 
fates the traffic will bear.” 
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Senator Gould, of Maine, expressed the thought that if 
valuations were increased, railroad taxes would be increased. 

“The suggestion of an increase in freight rates, I think, 
is pretty far-fetched,” said he. “The possibility which the rail- 
roads are now fearing is a decrease in rates, for in order to 
haul the grain from the west to the Atlantic coast seaports, 
they have got to meet the competition of the Canadian rail- 
roads, and, as I understand, they are about to reduce their 
freight rates anyway. So an increase in taxes and a reduction 
of freight rates are more probable contingencies. I think we 
need not become very much frightened about what the rail- 
roads are going to do under the ruling of the Supreme Court 
in the O’Fallon case.” 

Senator Howell replied that the transcontinental rates re- 
ferred to were only a part of the rate structure. He said an 
increase in valuation might result in some increase in taxes 
but not anything like the increase in rates that would be pos- 
sible if the valuation were increased 43 per cent. Senator 
Brookhart contended that taxes were a part of operating ex- 
penses and that when taxes were increased, rates would be in- 
creased. Senator Howell said there was no question about that. 

Senator Brookhart pointed out that the weight to be given 
reproduction costs was left to the discretion of the Commis- 
sion, but Senator Howell indicated that he felt the railroads 
would ask for the limit under the Supreme Court’s decision. 

“If they are not allowed it,” continued the Nebraskan, “then 
they may appeal to the court; and in the case of the Indian- 
apolis Water Works it will be remembered that the court held 
very largely for reproduction new at spot prices.” 

Question was raised by Senator Dill, of Washington, as to 
whether, by means of the proposed joint resolution, Congress 
could make the Commission’s O’Fallon decision the law of the 
land in railroad valuation cases. He said he was in full sym- 
pathy with Senator Howell’s position. In answer to Senator 
Dill, Senator Howell said: 


The Supreme Court held that the majority of the Interstate Com- 
merce Commission had not followed the direction and intent of Con- 
ess, and, therefore, that its order was void. Justice Brandeis, in the 
nitial sentence of his dissenting opinion, said that the fundamental 
question involved was one of statutory construction; and Mr. Justice 
Stone stated in his opinion that there was no constitution question 
involved. Therefore, it may be inferred that this is a matter which 
Congress can deal with, and if Congress will promptly deal with it 
we will be saved a possible increase in valuations and railroad rates. 


SUPREME COURT ACTION 


The Supreme Court of the United States will review a de- 
cision of the Circuit Court of Appeals for the fifth circuit up- 
holding issuance of an injunction by the federal court for the 
southern district of Texas forbidding the Texas & New Orleans 
Railway to influence employes with reference to selection of 
representatives to speak for them in dealing with the company. 

The highest court, December 9, granted a petition for a 
writ of certiorari in the case, No. 469, Texas & New Orleans 
Railway, petitioner, vs. Brotherhood of Railway and Steamship 
Clerks. The district court held that the third paragraph of 
section 2 of the railway labor act of May 20, 1926, relating to 
selection of representatives of employes, forbade the officers 
and agents of the Texas & New Orleans to recommend to its 
clerical employes membership in a local association of employes 
in preference to the clerks’ brotherhood. 

The Supreme Court, in No. 21, original, has held that Dis- 
trict Judge Bourquin, of Montana, sitting alone, was without 
authority to hear a motion to dissolve a temporary restraining 
order or a motion to dismiss the bill on its merits in the pro- 
ceeding in which the Northern Pacific and other carriers sought 
an injunction against enforcement of Montana intrastate rates 
on petroleum. Only a three-judge court could act, according 
to the ruling. The Supreme Court has ordered vacation of the 
decree of dismissal entered by Judge Bourquin and the assem- 
blying of a three-judge court. 


AIR MAIL IN NOVEMBER 


There were 623,161 pounds of mail transported by air for 
the month of November, 1929, as against 701,625 pounds for 
October, according to figures made public by Postmaster General 
Brown. This shows a decrease in last month’s poundage over 
October, 1929, of 78,464 pounds. 

However, there were but 25 business days in the month of 
November, while there were 27 business days in October. 

The daily average for November was 20,772, while for 
October there was a daily average of 22,633 pounds. 


SPECIFIC DELIVERY DATE FOR MAIL 
Representative Hill, of Washington, has introduced H. R. 
6858, a bill to provide for delivery of first and fourth class mail 
on a date specified by the sender. Fees would be charged for 
the extra service. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to hel im in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of wag map oa mew herein contemplated. If a 
more comprehensive answer to a question is desired than is thought preeee for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Application of Rule 5-B of Tariff Circular 
18A and Rule 55-C of Tariff Circular 20 


Florida.—Question: We would like to have your opinion, 
with rulings of the Commission covering similar cases, as to the 
legal charges to be applied on the following shipment: 

On July 14, 1928, we shipped from Thomaston, Ga., to Cin- 
cinnati, O., a carload of peaches, consisting of 387 bushel 
baskets, moving under standard refrigeration, routed via: C. of 
G.-L. & N. After arrival of the shipment at Cincinnati, or on 
July 17, it was diverted to Wichita, Kan., routed via B. & O.- 
C.R. I. & P. 

At the time this shipment moved there was published in 
supplement No. 31, page No. 11, to Central of Georgia Green 
Fruit Tariff No. 4, I. C. C. No. 2486, a basis for making through 
rates from Thomaston, Ga., to Wichita, Kan., which applied 
via Memphis, Cairo, or East St. Louis. The lowest rate was 
$1.444%, which was restricted to the Memphis gateway, and the 
Cairo combination figured $1.87 per cwt. 

At the time this shipment moved that was also published 
in Southwestern Lines’ Tariff 74-H, I. C. C. No. 1916, a rate on 
peaches in carload lots of 76c per cwt. from Helena, Ark., to 
Wichita. By using the rate of 631¢c per cwt. from Thomaston, 
Ga., to Helena, Ark., published in the above mentioned tariff 
or I. C. C. 2489, would give a through rate of $1.391% per cwt., 
and we would like to know if this rate could be legally applied 
to this movement. According to our understanding, where there 
is no through rate published, the legal rate is the lowest com- 
bination that can be made, and, in view of rule 5-B of Tariff 
Circular 18-A, which, as we understand it, does not make it 
necessary to adhere strictly to the route of actual movement 
or does not require that the shipment actually move through 
the basing point in checking the lowest combination in effect 
at time shipment moved, it would appear that the rate of $1.39% 
per cwt. would be the legal rate to be assessed on this ship- 
ment. 

Inasmuch as the lowest combination of $1.44% per cwt. is 
specifically restricted by the C. of G. tariff I. C. C. 2486, to ap- 
ply only via the Memphis gateway and as this shipment actually 
moved via Cincinnati and St. Louis, it would appear that it is 
entirely a question as to whether or not the actual route of 
movement must be adhered to in checking the lowest combina- 
tion. If this is necessary, it is evident that the lowest legal 
rate was the Cairo combination of $1.87 per cwt., but if rule 5-B 
of Tariff Circular 18-A authorizes a departure from the actual 
route of movement, it would seem that the legal charges would 
be the Helena combination of $1.391%4 per cwt. 

While answering this question please explain fully the legal 
charges to apply on this movement and, if your investigation 
shows that the Helena combination could not be applied, kindly 
explain under what circumstances it is permissible to use the 
privilege or authority set forth in rule 5-B of Tariff Circular 
18-A. In other words, under what conditions it is permissible 
to depart from the actual route of movement in checking the 
lowest combination. 

Answer: Inasmuch as the 80c proportional rate beyond 
Memphis is applicable only on shipments moving through that 
point, the only factors available under this tariff via the route 
the shipment moved, i. e., through St. Louis, are the proportional 
rates beyond that point and Cairo. 

As to the application of the Helena, Ark., combination, 
under the provisions of rule 5-B of Tariff Circular 18-A and rule 
55-C of Tariff Circular 20, we direct your attention to the de- 
cision of the Commission in National Refining Co. vs. C. C. C. 
& St. L. Ry. Co., 189 I. C. C. 307. Under the decision in this 
case the Helena, Ark., combination could not be applied on the 
shipment in question for the reason that the shipment was 
specifically routed through St. Louis over lines which formed 
a complete route via that point. Furthermore, none of the lines 


which reach Helena were named in the routing instructions. 
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Under the decisions of the Commission in Walsh Fire Cla 
Products Co. vs. A: B. & A. R. Co., 142 I. C. C. 486; Loose-wie, 
Biscuit Co. vs. Reading Co., 144 I. C. C.°195; Swift & Oo ¥s, 
A. T. & 8. F. Ry. Co., 147 I. C. C. 731, even though a junction, 
point is specified by the shipper in the routing instructions in 
the bill of lading, if the lines shown therein will permit of the 
shipment moving via a junction point with a connecting or branch 
line intermediate to the base point upon which the lowes 
combination makes, such combination may be applied. See, in 
this connection, our answer to “New York,” on page 1123 o 
the November 2, 1929, Traffic World, under the caption “Routing 
and Misrouting—Application of Rule 5-B of Tariff Circular When 
Junction Point Not Specified by Shipper.” 


Tariff Interpretation—Rate Applicable on Structural Stee; 


Washington.—Question: Structural steel, carloads, moves 
under N. P. C. F. B. Tariff 2-C, I. C. C. 215, Seattle, Wash., to 
Cheney, Wash. (intermediate to Spokane) in open cars, A ship- 
ment is received from one shipper billed merely as a carloaq 
of structural steel. The carrier assesses under item 2200-B of 
the above referred to tariff, a rate of 421%4c per 100 pounds. 

Another of our shippers forwarding us the same commodity. 
via the same route, in the same class of equipment, bills the 
shipment as steel bars and the carrier assesses the rate carried 
in item 2155 of the above named tariff. 

I am assuming that hollow tile, whether used in a building 
or a drain, will take the hollow tile rating. 

In our case the structural steel is not used in a bridge or 
building, but in the construction of a power agricultural imple 
ment. It appears to me that the carrier is arbitrarily assegging 
the higher rate when a shipment is not billed as structural 
steel, since the wording does not appear in item 2155. When 
the billing is structural steel, item 2200-B is used to arrive at 
freight charges on the shipment. ; 

We. would appreciate any information on the matter you 
can give us. 

Answer: In our opinion, the description “Iron and Steel 
Articles of, viz., concluded: Structural Iron and Steel, fabricated 
or unfabricated, consisting of: * * * Bars * * *,” carried in 
item 2200-B, Northern Pacific Coast Freight Bureau Tariff 2, 
I. C. C. No. 215, is not so limited as to be inapplicable toa 
shipment of steel bars used in the construction of power agri- 
cultural implements. See, in this connection, the Commission's 
decision in Denver Rock Drill Mfg. Co. vs. New York Central 
R. Co., 48 I. C. C. 509, in which case the Commission held that 
a similar commodity description was applicable on shipments 
consigned to a corporation manufacturing mining machinery. 


Tariff Interpretation—Scrap Iron 


Ohio.—Question: Will you kindly cite us to several det 
sions of the Interstate Commerce Commission where the matter 
of application of scrap iron rates applying on old boilers or old 
machinery not broken up into pieces was at issue. 

We have before us these references: 37 I. C. C. 398; i 
I. GC. C. 145; 58 L. C. C. 681, and 62 I. C. C. 129. We desire 
references other than the above. 

Answer: In addition to the cases which you cite, see the 
following cases, in which the Commission has considered the 
application of the scrap iron rate on articles which do not cor 
form to a tariff description of scrap iron, under which the article 
must be broken into pieces or into scraps before being shipped: 
Iowa Gate Co. vs. B. & O. R. Co., 104 I. C. C. 169; Schwartz 
vs. T. & N. O. R. Co., 61 I. C. C. 29, and Goldstein vs. Director 
General, 59 I. C. C. 373. 


Tariff Interpretation—Premiums in Packages 
lowa.—Question: Please give us your opinion on the fol- 
lowing: 

A carload of food products, containing premium in each 
package, was shipped from C to P—gross weight 40,425 pounds. 
The carrier assessed the commodity rate of 23%c on 49; 
pounds and on 4,042 pounds, or ten per cent of the gross W 
as L. C. L—first class rate of $1.221%. The carrier contends 
that item 3475 of Exceptions to Official Classification provides 
these charges. 

The actual weight of premium contained in each package 
is one ounce, or a total of 788 pounds in car. Carrier contends 
that in the second paragraph of item 3475 of the Exception 
that the commodity shipped shall be charged for at — 
weight, plus weight of package, at the rating applicable on suc 
commodity, and the advertising article or -articles shall _ 
charged for at actual weight, plus 20 per cent at the actua 
weight on such articles, as per established tariff, but in > 
case, however, shall the advertising article be charged for 4 
less than ten per cent of the gross weight of the package : 
which it is contained, but it does not say to charge ten per cen 
of the gross weight of the package in which it is conten 
and then on top of that charge again the actual weight of . 
grain product. In other words, they are charging twice on 
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‘The Pennsylvania makes 
another important decision 





“CLEAR!”’... This wayside signal might 
almost be taken for a symbol of the Pennsyl- 
vania freight service. For the Pennsylvania 
“Freight Limiteds’’—running on carefully 
calculated schedules—find the way to on time 
arrival consistently ‘‘clear’’ before them. 





—Now 3rd morning arrival, winter 
and summer alike, between Chicago, 
St. Louis and the Atlantic Seaboard 


HE Pennsylvania has long believed in the closer co- 
operation of the railroad with shippers, consignees, 
Industrial Traffic Managers. 


Speeding up of turnover, reduction of inventories, open- 
ing up of new selling territories—much of this modern 
strategy used by business today depends for its success 
upon reliable freight transportation. 

The Pennsylvania’s fleet-—‘‘The Limiteds of the Freight 
Service”—has been one of the staunchest supporters of 
this new business strategy. Hauling many classes of 
freight and serving 8 out of 10 of the largest cities in the 
country, these named freight trains have earned a real 
reputation for on time dependability: 

Now the Pennsylvania has taken another forward step. 
It has practically obliterated, as far as its freight service 
is concerned, the old difference between winter and summer. 
For now it has announced that its recently inaugurated 
service of 3rd morning arrival of all freight—in either direc- 
tion— between Chicago, St. Louis and the Atlantic Seaboard 
will be continued without change during the winter. 

This decision, cutting the usual time by one day and 
simplifying the problem of scheduling shipments, results 
in savings to merchants, shippers, consignees everywhere. 


Six on time leaders of the Pennsylvania’s famous 
fleet—‘‘The Limiteds of the Freight Service’’ 


THE PACKER THE ARROW 
Perishable Freight Perishable— Merchandise 


Chicago to Seaboard Cities Seaboard Cities to Detroit 
THE YANKEE 


THE GAS WAGON Perishable — Merchandise 
Merchandise New England and Seaboard - 
Detroit to Seaboard Cities Cities to Chicago 


THE COMET 

UNCLE SAM Perishable— Merchandise 
Perishable Freight Seaboard Cities to 

St. Louis to Seaboard Cities Indianapolis and St. Louis 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any. other railroad in America 
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weight that does not exist in the car. We contend that the 
proper application should be: Subtract ten per cent of the gross 
weight for premiums, which in this case would be 4,042 pounds 
from the gross weight of 40,425 pounds. Then assess the com- 
modity rate on 36,383 pounds and $1.211%4 on the 4,042 pounds; 
whereas, under the carrier’s contention, we are being forced to 
pay freight charges on a weight of 44,467 pounds, “when, in 
fact, there is only 40,425 pounds. 

Answer: In our opinion, you are not entitled to the appli- 
cation of charges arrived at in accordance with the basis you 
outline. 

Under the provisions of item 3475 of the Exceptions to the 
Official Classification, Agent B. T. Jones’ I. C. C. 2129, there are 
two alternative minimum charges for premiums which are 
shipped with food products; one is actual weight plus 20 per 
cent at the L. C. L. rate on the article, the other is ten per cent 
of the gross weight of the package in which the article is con- 
tained. 

In the instant case the actual weight plus 20 per cent would 
be 946 pounds, while ten per cent of the gross weight of the 
package in which the premium is contained would be ten per 
cent of the gross weight of the shipment, or 4,042 pounds. 

In our opinion, charges on the shipment in question should 
be assessed on a weight of 39,637 pounds at a rate of 23%c on 
the food product, which is the actual weight thereof after de- 
ducting the weight of the premiums, and on a weight of 4,042 
pounds at the less-than-carload rate of $1.221%4 on the premi- 
ums. This basis is in accordance With the provisions of item 
3475 of the Official Classification Exception Sheet. 


Routing and Misrouting—Shipment Reconsigned Without Sur- 
render of Bill of Lading 


Alabama.—Question: I have before me a case where a 
certain shipper reconsigned a car, but did not deliver to the 
carrier the original bill of lading, and the shipment was mis- 
routed, causing an overcharge. 

I believe the Commission has ruled in such cases the car- 
riers are not responsible in view of the fact that the tariff was 
not complied with requiring confirmation of the original bill of 
lading. 

Can you give me reference to such rulings of the Commis- 
sion? 

The original shipper signed the no-recourse clause of the 
bill of lading, but the consignee who reconsigned the shipment 
did not obtain an exchange bill of lading. In such cases is the 
consignee who reconsigned responsible for the undercharge? 

Answer: Paragraph (c) of the Reconsigning Rules, under 
the heading “Conditions” provides that on “straight” consign- 
ments the original bills of lading should be surrendered or other 
proof of ownership established. This provision is not manda- 
tory, in so far as the surrender of the bill of lading is concerned, 
as an alternative is provided for, i. e., proof of ownership may 
be otherwise established. 

The Commission has held that in reconsigning or reshipping, 
a carrier must forward a shipment from the reconsigning point 
via a route which will produce the lowest total charge from origin 
to destination when no routing is specified by the shipper be- 
yond the reconsigning point. Carolina Portland Cement Co. vs. 
Director-General, 57 I. C. C. 496; Burrell Collins Co. vs. C. B. & 
Q. R. Co., 38 I. C. C. 216, and Meeks Lumber Co. vs. A. & V. 
Ry. Co., 38 I. C. C. 679. 

Under the principle of these cases it seems apparent that 
where a carrier reconsigns a shipment without requiring the 
surrender of the bill of lading covering the movement to the 
point of reconsignment, it does so at the risk of being held 
responsible for misrouting in the event that it forwards the 
shipment from the point of reconsignment via a route other than 
that over which the cheapest rate from point of origin to des- 
tination applies. 

Were the provisions of the reconsigning tariff as to sur- 
render of the bill of lading mandatory, the rule would, we be- 
lieve, be otherwise. See Schreiner Lumber Co. vs. Director- 
General, 123 I. C. C. 551, relating to the provision of the re- 
consigning tariff which requires a request for diversion or 
reconsignment to be made or confirmed in writing. In this case 
the Commission said: 


The condition above quoted was a part of the rules and regula- 
tions governing diversion and reconsignment at points on the Western 
Maryland. Under the doctrine of Davis vs. Henderson, 266 U. S 
92, it could not be waived by acceptance of the reconsignment request 
by the agent at Hagerstown Junction. Complainant’s request was not 
made in accordance with the provision of the tariff, and therefore 
placeg no duty upon defendant to reconsign the shipment. It follows 
that the demurrage and storage charges which accrued at Harrisburg 
were applicable. 


Tariff Interpretation—Rule 10 of Classification 


Pennsylvania.—Question: In a commodity tariff applying 
on certain articles rated fifth class in Southern Classification, 
some of which take minimum weight of 26,000 pounds and others 


om, 
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30,000 pounds, is the following clause: “When in mixed cay 
loads the carload minimum weight shall be the highest Provides 
for any article in the mixture.” 

In this same tariff is a rule which authorizes the use of a 
classification rules “unless it is provided in connection yj 
the inidividual items that said classification provisions wi) ny 
govern.” 

It so happens that at various times carload shipments are 
made containing 23,000 to 26,000 pounds of articles taking mini. 
mum of 26,000 and from 200 to 500 pounds of articles tg 
minimum of 30,000 pounds. By using the less-than-carloaq rate 
on the latter and the carload rate and minimum on the othe 
the charges are lower. In view of the specific mixture jp the 
description is rule 10 inapplicable, or must the description item 
state specifically that rule 10 will not apply before it cannot be 
invoked? 

Answer: The last paragraph of the note following sectio, 
4 of rule 10 reads: “If a lower charge results under the q 
plication of rule 10 than under provision for a specific mixture 
rule 10 will apply.” 

In our opinion, unless there is a specific provision in the 
commodity tariff which makes inapplicable the above quoted 
provision of rule 10 of the classification, charges on shipments, 
such as you refer to, should be assessed on the basis provided jp 
section 4 of rule 10, which states that when the “aggregate 
charge upon the entire shipment is less on basis of carload rate 
and minimum carload weight for one or more of the articles 
and on basis of actual or authorized estimated weight at legs. 
than-carload rate or rates for the other article or articles, the 
shipment will be charged for accordingly. 


Perishables—Liability of Carrier for Injury Thereto 


Pennsylvania.—Question: We will appreciate receiving your 
comment on the folldwing question: 

Has the Commission ever made a decision as to the liability 
of carriers for a loss occasioned by freezing of lading while in 
transit, when bill of lading does not specify “shipper’s protective 
service,’ “owner’s risk of freezing,” etc.? - 

Answer: While, in general, it is the duty of a common 
carrier to provide and furnish all reasonable and necessary fa 
cilities for the prompt transportation of such goods as it holds 
itself out to the public as engaged in carrying, in such quanti 
ties as might reasonably and ordinarily be expected to be offered 
for carriage, and to exercise such care as is required to protect 
the goods from loss or damage during transportation, the de 
cisions of the courts with respect to the liability of a carrier 
for freezing of perishable goods received for transportation are 
not at all uniform. Certain decisions hold that the carrier is 
liable where goods are frozen owing to its negligence either 
in shipping at a season of the year when a freezing spell might 
reasonably be anticipated, or in not taking care of the shipment 
during freezing weather. Hewett vs. Chicago, etc., R. Co., 6% 
Iowa 611; Fox vs. Boston, etc., R. Co., 19 N. E. 222 (Mass); 
McGraw vs. Baltimore, etc., R. Co., 41 Amer. Rep. 696; Mich. 
Cent. R. R. Co. vs. Burrows, 33 Mich. 6; Milton vs. Denver, 
etc., R. Co., 29 Pac. 22 (Colo.); Pierce vs. Sou. Pac. R.'Co, 
47 Pac. 874 (Cal.); Hinton vs. Eastern R. Co., 75 N. W. 3% 
(Minn.); Nelson & Co. vs. C. & N. W. Ry. Co. (Neb.), 167 N. W. 
574; Young & Co. vs. G. R. & I. R. Co. (Minn.), 167 No. W. IL 

Other cases, however, hold that while freezing weather 
such as is likely to cause injury to freight, vegetables, fruit 
trees and like property, is not deemed an act of God, the cat 
rier will not be liable for loss from such causes unless by some 
fault or negligence on his part. See Schwartz vs. Erie R. Co. 
106 S. W. 1188 (Ky.); White vs. Minneapolis, etc., R. Co. 127 
N. W. 544 (Minn.); Calender-Vanderhoff Co. vs. Chicago, ett. 
R. Co., 109 N. W. 402; Vail vs. Pac. R. Co., 63 Mo. 230; Rezek 
vs. Sou. Pac. Co., 181 N. & S. 117. 

Another class of cases hold that a railroad by its contract 
to safely carry, does not insure perishable freight against the 
effect of temperature encountered by it during the period 0 
narily required by it for transportation unless the circumstances 
under which the contract of carriage is made are such as imply 
an undertaking to that extent on the part of the carrier, 7 
that there are tariff provisions which specifically authorize 81 
a contract of carriage. See Brenninson vs. Pa. R. Co., 110. : 
362 (Minn.); Pac. Fruit Produce Co. vs. Mo. Pac., 186 Pac. 8% 
(Wash.); Clements vs. D. & R. G. 219 S. W. 660; and W. # 
Blodget Co. vs. N. Y. C. R. Co., 159 N. E. 45. 

A comprehensive statement of the law relating to the ~ 
bility of carriers for injury to perishable goods, under one 
the more recent cases, is contained in the case last refe 
to above. In this case the court said: 


The first question is whether the defendant is liable at come 
law for the injury arising while the celery was in transit. A col 
mon carrier generally is practically an insurer of goods in its oe 
session. This rule, however, is subject to certain well-recost 
exceptions. A carrier is not liable for loss or damage arising oe 
an act of God, from the public enemy, nor for the destructio 
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The 
Stop-Ofrf 


method of warehousing and dis- 
tribution — this is the scientific 
means that is saving manufacturers 
and shippers thousands of dollars. 


Secretary Lamont—of the Fed- 
eral Department of Commerce— 
recently told of the manifold and 
difficult task of investigating costs 
of distribution. The Government 
investigation of costs showed negli- 
gence to the first principles of effi- 
cient and economical distribution 
of commodities. 


Secretary Lamont recom- 
mended diligent study of methods 
—abstract reasoning will not solve 
these problems. 


Stop-Off method is the answer 
to many questions of both distri- 
bution and warehousing. Investi- 
gate this method—operated only 
eleven miles from New York City 
—unlimited rail and water facili- 
ties—every terminal service. 


The largest industrial terminal 
on Staten Island Sound — New 
York City conveniences at New 
Jersey rentals. 


Detailed information sent upon 
request. 


BAYWAY 
TERMINAL 


BAYWAY, N. J. 


Offices: 25 Church St., New York City 
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FREIGHT via HOUSTON 


PORT HOUSTON offers splendid 
facilities for rapid handling of 
freight and cargoes. Nineteen > 
Railroads and some seventy 
Steamship lines converging at 
Houston afford substantial sav- 
ings in rail and water rates. 
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goods or injury due to their inherent nature, if the negligence of the 
carrier did not occasion or contribute to the injury. It has been held 
that where perishable goods such as fruit and vegetables are injured 
or destroyed in transit, the carrier is not liable if its own negligence 
did not cause the injury. It was said in Swetland vs. B. & A. R. R., 


102 Mass. 276, at page 283: 

“If the owner of goods, which are liable to be injured in freezing, 
chooses to send them at a season of the year when they are exposed 
to such a risk, he takes the risk himself.”’ 

A carrier, in the absence of an agreement to do so, is not bound 
to heat cars to protect perishable goods from freezing. McGovern vs. 
Ann Arbor R. R., 165 Wis. 525, 162 N. W. 668; McGraw vs. B. & O. 
R., R., 18 W. Va. 361; 41 Am. Rep. 696; Cassone vs. N. Y. N. H. & 
H, R. R., 100 Conn. 262, 123 A. 280; Ross vs. Maine Central R. R. 


112 Me. 63, 90 A. 711; Schwartz & Co. vs. Erie R. R., 128 Ky. 22, 
3 


106 S. W. 1188, 15 L. R. A. (U. S.) 801; Vail vs. Pacific R. R., 

Mo. 230; Standard Pickle Co. vs. Pere Marquette Ry., 222 Mich. 639, 
193 N. W. 300; White vs. M. & R. R. Ry., 111 Minn. 167, 126 N. W. 
533; Atlantic Fruit Co. vs. Pennsylvania R. R., 149 Md. 1, 130 A. 63; 
—_— & Pennington Co. vs. Davis, D. G., 112 Neb. 350, 199 N. W. 


The plaintiff was entitled under the tariff to heat the car if it chose 
to do so. As it did not avail itself of that privilege, it took the risk 
of injury to its goods by freezing, and for the reason stated cannot 
charge the defendant with liability. The decisions of both the federal 
and state courts are decidedly against the contention of the plaintiff. 


The matter of a carrier’s liability for injury to perishable 
goods is not one for the Commission to consider, unless result- 
ing from a violation of the interstate commerce act. In our 
opinion, carrier would not be liable for injury to perishable goods, 
regardless of the lack of a notation on the bill of lading, under 
the decisions of the courts which hold that its liability is gov- 
erned by its undertaking under published tariffs, for the reason 
that its liability is governed by the tariff and not a notation 
on the bill of lading. Likewise, if the tariffs hold out pro- 
tective service on the part of the carrier, such a notation would 
not' limit or nullify the liability of the carrier. 


Routing and Misrouting—State vs. Interstate Routes 


Georgia.—Question: Please advise your opinion or Inter- 
state Commerce Commission citation on the following and 
oblige. 

A shipment originates at A in the state of Georgia, and 
is shipped to point C, also in the state of Georgia, via X Ry. 
into another state to B junction and thence Y Ry. back into 
Georgia to point C, or an interstate shipment. The shipment 
could have been handled direct from A to C via two or more 
lines within the state of Georgia or strictly an intrastate move- 
ment. It is contended by some, even though shipment did move 
into another state, on the trip it continued to be an intrastate 
shipment, as this was the intent of the shipper when delivering 
goods to the carrier; however, it is contended by others, his 
intent had nothing to do with the matter and that shipment 
into another state and back into the origin state constitutes an 
“interstate shipment.” If the bill of lading was not routed and 
carriers could handle either interstate or intrastate, what would 
be the status of the matter, as to the state and federal authority 
on matters of this kind, assuming the intrastate rates were 
lower than the interstate rates, and vice versa? Also, the lia- 
bility in each instance in case a suit becomes necessary? 

Answer: Where a shipment moves between two points in 
the same state through a portion of another state the movement 
is. interstate traffic. See Louisiana and Pine Bluff Divisions, 40 
I. C. C. 470, on page 472 of which case the Commission said: 


A third question suggested on the rehearing is with respect to 
certain shipments from Huttig which moved in the course of the 
journey across the state line into antoher state in order to reach 
destinations in the state of Arkansas. Apparently it is contended 
that as such shipments had their origin and destination in that state 
they were not subject to the act to regulate commerce. It has long 
been the settled doctrine, however, that such movements come within 
the act. As to such shipments the interstate rates were applicable 
= reparation should be awarded on the basis of our former de- 
cision. 


It being the duty of the carrier to forward an unrouted 
shipment via the cheapest route between point of origin and 
destination, unless the route via which the cheapest rate applies 
is an unreasonable one (see McCaull-Dinsmore Co. vs. Great 
Northern Ry. Co., 47 I. C. C. 581), whether via an intrastate 
or interstate route, we do not believe it can be said that effect 
must be given to an assumed intention to forward such a ship- 
ment via an intrastate route. In the event that a shipment 
is ‘forwarded via an interstate route over which the rate is 
higher than via an available reasonable intrastate route, the 
Commission has jurisdiction to award damages to the basis of 
the; rate applicable via the intrastate route. See Tulsa Rig, 
Reel and Manufacturing Co. vs. A. T. & S. F. Ry. Co., 136 I. C. C. 
45, and Jacobson Bros. ys. Northern Pac. Ry. Co., 68 I. C. C. 201. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Louis L. Anderson, Sr., Chicago, Ill.; Harry C. 
Ames, Washington, D. C.; William M. Anderson, Harrisonville, 
Mo.; Joseph M. Bonuso, Washington, D. C.; Lewis Day Brown, 
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Pittsburgh, Pa.; Samuel Bryan, Madison, Wis.; Samuel 4. Cad 
Chicago, [ll.; Arthur W. Coats, Yuba City, Calif.- John y, 
Chambliss, Chattanooga, Tenn.; Paul D. Cook, Hamilton 0.: 
George W. Clapp, Greenville, S. C.; Aransas R. Cooper "Ping 
Bluff, Ark.; Arthur W. Dahlstrom, Muskegon, Mich.; John 5 
Droegemeyer, Indianapolis, Ind.; Douglas Damron, Dallas, Tex - 
Edwin O. Edgerton, San Francisco, Calif.; Carl J, Edelmann, 
Cincinnati, O.; Robert T. Etheridge, Norfolk, Va.; Arthur ¢ 
Froe, Welch, W. Va.; Howard G. Freas, San Francisco, Calif, 
Milton A. Gray, Kansas City, Mo.; Edward H. Hart, Washing. 
ton, D. C.; Asa Denson Hemperley, Texarkana, Tex.; Harvey 
W. Hazeltine, Minneapolis, Minn.; Z. P. Hawkins, Winona 
Miss.; Alfred L. Hendren, Norfolk, Va.; N. V. Hutchinson, 
Winona, Miss.; Albert W. Hendrickson, Minneapolis, Minn: 
Grant W. Harrington, Kansas City, Kan.; William E. Johnson, 
Minneapolis, Minn.; Vitus G. Jones, South Bend, Ind.; Robert 
B. Keenan, Tulsa, Okla.; Laurence A. Kienzle, Wilmington 
N. C.; Clifford W. Kohagen, Yakima, Wash.; Willard F. Knobe. 
loch, St. Louis, Mo.; John H. Ketner, Norfolk, Va.; Mendel 
A. Keith, Columbus, O.; Alexander J. Leber, St. Louis, Mo,: 
O. W. Lutz, Cudahy, Wis.; Arthur J. Laing, Hershey, Pa.; Edwin 
A. Lalk, Milwaukee, Wis.; Thomas S. Loughery, Minneapolis 
Minn.; Clarence M. Morrison, Wichita, Kan.; William Molinet, 
New York, N. Y.; Robert F. Mackrell, Buffalo, N. Y.; Theo. 
C. Maurer, Norfolk, Va.; Roland Obenchain, South Bend, Ind; 
Morris Patton, Kansas City, Mo.; Stephen A. Poyer, Chicago, 
fll.; John W. Reading, Memphis, Tenn.; Fred S. Ross, Detroit, 
Mich.; Harry T. Ratliff, Hamilton, O.; O. I. Romfo, Minneap. 
olis, Minn.; Curtis Nye Smith, Boston, Mass.; H. W. Schaffer, 
Chicago, Ill.;-F. A. Swenson, Fort Worth, Tex.; Will Foster 
Swats, Nashville, Tenn.; Floyd D. Spencer, Providence, R. |; 
James B. Sizer, Chattanooga, Tenn.; Brice Schneider, Jr., St. 
Louis, Mo.; John E. Tuggle, New York, N. Y.; Wm. F.Tschappat, 
Pittsburgh, Pa.; Raymond A. Walsh, Washington, D. C.; James 
O. Wiggs, Norfolk, Va.; George R. Ward, Norfolk, Va.; William 
B. Wolf, Washington, D. C.; Ward Wire, Denver, Colo.; James 
H. Wright, Greenville, S. C.; Albert R. White, Taunton, Mass.; 
Fred P. Zimmerman, East Alton, Ill.; Max Church, Port Angeles, 
Wash. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies reporting 
to the Commission aggregated $23,179,811 for September as com- 
pared with $21,212,736 in September, 1928, and $203,824,205 for 
the nine months ended with September as compared with $189, 
530,980 for the same period of 1928, according to compilations 
made from reports of 98 companies by the bureau of statistics of 
the Commission. The number of company stations at the end 
of September was 16,571,581, an increase of 986,519 as compared 
with September a year ago. 


REVENUE PASSENGER TRAFFIC 
Revenue passengers carried by Class I roads in the nine 
months ended with September totaled 586,204,000, as compared 
with 595,504,000 for the same period of 1928, according to com 
pilations made from carrier reports by the bureau of statistics 
of the Commission. Revenue declined from $689,373,806 in the 
1928 period to $669,672,347 in the 1929 period. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
November 23-36, inclusive, was 340,740, according to the car 
service division of the American Railway Association. No 
shortage was reported. The surplus was made up as follows: 

Box, 146,725; ventilated box, 495; auto and furniture, 33,978; total 
box, 181,198; flat, 9,117; gondola, 53,830; hopper, 60,996; total coal, 
114,826; coke, 287; S. D. stock, 21,353: D. D. stock, 2,887; refrigerator, 
9,805; tank, 353; miscellaneous, 914. 


Canadian roads reported a surplus of 21,950 box, 300 flat 
and 700 S. D. stock cars. 


CHANGE IN EMBARGO REGULATIONS 


As a “result of difficulties arising in connection with cases 
when carload shipments have been forwarded at less-carload 
rates in order to defeat embargoes,” a proposed change i 
paragraph 5 of the embargo regulations has been submitted to 
the membership of the American Railway Association, on recom 
mendation of the committee on car service of the transportation 
division. The amended rule, if approved, will take effect Jan- 
uary 30. The change has to do with the second sentence in 
the paragraph that, in its present form, states that “shipments 
subject to minimum rates under the governing classification 
must not be accepted at less-than-carload rates and forward 
in violation of embargoes against carload freight.” That 
changed to read: “Shipments subject to minimum carload rates 
under the governing classification must not be accepted at less 
than-carload rates and forwarded in face of embargoes 4 
carload freight.” 
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- Doings of the Traffic Clubs 





The monthly meeting of the Traffic Club of Sioux City was 
held at the West Hotel December 11. There was entertainment 
and business included consideration of a change in the meeting 
night. 





The annual meeting of tne Transportation Club of Evans- 
ville will be, held at the Vendome Hotel December 18. Officers 
will be elected. The ticket presented by the nominating com- 
mittee is headed by D. B. Hevron and W. M. Lutz, candidates 
for president. 





Walter Russell Heyman, the new 
president of the Oklahoma City Traffic 
Club, was born in Fort Wayne, Indiana, 
September 16, 1889. He attended both 
grade and high schools at that place 
and entered the business world as a 
traveling salesman in 1908. He contin- 
ued in that field, changing positions 
twice, until the fall of 1918, when he 
became connected with the Oklahoma 
Gas and Electric Company in a clerical 
capacity. In May, 1919, he became pur- 
chasing agent and traffic manager, the 
position he now holds. 





E. M. Haynes, general traffic manager, Mengel Company, 
was elected president of the Transportation Club of Louisville, 
succeeding L. F. McFarland, at the club’s annual banquet at 
the Brown Hotel December 10. The “Hi-test Ethyls” ticket won 
all the offices except one, which was taken by Maxwell Glenn, 
district traffic manager, Colgate and Company, who was elected 
to the board of directors on the “Paramount” ticket. Other 
officers elected are as follows: Vice-President, W. H. Robinson, 
general freight agent, Monon; secretary, S. A. Cash, traffic 
manager, B. F. Avery and Sons; treasurer, Lester P. Stiebling, 
Southern Railway; directors, Russell Houston, W. J. Kinney and 
J. H. Uptegrove. Cash prizes of $50 and $25 were awarded 
I. J. Songstad and Mr. Kinney, respectively, in a membership 
contest. W. T. Vandenburgh, retiring treasurer, received a 
desk set in token of appreciation of his record of 20 years in 
office. Walter R. Hensley made the presentation address. There 
was a program of entertainment and a buffet luncheon. 





R. F. Watt, general manager, Meridith Company, was elected 
president of the Transportation Club of Decatur, at the monthly 
meeting of the club at the Hotel Orlando December 11. Addi- 
tional officers, as follows, were elected: First vice-president, J. 
E. Dooley, traveling freight agent, Wabash; second vice-presi- 
dent, A. S. Lukey, assistant traffic manager, Staley Company; 
third vice-president, F. O. Goodwill, Decatur Malleable Iron 
Company; secretary, H. E. Bloomquist, traffic manager, Decatur 
Coffin Company; assistant secretary, V. R. March, Staley Com- 
pany; treasurer, Harry L. Kline, teller, Citizens’ National Bank; 
publicity director, F. A. Walker, traffic manager, Decatur Milling 
Company; directors, Z. C. Snell, retiring president (chairman), 
T. C. Burwell, M. M. Cooper, L. F. Root and W. O. Lewis. To 
Mr. Snell was presented a matched set of three golf clubs as 
a token of appreciation. Miss Beatrice Atlass was the principal 
speaker. She told of traveling through Russia in the last sum- 
mer, including experiences with Russian railroads. Henry Boltz, 
secretary of the Association of Commerce, will be the speaker 
at the January meeting. 





The Traffic Club of New York will hold a forum meeting in 
its club rooms in the Park Central Hotel December 17. C. W. 
Banta, vice-president of the Bank of America, will talk on bank- 
ing. Philip Croxton, vice-president of the club, will be in 
charge. Dinner will be served. 





The nominating committee of the Association of Railroad 
and Steamboat agents of Boston has presented the following 
ticket, to be voted on at the annual meeting January 6: Presi- 
dent, Charles A. Anderson, president, Empire Freight Company; 
vice-president, Thomas J. Glancy, district passenger agent, Rock 
Island; secretary-treasurer, W. M. Macomber, New England 
agent, Norfolk & Western; executive committee (two years), 
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C. Fred Palmer, New England passenger agent, Boston & Maine: 
Girard J. Smith, traveling freight agent, C. B. & Q.; Albert 7 
Ruby, general agent, transcontinental Freight Company; trygt,, 
of benefit fund, George O. Sheldon, retired general agent, Clyde. 
Mallory Lines. 





The next meeting of the Women’s Traffic Club of San Fray. 
cisco will be the annual Christmas party at the Women’s City 
Club December 19. 





About 200 attended the annual banquet of the Canto, 
Traffic Club at the Courtland Hotel December 3. V. R. Jacobs 
assistant manager of the aeronautical department, Goodyear 
Company, Akron, O., was the principal speaker. The following 
officers were elected: President, F. J. Bailey, assistant trafic 
manager, Central Alloy Steel Corporation; first Vice-president 
H. H. Herget, freight agent, W. & L. E.; second vice-president 
J. R. Ellis, traffic manager, Superior Steel Company; secretary, 
M. L. Underwood, traffic manager, Buckeye Cereal Company: 
treasurer, H. I. Richards, chief clerk of the division freight 
department, Pennsylvania; governors, L. D. Ellis, traffic map. 
ager, United Iron and Metal Company; O. L. Frederick, division 
freight agent, Pennsylvania; J. B. Mertes, trainmaster, W. & 
L. E.; N. D. Simpson, assistant traffic manager, Metropolitan 
Brick Company; I. R. Wagner, assistant traffic manager, Timken 
Roller Bearing Company. 





A joint banquet of the Traffic Club of Kansas City and the 
Trans-Missouri-Kansas Shippers’ Advisory Board was held a 
the Baltimore Hotel December 12. The Rev. Charles Tyner 
rector of the St. George Episcopal Church, gave the invocation, 
Speakers were as follows: Col. Paul Henderson, executive vice. 
president, Transcontinental Air Transport, “Present Status of 
Air Transport in America;” J. F. Jarrell, agricultural commis. 
sioner, A. T. & S. F., “Is the Agricultural Condition Due to 
Improve?” Clyde M. Reed, governor of Kansas, “Consolidation 
of the Railroads.” Hal S. Ray, director of personnel, Rock 
Island, was toastmaster. 





Candidates for office were to be nominated at a meeting 
of the New York Traffic Club at the Manufacturers’ Association 
Assembly room December 12. 





The annual election of the Motor City Traffic Club of De 
troit will be held at a dinner meeting at the Fort Shelby Hotel 
December 16. Entertainment will be provided. Candidates for 
president are W. R. Darling, Detroit and Cleveland Navigation 
rg B. W. Fiedler, Mobile & Ohio, and E. W. Martin, 

anta Fe. 





W. R. Martin, district freight 
agent, Pennsylvania Railroad, Dallas, 
Texas, recently elected president of 
the Traffic Club of Dallas, started as 
a stenographer in the offices of the 
American Refrigerator Transit Com- 
pany. His next position was with the 
Star Union Line as chief clerk in the 
Kansas City offices, in July, 1906. He 
was made city freight _ solicitor, 
December 20, 1908, and _ traveling 
freight solicitor April 1, 1909. In June, 
1917, he was transferred to the E. 
and A. division, Pennsylvania Lines, 
at Newcastle, Pa., working under 
the direction of the operating de 
partment. November 1, 1917, he 

inspector, freight claim preventiol, 





general 


made 
and May 1, 1919, was made chief inspector in charge of general 


was 


inspectors, freight claim prevention. April 1, 1921, he was 4) 
pointed district freight representative, Pennsylvania railroad 
System, Tulsa, Okla. In May, 1924, he went to Dallas, Texas, 
to take the position he now holds. 





The annual banquet for installation of officers of the Port- 
land Industrial Traffic Club will be given January 6. 





Joe Marshal, special representative of the freight claim 
division, A. R. A., was the speaker at the regular luncheon 0 
the Transportation Club of St. Paul at the Union Depot . 
room December 10. His subject was “Serving the Customer. 
About 40 representatives of the Northwest Claim Conferencé 
were guests. 





The Detroit Produce Traffic Club was recently organise! 
and the following officers elected: President, George Jerman 
traffic manager, Andrews Brothers; vice-president, Ed. ’ 
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traffic manager, Ben B. Schwartz, Inc.; secretary-treasurer, 
Harry Drury, perishable freight agent, Pennsylvania. The pur- 
pose of this club is stated to be to afford means whereby traffic 
managers of the various produce receivers in Detroit will be 
able to discuss traffic and other problems pertaining to the prod- 
uce business. 

At the regular meeting of the Women’s Traffic Club of Los 
Angeles at the Alexandria Hotel December 4, Miss Mabel Mac- 
Ferran, technical assistant to the operating engineer, Southern 
California Edison Company, gave a talk on “The Transportation 
of Power,’ accompanied by stereopticon pictures. Miss Beulah 
Wood, of the educitional committee, spoken on “Traffic Man- 
agement.” Miss Myrtle Cranch, of Whealton & Townsend, Inc., 
was elected second vice-president, to fill the vacancy caused by 
the resignation of Miss Thelma Benstein. The next meeting, 
December 18, will be the Christmas party. 





The next meeting of the Cooperative Traffic Association of 
New York will take place December 12. The annual smoker 
held at the 69th Regiment Armory was the most successful 
affair the association has had, with an attendance of 1,100. The 
membership now totals 250. 





Carl Giessow, general manager, New Orleans Joint Traffic 
Bureau, was elected president of the Traffic Club of New Orleans 
at a luncheon at the Roosevelt Hotel December 9. He succeeds 
W. H. DeFrance, superintendent of docks, who was made a 
director. The other candidates on the ticket presented by the 
nominating committee (see Traffic World, December 7, p. 1484) 
were elected. W. S. Bender, who was the principal speaker at 
the meeting, predicted a great period of growth for the city, 
following completion of the Lakes-to-the-Gulf waterway. 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, December 10. President James H. Todd 
made his official report on the year’s activities, and officers 
were to be elected. Ray Bruce was the principal speaker. The 
“Annual Christmas Jinks” will be given at the Commercial Club, 
San Francisco, December 20. 





The Grand Rapids Transportation Club will have its monthly 
meeting at the Rowe Hotel December 19. Leo E. Golden, traffic 
commissioner, and John R. Cassleman, industrial commissioner, 
Grand Rapids Association of Commerce, will be the speakers. 
The annual banquet will be given February 6. 





Personal Notes 





C. A. Cairns, passenger traffic manager, C. & N. W., has 
been elected chairman of the executive committee of the West- 
ern Passenger Association for the tenth successive year. 

Edwin Butler, former New England agent of the Seaboard 
Air Line, died at his home in Somerville, Mass., December 5. 

J. B. DeFriest, general agent, Union Pacific, at New York, 
will retire from active duty January 1, after more than 40 
years of service. A. J. Seitz has been appointed general agent, 
freight department, at New York, succeeding Mr. DeFriest. 
H. A. Lawrence has been appointed general agent, passenger 
department, at New York, succeeding Mr. DeFriest. 

F. T. Sturtevant has been appointed assistant general 
freight agent, B. & O., at Cleveland, succeeding C. F. Farmer, 
promoted. M. N. Freese has been appointed division freight 
agent at Youngstown, succeeding Mr. Sturtevant. J. A. Boyce, 
Jr., has been appointed division freight agent at Garrett, Ind., 
succeeding C. M. Groninger, promoted. 

J. R. Eggleston, special agent, C. & O., has been transferred 
from the Huntington division to the Hinton division, with head- 
quarters at Hinton, W. Va., succeeding W. E. Teubert. Mr. 
Teubert, special agent, has been transferred to the Chicago 
division, with headquarters at Peru, Ind., succeeding R. B. 
Payne. Mr. Payne, special agent, has been transferred to the 
Huntington division, with headquarters at Huntington, W. Va., 
succeeding Mr. Eggleston. 

Henry C. Keene, for fourteen years engaged in the law 
and examiner work of the Commission, died in Washington 
December 10 after an illness of several months. Mr. Keene 
was born in Mobile, Ala. He resigned from the Commission 
staff about five years ago to engage in law practice in Wash- 
ington. About two months ago his illness required him to give 
up work. Harry C. Ames resigned from the Commission’s ex- 
aminer staff on December 1 to help care for Mr. Keene’s prac- 
tice and to begin practice on his own account. 


The Traffic World 








Vol. XLIV, No, y 


John Duffy, for the last ten years assistant to the Dregi. 
dent, Lehigh Valley, has been made vice-president in charge of 
traffic. He has been associated with the Lehigh Valley t, 
more than fifteen years. He was originally affiliated with i, 
advertising department and subsequently was in charge of ad. 
vertising. He then became assistant secretary of the company 
and was assistant federal manager in the war. Since December 
1, 1919, he has served as assistant to the president. In the last 
five years he has devoted particular attention to the traffic re 
partment and recently has been in charge of solicitation an 
service in that department. Before entering railroad servic, 
he was engaged in newspaper work in Memphis, Chicago ani 
New York. 

J. W. Porter, who has been appointed traffic assistant t 
the general manager of the Board of Commissioners »{ the Port 
of New Orleans, has been in transportation work since 19g 
He was born in New Orleans October 23, 1889, was educated ip 
its primary schools and Jesuit’s College, and he received jis 
law degree from Loyola University, New Orleans. Hig firs 
railroad connection was with the Southern Weighing and }p. 
spection Bureau, as inspector and weighmaster. At the time 
of his recent appointment he was in the traffic department of 
the Gulf and Valley Cotton Oil Company, New Orleans, 

John R. Turney has been elected vice-president in charge 
of traffic and law of the St. Louis Southwestern Railway, with 
offices in St. Louis, Missouri, and Tyler, Texas. J. D. Watso 
has been appointed assistant to the president, with offices jp 
St. Louis, and will act as the personal representative of the 
president in Missouri, Arkansas and Louisiana. John F. Lehane 
has been elected vice-president of the St. Louis Southwesten 
Railway of Texas, with offices in the W. T. Waggoner Building 
Fort Worth, and will act as the personal representative of the 
president in Texas. Kirby M. Post, formerly superintendent of 
St. Louis Southwestern of Texas, has been appointed assistant 
to the president, with offices in St. Louis. Messrs. R. P. Har 
rington, W. F. Knobeloch, A. J. Lehmann, and W. F. Murny 
have been appointed traffic managers of the St. Louis South 
western Railway, with offices at St. Louis, Missouri, and Tyler, 
Texas. Except in so far as the traffic managers or any of 
them from time to time otherwise direct, matters relating to 
solicitation will receive the special attention of Mr. Harrington; 
matters relating to rates, the special attention of Mr. Knobe 
loch; matters relating to divisions, the special attention of Mr. 
Lehmann, and relations with public, civic and commercial or 
ganizations, the special attention of Mr. Murray, it is stated. 

The titles of the following representatives of the D. L. é 
W. have been changed from commercial agent to general agent: 
James A. Leary, at Boston; J. C. Dawson, at Philadelphia; 
W. J. Gemeiner, at Pittsburgh; M. J. Naughton, at Cleveland; 
O. H. Warmbold, at Detroit; A. L. Bahler, at St. Louis; Charles 
E. Hall, at Seattle, and Walter R. Kneiss, at San Francisco. 
The titles of Lee H. Savage, representative at Portland, Ore, 
and Harry C. Allen, representative at Los Angeles, have been 
changed to commercial agent. 

Edward S. Evans, president of the Detroit Aircraft Com 
pany, was the principal speaker at a dinner of the National 
Glider Association at New York, December 5. He told of the 
purchase of Gliders Incorporated, which has its plant at Orion, 
Mich., by his company, “to meet the requirements of a million 
glider pilots by 1935.” The plant of Gliders Incorporated wil 
be moved to Detroit, he said. 

E. A. Nusbaum has been appointed traveling freight agetl 
Chicago, Springfield and St. Louis Railway, with headquarters 
at Springfield, III. 


LEWIS TO SPEAK IN CHICAGO 


Chairman Lewis, of the Interstate Commerce Commissi0l, 
will address the Chicago Association of Commerce at its Wedat* 
day meeting, Dec. 18, on “The Functions of the Commissiol. 
In addition to the invitation to the entire membership, tlt 
association is inviting the Traffic Club of Chicago, the Indus 
trial Traffic Division of the Association of Commerce, and othe! 
groups to be present. 


MORROW REAPPOINTED TO BOARD 
President Hoover has renominated Edwin P. Morrow, @ 
Kentucky, as a member of the Board of Mediation for 4 t¢™ 
expiring five years after January 1, 1930. 


HOURS OF SERVICE 

Instances in which railroad employes remain on duty for 
more than sixteen consecutive hours are becoming fewer 
year. In 1929, according to a statistical analysis of cartiet 
monthly hours of service report, compiled by the Commission’ 
bureau of safety, there were only 7,705 instances of that gor 
The number compares with 8,082 in 1928, 12,737 in 1927, un 
in 1926, and 18,412 in 1925, fiscal years ended June 30 of ea 
year, being covered by the figures. 
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. 22931. 
Cc. R. I. & P. et al. 





Digest of New Complaints 


22533. Sub. No. 1. Rockport Pearl Button Co., Rockport, Ind., vs. 
Southern et al. 

Unreasonable rates, mussel and clam shell, Brookport, IIl., to 
Rockport, Ind. Asks rates for future and reparation. 

22752. Sub. No. 2. The Cudahy Packing Co., Chicago, Ill, vs. 
Santa Fe et al. 

Rates in violation sections 1 and 4 of act, inedible tallow, in- 
edible grease and soap stock, cotton seed foots and sediments, 
South Omaha, Neb., Sioux City, Ia., St. Paul, Minn., Kansas City, 
Kan., and Wichita, Kan., to points in Illinois, Iowa, Wisconsin, 
Indiana, Ohio, Massachusetts, New Jersey and New York. Asks 
rates for future and reparation. 

22906. Sub. No. 1. Mid-Continent Petroleum Corporation, Tulsa, 
Okla., vs. S. A. L. et al. 

Unreasonable rates and charges, fullers earth, Attapulgus, Ga., 
to Tulsa, Okla. Asks rates for future and reparation. 

22929. A. Moyer & Co., Fort Wayne, Ind., vs. C. M. & St. P. et al. 

Unreasonable rates, green salted hides, Minneapolis, Minn., to 
Ft. Wayne, Ind. Asks refund. 


22930. Maywood Equity Exchange, Inc., Maywood, Neb., vs. 
Santa Fe et al. 
Unreasonable rates and charges, coal, points in New Mexico, 


Colorado and Utah to points in Nebraska. Asks rates for future 

and reparation. 

Kansas City Paper House et al., Kansas City, Mo., vs. 
Rates and charges in violation section 1 of act, wire garment 

hangers, Chicago and Rock Island, Ill., to Oklahoma City, Okla. 


Ask rates for future and reparation. 


. 22932. J. M. Card Lumber Co., Chattanooga, Tenn., vs. N. C. & 


_ 

Unreasonable rates and charges, lumber, Tracy City and other 
Tennessee points to Chattanooga, Tenn. Asks rates for future 
and reparation. 


. 22933. United States Envelope Co., Springfield, Mass., vs. B. & M. 


et al. 

Unreasonable rates and charges, paper drinking cups, folded 
fiat, in three classification territories. Asks reparation. 

22934. North Pacific Millers’ Association et al., Seattle, Wash., 
vs. C. M. St. P. & P. et al. 

Alleges that application of S. J. Henry’s Local Freight Tariff 
No. 28-P, I. C. C. No. 269, as contended for by defendants would 
result in violation of section 1, 2, 3 and 6 of act, in connection 
with the transportation and delivery of grain or its products. 
Ask rules providing for free time for unloading of grain at Seattle 
and Tacoma, etc., and waiver of charges. 

22935. North Packing & Provision Co. et al., East Cambridge, 
Mass., vs. C. B. & Q. et al. 

Unreasonable rates, live hogs, Burlington, Clinton and Musca- 
tine, Ia., and Keithsburg, and Savanna, Ill., to East Cambridge, 
Worcester, and Brightwood, Mass., New Haven, Conn., Newark, 
Harrison and Jersey City, N. J., Baltimore, Md., and Harrisburg, 
Pa. Ask reparation. 
or Lehigh Portland Cement Co., Allentown, Pa., vs. B. & O. 
et al. 

Rates and charges in violation, sections 1 and 6 of act, cement, 
— Ind., to Brooksville, Ky. Asks rates for future and rep- 
aration. 

22937. E. I. Du Pont De Nemours & Co., Wilmington, Del., vs. 
Pennsylvania et al. 

Rates in violation sections 1, 2, 3 and 4 of act, nitrating acid, 
in tank cars, Gibbstown, and Thompson’s Point, N. J., to Mineral 
Springs, Ala., as compared with rates on sulphuric acid, and mixed 
or nitrating acid. Asks rates for future and reparation. 


. 22938. E. I. Du Pont De Nemours & Co., Wilmington, Del., vs. 


Pennsylvania et al. 

Rates in violation sections 1, 4 and 6 of act, ammoniacal liquor 
(neutralized), in tank cars, Gibbstown, N. J., and/or Thompson’s 
Point, N. J., to Mineral Springs, Ala. Asks rates for future and 
reparation. 

22939. Swift & Co., Chicago, Ill., vs. C. & N. W. et al. 

Assails rates on dressed poultry, butter and eggs, points of 
origin in the Dakotas, Minnesota, and Nebraska to Chicago, IIl., 
and to destinations in official classification territory east of the 
Illinois-Indiana state line, as unjust and unreasonable and unduly 
prejudicial to Chicago and to traffic of complainant destined to 
that point. Asks rates for future®* and reparation. 
service is to be rendered and in the public interest. 


22940. Sayles Finishing Plants, Inc., et al., Saylesville, R. I., vs. 
A. & R. et al. z 

Rates in violation first three sections of act, cotton fabrics, 
points in the Carolinas and Georgia to Biltmore, N. C., and from 
Biltmore to destinations throughout United States; also assail 
transit rules and regulations. Ask rates, transit rules and regula- 
tions for future and reparation. 
22577. Sub. No. 2. Lehigh Portland Cement Co., Allentown, Pa., 
vs. A. G. S. et al. 

Unreasonable rates and charges, cement, Birmingham, Ala., to 
destinations in Louisiana. Asks reparation. 
22663. Sub. No. 1. L. P. Lupher et al., Minatare, Neb., vs. C. B. 


& Q. et al. 

Unreasonable rates and charges, salt, Burmester, Salt Lake 
City, Saltair Junction, Utah, and other points to Minatare and 
Scotts Bluff, Neb. Ask rates for future and reparation. 

22807. Sub. N. 1. Arkansas Fertilizer Co., North Little Rock, 
Ask., Ve. %. B. E & P..0t a 

Unreasonable rates and charges, phosphate rock, producing 
points in Tennessee to North Little Rock, Ark. Asks rates for 


future and reparation. 
22941. Sugar Creek Creamery Co., Danville, Ill., vs. B. & A. et al. 
Rates in violation sections 1 and 3 of act, sweet cream, Marsh- 
field, Mo., to Boston and Springfield, Mass., Binghamton and 
Poughkeepsie, N. Y., and various other destinations in central, 
eastern trunk line, and New England freight association terri- 
tories. Chicago, Ill., and points on Michigan Central, preferred. 
Asks rates for future and reparation. 
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No. 22941. Sub. No. 1. 
B. & A. et al. 
Same complaint and prayer. 
No, 22942. Sunderland Brothers Co., Omaha, Neb., vs. C. & 0, e 
Charges in violation sections 1, 4 and 6, coal, Big Shoa] Ry al, 
Thurston, Neb. Asks reparation. » BY. bo 
No. 22943. Oehler Building Material & Fuel Co., St. Louis, Yo 
L. & N. et al. ae 
Rates in violation sections 1 and 6 of act, common brick 
common building blocks, McLeansboro, Ill., to St. Louis Me 
Asks rates for future and reparation. — 
No, 22944. Phillips & Co., Inc., Norfolk, Va., vs. A. C. L. 
Unreasonable rates and charges, potatoes, Stilley, N. ¢ t 
Jacksonville, Fla. Asks reparation. oo 
No. 22945. Batesville White Lime Co. et al., 
& E. I. et al. 
Unreasonable rates, coal, points in Kentucky and Illinois ¢ 
Batesville, Limedale Spur and Calico Rock, Ark. Ask rates = 
future and reparation. sea 


CLASSIFICATION DOCKET 


With the Traffic Bulletin this week is mailed to subseribers 
Docket No. 40, of the Consolidated Classification Committee, fo; 
hearings of the Official, Southern and Western Classification 
committees at Atlanta, January 8, New York, January 14, and 
Chicago, Jaunary 21. 


Marshall Milk & Cream Co., Danville, Ill, vs 


» V8. 


Batesville, Ark., ys. 


COOPERATION BETWEEN U. S. AND CANADA 


Representative McLeod, of Michigan, has revived a pro 
posal made by him in a preceding session of Congress with 
reference to cooperation between the Interstate Commerce 
Commission and the Board of Railway Commissioners for (Cap. 
ada. In H. R. 6610 he would amend section 13 of the interstate 
commerce act to provide for cooperation between the two 
tribunals in respect of rates, charges, and practices affecting 
transportation between points in the United States and points in 
Canada. Under the provisions of the bill, joint hearings could 
be arranged by the two regulating bodies. 


TRAFFIC MANAGEMENT SURVEY 


(Domestic Commerce, Department of Commerce.) 


A western paper company reports the maintaining of dupli- 
cate sets of routings, one held by its traffic department and 
one by its purchasing department, showing the cheapest, the 
slowest, and the standard fast routings available from each 
source of supply. It points out that this permits the purchasing 
department to use, practically at all times, routings which vill 
give the lowest possible freight rates on commodities, but that 
the faster rates are always available when it is necessary to 
place rush orders. This cooperation is so accurate that the 
purchasing agent reports that approximately 99 per cent of 
shipments reach the plant on the date or within a day of the 
date set by the traffic department for their arrival. In other 
cases reported, the traffic department itself routes all purchase 
orders. 


BROOKHART AND LIQUOR 

No indictments will be returned by the District of Colum 
bia grand jury on account of the testimony Senator Brookhart, 
of Iowa, gave as to liquor having been used at the “Wall Street 
dinner” given by Walter J. Fahy in December, 1926. At this 
dinner, according to Brookhart, senators were approached by 
guests with respect to questions relating to legislation affecting 
railroads. The grand jury said December 9 that lack of ev 
dence “together with the extraordinary lapse of time betweel 
the violations and the revelation of the facts relating to this 
affair, makes it impracticable for the grand jury to consider 
the matter further.” (See Traffic World, November 9, D. 1160.) 


TELEPHONE SERVICE TO SHIPS 


Establishment of regular telephone service between shore 
and the Leviathan, of the United States Lines, was celebrated 
in Washington December 8, when members of Congress 4 
other government officials “listened in” on a conversation 
tween Commodore Cunningham, of the Leviathan, and Reprt 
sentative Britten, of Illinois. Vessels from 200 to 500 miles 
off the Atlantic coast will soon be reached by telephone, at 
cording to Walter S. Gifford, president of the American Tele 
phone & Telegraph Company. The Leviathan was about 2 
miles off the coast when by means of wireless and land oe 
communication between Washington and the vessel was esta 
lished. 


VOLUME OF FREIGHT ‘ 

The volume of freight traffic handled by the Class I at. 

roads in the first ten months of 1929 amounted to 417,405," 
000 net ton miles, the heaviest traffic for any correspm 
period on record, according to reports for that period rece 

by the Bureau of Railway Economics. ‘ fire 

This was an increase of 19,861,799,000 net ton miles or d 
per cent above the same period last year and an increase 
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TRAINS FAMOUS FOR THEIR COMFORT ON 
THE SMOOTHEST ROADBED IN AMERICA 


The last word in comfort—is the Los Angeles Limited—fore- 
most among fine trains to Southern California—like a smart 
hotel flying straight as an arrow across the continent! It 
offers you luxury, amusement, the delicious food you’ve 
heard about—sixty-three hours of relaxation on“the smooth- 
est roadbed in America”—scenery that unrolls itself in a 
crescendo of magnificence as you approach the Pacific! 


The Los Angeles Limited is a de luxe all-Pullman no extra 
fare train with all the extra fare features—barber, valet, 
maid and manicure. 


Companion trains in luxurious appointments include the 
new 58-hour extra fare Overland Limited; the 63-hour, no 
extra fare San Francisco Limited; the Gold Coast Limited; 
Pacific Limited and Continental Limited, from Chicago — 
the Pacific Coast Limited from St. Louis and Kansas City. 


Let your holiday begin the moment you start westward — 
aboard the Los Angeles Limited or one of 
its companion trains! 


C. J. COLLINS, General Passenger Agent 
Union Pacific System Omaha, Nebraska 

U.S. Desk Map—Free. Let us send you one of these 
handy U. S, maps. Printed in four colors, geograph- 


ically correct—just the right size to fit undera 
glass, 


Union Pacific 


THE OVERLAND ROUTE 
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Meeting 
Tomorrow’s Needs 
Today! 


The Chicago & North Western Railway has com- 
pleted vast improvements to facilitate the han- 
dling of freight and the movement of passenger 
trains. These improvements not only provide for 
the needs of today but anticipate the growing 
requirements of the future. 


Proviso Yard—A $16,000,000 Project 
With the Proviso Yard, a $16,000,000 project, and 


the new electrically operated hump and classifica- 
tion yard installed at an additional cost of 
$750,000, Chicago & North Western is equipped 
to handle freight traffic with utmost efficiency. 


New Giant Class **H’’ Locomotives 


35 of these mammoth locomotives, the largest 
passenger type in the world, have recently been 
placed in service. Their immense and flexible 
power insures smooth starting and easy handling 
of trains, insuring exceptional comfort to the 
passengers and faster handling of freight. 


Industrial Sites 


The territory reached by over ten thousand miles 
of Chicago & North Western Railway now pro- 
duces a notable quantity of the manufactured 
commodities reaching markets in all directions. 
Manufacturers and jobbers desiring information 
regarding available properties, both vacant land 
and buildings having track service, will be fur- 
nished with particulars of this kind upon request. 


New West Chicago Stock Yards 


A new stock yards located at West Chicago, rep- 
resenting an investment of a quarter of a million 
dollars in land and an equal amount in construc- 
tion costs, is in daily operation. 


The Widest Range of Passenger Service 


The Chicago & North Western provides a great 

fleet of splendid trains led by the two finest trains 

in the world—NORTH WESTERN LIMITED and 

CORN KING LIMITED. 18 fine, fast trains daily 

between Chicago and Omaha. 6 splendid trains 
daily between Chicago and St. Paul- 
Minneapolis. 


Ship and Travel 


CHICAGO & - 


NORTH WESTERN 


The Best of Everything in the Best of the West RAI 
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Digest of New Complaints 


22533. Sub. No. 1. 
Southern et al. 

Unreasonable rates, mussel! and clam shell, Brookport, IIl., to 
Rockport, Ind. Asks rates for future and reparation. 

22752. Sub. No. 2. The Cudahy Packing Co., Chicago, Ill, vs. 
Santa Fe et al. 

Rates in violation sections 1 and 4 of act, inedible tallow, in- 
edible grease and soap stock, cotton seed foots and sediments, 
South Omaha, Neb., Sioux City, Ja., St. Paul, Minn., Kansas City, 
Kan., and Wichita, Kan., to points in Illinois, lowa, Wisconsin, 
Indiana, Ohio, Massachusetts, New Jersey and New York. Asks 
rates for future and reparation. 

22906. Sub. No. 1. Mid-Continent Petroleum Corporation, Tulsa, 
Okla., vs. S. A. L. et al. 

Unreasonable rates and charges, fullers earth, Attapulgus, Ga., 
to Tulsa, Okla. Asks rates for future and reparation. 

22929. A. Moyer & Co., Fort Wayne, Ind., vs. C. M. & St. P. et al. 

Unreasonable rates, green salted hides, Minneapolis, Minn., to 
Ft. Wayne, Ind. Asks refund. 

22930. Maywood Equity Exchange, 
Santa Fe et al. 

Unreasonable rates and charges, 
Colorado and Utah to points in Nebraska. 
and reparation. 

22931. Kansas City Paper House et al., Kansas City, Mo., vs. 
Cc. BR. I. & P. et al. 

Rates and charges in violation section 1 of act, wire garment 
hangers, Chicago and Rock Island, Ill., to Oklahoma City, Okla. 
Ask rates for future and reparation. 
| J. M. Card Lumber Co., Chattanooga, Tenn., vs. N. C. & 
Bt. L. 

Unreasonable rates and charges, lumber, Tracy City and other 
Tennessee points to Chattanooga, Tenn. Asks rates for future 
and reparation. 

9 United States Envelope Co., Springfield, Mass., vs. B. & M. 
et al. 

Unreasonable rates and charges, folded 
flat, in three classification territories. 


Rockport Pearl Button Co., Rockport, Ind., vs. 


Inc., Maywood, Neb., vs. 


coal, points in New Mexico, 
Asks rates for future 


paper drinking cups, 
Asks reparation. 


No. 22934. North Pacific Millers’ Association et al., Seattle, Wash., 


ve. C. M. St. P. & P. et al. 

Alleges that application of S. J. Henry’s Local Freight Tariff 
No. 28-P, I. C. C. No. 269, as contended for by defendants would 
result in violation of section 1, 2, 3 and 6 of act, in connection 
with the transportation and delivery of grain or its products. 
Ask rules providing for free time for unloading of grain at Seattle 
and Tacoma, etc., and waiver of charges. 


No. 22935. North Packing & Provision Co. et al., East Cambridge, 


No. 


Mass., vs. C. B. & Q. et al. 

Unreasonable rates, live hogs, Burlington, Clinton and Musca- 
tine, Ia., and Keithsburg, and Savanna, Ill., to East Cambridge, 
Worcester, and Brightwood, Mass., New Haven, Conn., Newark, 
Harrison and Jersey City, N. J., Baltimore, Md., and Harrisburg, 
Pa. Ask reparation. 

_— Lehigh Portland Cement Co., Allentown, Pa., vs. B. & O. 
et al. 

Rates and charges in violation, sections 1 and 6 of act, cement, 
Mitchell, Ind., to Brooksville, Ky. Asks rates for future and rep- 
aration. 


No. 22937. E. I. Du Pont De Nemours & Co., Wilmington, Del., vs. 


Pennsylvania et al. 

Rates in violation sections 1, 2, 3 and 4 of act, nitrating acid, 
in tank cars, Gibbstown, and Thompson’s Point, N. J., to Mineral 
Springs, Ala., as compared with rates on sulphuric acid, and mixed 
or nitrating acid. Asks rates for future and reparation. 


No. 22938. E. I. Du Pont De Nemours & Co., Wilmington, Del., vs. 


No. 22939. 


No. 


No. 


No. 


No. 


No. 


Pennsylvania et al. 

Rates in violation sections 1, 4 and 6 of act, ammoniacal liquor 
(neutralized), in tank cars, Gibbstown, N. J., and/or Thompson's 
Point, N. J., to Mineral Springs, Ala. Asks rates for future and 
reparation. 


Swift & Co., Chicago, Ill., vs. C. & N. W. et al. 

Assails rates on dressed poultry, butter and eggs, points of 
origin in the Dakotas, Minnesota, and Nebraska to Chicago, IIl., 
and to destinations in official classifivation territory east of the 
Illinois-Indiana state line, as unjust and unreasonable and unduly 
prejudicial to Chicago and to traffic of complainant destined to 
that point. Asks rates for future® and reparation. 
service is to be rendered and in the public interest. 


22940. Sayles Finishing Plants, Inc., et al., Saylesville, R. I., vs. 
A. & R. et al. e 

Rates in violation first three sections of act, cotton fabrics, 
points in the Carolinas and Georgia to Biltmore, N. C., and from 
Biltmore to destinations throughout United States; also assail 
transit rules and regulations. Ask rates, transit rules and regula- 
tions for future and reparation. 

22577. Sub. No. 2. Lehigh Portland Cement Co., Allentown, Pa., 
vs. A. G. S. et al. 

Unreasonable rates and charges, cement, Birmingham, Ala., to 
destinations in Louisiana. Asks reparation. 
ra a No. 1. L. P. Lupher et al., Minatare, Neb., vs. C. B. 
x Q. et al. 

Unreasonable rates and charges, salt, Burmester, Salt Lake 
City, Saltair Junction, Utah, and other points to Minatare and 
Scotts Bluff, Neb. Ask rates for future and reparation. 

22807. Sub. N. 1. Arkansas Fertilizer Co., North Little Rock, 
Ark., va. C. R. I. & P..ct al. 

Unreasonable rates and charges, phosphate rock, producing 
points in Tennessee to North Little Rock, Ark. Asks rates for 
future and reparation. 


22941. Sugar Creek Creamery Co., Danville, Ill., vs. B. & A. et al. 

Rates in violation sections 1 and 3 of act, sweet cream, Marsh- 
field, Mo., to Boston and Springfield, Mass., Binghamton and 
Poughkeepsie, N. Y., and various other destinations in central, 
eastern trunk line, and New England freight association terri- 
tories. Chicago, Ill, and points on Michigan Central, preferred. 
Asks rates for future and reparation. 
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No. 22941. Sub. No. 1. 
B. & A. et al. 
Same complaint and prayer. 
No, 22942, Sunderland Brothers Co., Omaha, Neb., vs. C. & 0, et a) 
Charges in violation sections 1, 4 and 6, coal, Big Shoa] Ky a 
Thurston, Neb. Asks reparation. aa 
No, 22943. Oehler Building Material & Fuel Co., St. Louis, Mo, ,, 
L. & N. et al. ere 
Rates in violation sections 1 and 6 of_act, common 
common building blocks, McLeansboro, Ill, to St. 
Asks rates for future and reparation. 
No, 22944. Phillips & Co., Inc., Norfolk, Va., vs. A. C. L. 
Unreasonable rates and charges, potatoes, Stilley, N. ¢ t 
Jacksonville, Fla. Asks reparation. = 
No. 22945. Batesville White Lime Co. et al., 
& E. I. et al. 
Unreasonable rates, coal, points in Kentucky and Illinois to 
Batesville, Limedale Spur and Calico Rock, Ark. Ask rates tor 
future and reparation. ‘ 


CLASSIFICATION DOCKET 


With the Traffic Bulletin this week is mailed to subscribers 
Docket No. 40, of the Consolidated Classification Committee, fo; 
hearings of the Official, Southern and Western Classification 
committees at Atlanta, January 8, New York, January 14, and 
Chicago, Jaunary 21. 


Marshall Milk & Cream Co., Danville, IL, vs 


brick 
Louis, Mo 


Batesville, Ark., ys, C. 


COOPERATION BETWEEN U. S. AND CANADA 


Representative McLeod, of Michigan, has revived a pro 
posal made by him in a preceding session of Congress with 
reference to cooperation between the Interstate Commerce 
Commission and the Board of Railway Commissioners for Cap. 
ada. In H. R. 6610 he would amend section 13 of the interstate 
commerce act to provide for cooperation between the two 
tribunals in respect of rates, charges, and practices affecting 
transportation between points in the United States and points in 
Canada. Under the provisions of the bill, joint hearings could 
be arranged by the two regulating bodies. 





TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce.) 


A western paper company reports the maintaining of dupii- 
cate sets of routings, one held by its traffic department and 
one by its purchasing department, showing the cheapest, the 
slowest, and the standard fast routings available from each 
source of supply. It points out that this permits the purchasing 
department to use, practically at all times, routings which will 
give the lowest possible freight rates on commodities, but that 
the faster rates are always available when it is necessary to 
place rush orders. This cooperation is so accurate that the 
purchasing agent reports that approximately 99 per cent of 
shipments reach the plant on the date or within a day of the 
date set by the traffic department for their arrival. In other 
cases reported, the traffic department itself routes all purchase 
orders. 


BROOKHART AND LIQUOR 


No indictments will be returned by the District of Colum 
bia grand jury on account of the testimony Senator Brookhart, 
of Iowa, gave as to liquor having been used at the “Wall Street 
dinner” given by Walter J. Fahy in December, 1926. At this 
dinner, according to Brookhart, senators were approached by 
guests with respect to questions relating to legislation affecting 
railroads. The grand jury said December 9 that lack of ev: 
dence “together with the extraordinary lapse of time between 
the violations and the revelation of the facts relating to this 
affair, makes it impracticable for the grand jury to consider 
the matter further.” (See Traffic World, November 9, p. 1160.) 


TELEPHONE SERVICE TO SHIPS 

Establishment of regular telephone service between shore 
and the Leviathan, of the United States Lines, was celebrated 
in Washington December 8, when members of Congress and 
other government officials “listened in” on a conversation be- 
tween Commodore Cunningham, of the Leviathan, and Repre 
sentative Britten, of Illinois. Vessels from 200 to 500 miles 
off the Atlantic coast will soon be reached by telephone, a 
cording to Walter S. Gifford, president of the American Tele 
phone & Telegraph Company. The Leviathan was about 200 
miles off the coast when by means of wireless and land liné 
communication between Washington and the vessel was estab 
lished. 


VOLUME OF FREIGHT 


The volume of freight traffic handled by the Class I - 
roads in the first ten months of 1929 amounted to 417,405,37 J 
000 net ton miles, the heaviest traffic for any correspondilé 
period on record, according to reports for that period recei¥ 
by the Bureau of Railway Economics. ‘ five 

This was an increase of 19,861,799,000 net ton miles or 3 
per cent above the same period last year and an increase ? 
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TO SOUTHERN 
CALIFORNIA 





TRAINS FAMOUS FOR THEIR COMFORT ON 
THE SMOOTHEST ROADBED IN AMERICA 


The last word in comfort—is the Los Angeles Limited—fore- 
most among fine trains to Southern California—like a smart 
hotel flying straight as an arrow across the continent! It 
offers you luxury, amusement, the delicious food you’ve 
heard about—sixty-three hours of relaxation on“the smooth- 
est roadbed in America”—scenery that unrolls itself in a 
crescendo of magnificence as you approach the Pacific! 


The Los Angeles Limited is a de luxe all-Pullman no extra 
fare train with all the extra fare features—barber, valet, 
maid and manicure. 


Companion trains in luxurious appointments include the 
new 58-hour extra fare Overland Limited; the 63-hour, no 
extra fare San Francisco Limited; the Gold Coast Limited; 
Pacific Limited and Continental Limited, from Chicago — 
the Pacific Coast Limited from St. Louis and Kansas City. 


Let your holiday begin the moment you start westward — 
aboard the Los Angeles Limited or one of 


its companion trains! 


C. J. COLLINS, General Passenger Agent 
Union Pacific System Omaha, Nebraska 


U.S. Desk Map—Free. Let us send you one of these 
handy U. S. maps. Printed in four colors, geograph- 
ically correct —just the right size to fit under a 
desk glass. 


Union Paci 


IC 


THE OVERLAND ROUTE 
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Meeting 
Tomorrow’s Needs 
Today! 


The Chicago & North Western Railway has com- 
pleted vast improvements to facilitate the han- 
dling of freight and the movement of passenger 
trains. These improvements not only provide for 
the needs of today but anticipate the growing 
requirements of the future. 


Proviso Yard—A $16,000,000 Project 


With the Proviso Yard, a $16,000,000 project, and 
the new electrically operated hump and classifica- 
tion yard installed at an additional cost of 
$750,000, Chicago & North Western is equipped 
to handle freight traffic with utmost efficiency. 


New Giant Class **H’’ Locomotives 


35 of these mammoth locomotives, the largest 
passenger type in the world, have recently been 
placed in service. Their immense and flexible 
power insures smooth starting and easy handling 
of trains, insuring exceptional comfort to the 
passengers and faster handling of freight. 


Industrial Sites 


The territory reached by over ten thousand miles 
of Chicago & North Western Railway now pro- 
duces a notable quantity of the manufactured 
commodities reaching markets in all directions. 
Manufacturers and jobbers desiring information 
regarding available properties, both vacant land 
and buildings having track service, will be fur- 
nished with particulars of this kind upon request. 


New West Chicago Stock Yards 


A new stock yards located at West Chicago, rep- 
resenting an investment of a quarter of a million 
dollars in land and an equal amount in construc- 
tion costs, is in daily operation. 


The Widest Range of Passenger Service 


The Chicago & North Western provides a great 

fleet of splendid trains led by the two finest trains 

in the world—NORTH WESTERN LIMITED and 

CORN KING LIMITED. 18 fine, fast trains daily 

between Chicago and Omaha. 6 splendid trains 
daily between Chicago and St. Paul- 
Minneapolis. 


Ship — Travel 


CHICAGO & 


NORTH WESTERN 


The Best of Everything in the Best of the West RAILWAY 
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14,552,635,000 net ton miles or 3.6 per cent above the same ten 
months’ period in 1927. 

Railroads in the Eastern district for the ten months’ period 
this year reported an increase of 7.3 per cent in the volume 
of freight traffic handled, compared with the same period in 
1928, while the Southern district reported an increase of 1.1 
per cent. The Western district reported an increase of 3.3 
per cent. 

Freight traffic in October amounted to 47,813,993,000 net 
ton miles, a reduction of 419,761,000 net ton miles or nine-tenths 
of one per cent under the same month last year. It was, how- 
ever, an increase of 2,277,442,000 net ton miles or five per cent 
above that for October, 1927. 

In the Eastern district, there was an increase in the volume 
of freight handled of one per cent in October, 1929, compared 
with the same month in 1928, while the Southern district re- 
ported a decrease of 1.5 per cent. The Western district reported 
a reduction of three per cent. 





MOVEMENT OF FREIGHT 

New high records in the speed with which freight traffic is 
being handled were established by the railroads of this country 
in October, according to reports for that month filed by the 
rail carriers with the Bureau of Railway Economics. 

The average movement per car per day for that month, 
according to these reports, was 36.3 miles, which average has 
never before attained in any month. 

This was an increase of one-tenth of a mile above the best 
previous average established in October last year. It also was 
1.6 miles above that for October, 1927, and two miles above 
that for October, 1926. 

In computing the average daily movement per car per day, 
account is taken of all freight cars in service, including cars 
in transit, cars in process of being loaded and unloaded, cars 
undergoing or awaiting repairs and also cars on sidetracks 
for which no load is immediately available. 

The average speed of freight trains in October this year 
was thirteen miles per hour, the highest average for any October 
on record and an increase of four-tenths of a mile above that 
for October last year. 

The average load per car in October this year was 26.9 
tons, including less-than-carload-lot freight as well as carload 
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freight. This was a reduction of one-tenth of a ton below that 
for October, 1928, but four-tenths of a ton above that for Octobe, 
1927. 


USE OF BOXES AND CARTONS IN BRITAIN 

The growing tendency to sell various commodities, more 
especially foodstuffs, in packages and boxes, is stimulating the 
demand for paper containers of all sorts in Great Britain, a. 
cording to a recent report from Consul-General Halstead, Lop. 
don, made public by the Department of Commerce. The ney 
egg marking scheme is having a particularly marked effect jp 
this direction. Many dairies and groceries which formerly gis. 
played eggs in baskets and boxes and retailed them in pape; 
bags are now displaying and selling eggs in paper boxes of 
various types. The new egg marking scheme authorizes pack. 
ers whose eggs come up to the national standards of weight to 
pack eggs either in retail cartons or in wholesale cases, op 
which they are allowed to put the national mark. The whole. 
sale cases being used most generally are boxes with two gee. 
tions in which layers of 36 eggs to the layer are packed, while 
the most favored retail cartons are doubled boat shape. There 
is no spectific restriction, however, on the type of egg carton 
to be used. 


ACCOUNTING ORDER 
The Commission, by division 4, has amended its accounting 
bulletin No. 15, interpretations of accounting classifications for 
steam roads, effective January 1, 1918, so as to make clear how 
taxes paid on leased property shall be taken into the accounts 
of railroads. 


FRISCO EXPENDITURES 

President J. M. Kurn, of the St. Louis-San Francisco Rail- 
way Company, announces that his railroad will spend $24,127,177 
next year for roadway and structures, new construction, and 
new equipment. This is the largest yearly expenditure ever 
to be made by Frisco Lines. 

The total roadway and structures appropriation is $9,402; 
478, of which $2,310,000 will be spent for 175 miles of new 
110-pound rail to be laid in the Frisco’s heavy traffic districts. 

Budget appropriations for new construction work conten- 
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\ Sully f; fore the Sun has Made its Round 


imports have been safely transported 
from the Customs at Vera Cruz to 


— in 23 hours 
PUEBLA — 27 20 hours 


VERA CRUZ is 
Nearest Entry Port 


THE MEXICAN RAILWAY (Electrified) 
is the Only Standard Gauge Line. 


It Is the Shortest Line. 





Ship Via Water and Rail—Lowest Rates 


WEEKLY STEAMER SERVICE TO VERA CRUZ FROM 
NEW ORLEANS—AMERICAN FRUIT LINE 
NEW ORLEANS—CUYAMEL FRUIT LINE 
NEW YORK—WARD S. S. LINE 


THE MEXICAN RAILWAY—Vera Cruz Route 


W. F. PATON, General Agent 


Chicago, II!., 648 Marquette Building 


New York, N. Y., 82 Beaver Street 
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Saves Firm $10,600 


Boosts Salary 200% 
thru Traffic Management 


“How can I make myself worth more money to the firm 


[work for?” 
That was the question uppermost in the mind of C. E. 
Veth when he enrolled with LaSalle for training in Traffic 


Management. 

Already Traffic Manager of the Smith Agricultural Chem- 
ical Company, with plants at Columbus and Indianapolis, he 
was directing the delivery of thousands of tons of fertilizer, 
animal foods and acids—six widely diversified products un- 
der the brand name SACCO—to customers in all parts of 


the United States. 

His training gave him the key he was seeking. 

“Mr. Veth had the vision to see the need in this organization of a 
properly equipped traffic department,” writes Marshall A. Smith, presi- 
dent of this great company. “Traffic affairs are quite technical, but 
now he has brought to this company a department that enables it to 
aiswer every question that may arise.” 

During the year 1924, Mr. Veth’s newly developed traffic depart- 
ment detected and corrected errors in freight bills received from the 
reilroads totalling $10,600 in overcharges. 

“My subsequent salary-increase of 200%,” writes Mr. Veth, “is due in large 


measure to the study and application of a training. Your course is one of 
the most complete in its line, and in technical knowledge it far surpasses any 


other I have seen.” 
Send for Free Book 
“Opportunities in Traffic Management”’ 


Whatever else you do, acquaint yourself with the opportunities in Traffic 
Management! See how you can carve out for yourself a more splendid future. 
The coupon will being. you without obligation a 96-page book that points the 
way to the rewards in Traffic Management and shows you how within a com- 
paratively few months bay can equip yourself to take the best advantage of 
them, LaSalle will send it to you free. 

If you are eager to enter a field that spells real opportunity, clip and mail 
the coupon NOW. 


-——_ — — — — Find Yourself Thru LaSalle!—- =—-= — — — =— = 


LASALLE EXTENSION UNIVERSITY 


The World's Largest Business Training Institution 
Dept. 1295-TR Chicago 


I would welcome copy of “Opportunities in Traf- 
fe Management,” also a copy of “Ten Years’ Pro- 
motion in One,” all without obligation. 


[| Traffic Management— 


Foreign and Domestic: Training for position as Rail- 
tad or Industrial Traffic Manager, Rate Expert, 
t Solicitor, ete. 


Other LaSalle Opportunities 


db le opens the way to success in every important field 
usiness, If more interested in one of the fields indicated 
» check here: 
| Higher Accountancy 
~ Business Management 
tm Salesmanship 
ay Station Management 
iw—Degree of LL.B. 





(0 Modern Foremanship 
CJ Railway Accounting 
CL) Personnel Management 
( Paper Salesmanship 


Commercial Law () Expert Bookkeeping 
lustrial Management oO Cc. P. A. Coaching 
~ Telegraphy (1) Business English 
Heating and Finance [] Commercial Spanish 
™m Business Correspondence 0 Effective Speaking 
Name FPO eee eee eee eee EEE ESET EEHE EEE Seeeeeeeeeeee eee 
Present Position sibgeaedadhnesdeeesevibecoseeesrer eee -steeseweeess 
Address 


tees COSC H eee HEEHEEHEHEHHEHEHEHHEHHEH ESE EEE HEEHEHSESEH ES EHE SEES 


pwomber 14,1929 The Traffic World 








EDISON: 


Slow do YOUr 
Electric controls 
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reckons make Fadi 
phone dictation 
as easy as tele- 


phoning ? 


You simply pick up the re- 
veiver and speak your mind. 
The stenographer then writes 
from your voice direct on her 
typewriter. The mechanical 
part of dictation and typing 
is all controlled electrically 
with automatic corrections. 


Let us prove this. Telephone “The Edi- 
phone,” your City, or ask us for the book,“An 
Easy Way to Chart Your Correspondence.” 


Ask for Travel Service 


THOMAS A. EDISON, INC. 
ORANGE, N. J. 


World-Wide Service in all Princip I Cities 
LONDON OFFICE. 
Victoria House, 

Southampton Row 
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plate the expenditure of $1,646,646, for a new line between 
Vernon and Seymour, Tex. An application for authority to con- 
struct the line is now pending before the Commission, which 
has already authorized a 15-mile extension on the Matador 
branch of the Quanah, Acme and Pacific Railway (Frisco sub- 
sidiary) into Motley county, Texas, and $300,000 has been appro- 
priated for this work. There is pending an application for per- 
mission to construct a line of 74% miles between Quanah and 
Acme, Tex., and the budget sets aside $214,475 for that line. 

An even half million dollars is appropriated for the separa- 
tion of twenty-two grade crossings in 1930. 

A total of $12,563,053 will be expended for new equipment, 
including 2,500 box cars, 1,000 coal cars, 300 automobile cars, 
20 large Mikado type freight locomotives, 10 baggage and mail 
cars, 10 baggage and 3 diners. 


MOBILE AND OHIO ANNIVERSARY 


The Mobile and Ohio is celebrating the seventy-fifth anni- 
versary of the extension of its line beyond the borders of 
Mississippi. The original construction of the line was begun in 
1849, eighty years ago last October, it is pointed out, but was 
confined to Mississippi until 1854, after which expansion fol- 
lowed rapidly. M. J. D. Baldwin, of Mobile, is credited with 
originating the transportation project represented by the exist- 
ing system. Markers in the history of the road immediately 
following are given as 1855, when it had been pushed to Lauder- 
dale, Miss.; 1856, when it reached Macon, Miss.; 1857, West 
Point; 1859, Okolona, and Baldwyn in 1860. In the meantime 
construction had been started from Columbus, Ky., and the 
two lines of the road were connected together near Trenton, 
Tenn., April 22, 1861, completing a total of 486 miles of main 
line. Further expansion was stopped by the beginning of the 
Civil War, and in that period all bridge work, trestles, ware- 
houses and station buildings were destroyed, as well as other 
destruction accomplished, on about half the length of the line. 


‘FREIGHT ROBBERY LOSSES 


Losses due to robbery of freight while in transit were the 
lowest for the first six months this year on record, according 
to the freight claim division of the American Railway Associa- 
tion. 

Robbery losses in the first six months this year totaled 
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$410,103, a decrease of $127,157, or 24 per cent, compared wi 
the corresponding period in 1928. This also was a decrease 
approximately six million dollars below the amount of =a 
claims paid in the first half of 1920, when losses from that cans 
were the greatest in the history of the railroads. , 

Claims growing out of robbery of entire package paid durin; 
the first half of 1929 totaled $240,300, while claims STOWIng oyt 
of robbery other than entire package amounted to $169,803, 
both instances, these items were reductions under the amounts 
paid during the corresponding period in the three previous Years 


TRANSFER OF LADING 


In response to complaints filed by owners of private tank 
cars through the American Petroleum Institute, with respect t) 
prompt notification of owners of cars in the event bad order 
equipment necessitates transfer of lading from one car to ap. 
other, the general committee of the transportation division 
American Railway Association, has approved a revision of the 
rules governing the matter. The revised rules require that, ip 
such situation, both consignor and consignee will be notifieg 
showing car transferred from and into, and that a private tank 
car of other ownership will be used only in case a car of the 
same ownership as that from which the load is transferred i 
not available and the emergency is of such nature that transfer 
cannot wait until a car of the same ownership can be obtained, 


EXCESS INCOME PAYMENTS 


Payments made by carriers of one-half of their excess ne 
railway operating income, as preliminarily computed, under 
paragraph 6 of section 15a of the interstate commerce act, in 
the year ended October 31, a total of $599,920.12, were as fol. 
lows: 

Conemaugh & Black Lick, $5,345.50; Cornwall, 62,408: 
Duluth, Missabe & Northern, $364,780.35; Durham & Southen, 
$10,738.79; Genesee & Wyoming, $18,822.93; Philadelphia, Beth. 
lehem & New England, $10,525; Port Huron & Detroit, $156. 
672.52, of which $32,401.97 was for 1928, $19,211.61 for 1927, 
$21,622.18 for 1926, and $83,436.76 for previous years; South 
San Francisco Belt, $1,374.54, for 1927; Unity Railways, $25, 
012.15; Warrenton, $4,240.34. Except as otherwise indicated, 
the payments were for the year 1928. 


KERS or WALKE 


RAFFIC DEPARTMENT efficiency depends largely 

upon the ease and rapidity with which the clerical 
work is done. If the office equipment is such that hours 
of walking time take the place of hours of working 
time, productive effort is cut down. 


A feature of McBee Rate Desks and Vertical-Flat Files, 
designed especially for Traffic Departments, is the 
elimination of frequent trips between desk and file. 
Current files and records are available without the 
clerk having to leave his desk. 


fe 


! 


il 


'McBEE 
Vertical-Flat Files 


N assembly near 
clerk’s desk puts 
records within easy 
reach, saving time. Each 
drawer is a separate 
unit, permitting forma- 
tions of single-unit 
drawers in floor space 
ordinarily wasted. 


Rate Desk 


OMBINES desk and 

filing facilities, sav- 
ing floor space. As 4 
file for numerous Traf- 
fic Department records, 
it saves time wasted on 
frequent trips between 
desk and filing cases. 


Write for Literature, 
Specifications, Prices 


"THE MCBEE BINDER Co. 


502 Madison-LaSalle Bldg. Chicago, III. 
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Fast Freight Service : Mexico 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel LinemAmerican 
Fruit & Steamship Corporation.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 


Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 


Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 


Write us for Information and Rates 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City 
Pachuca- - 
Puebla - - 


From Tampico to: 
Mexico City 
Pachuca- - 


23 hours 
23 hours 
20 hours 


47 hours 
47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent G. B. Aleman, Gen. Agent 
1515 Penn Building ~ ma Ry. Exch. Bidg. 
New York City 3 is, Mo. 


F. N. Puente, Gen. Agt. 
41 Monadnock Bidg. 
Francisco, Calif. 


i F. C. Lona, Com. Agt. 
A. Horcasitas, Com. Agt. 1249 Marquetee Building 
Chicago, Ill. 


414 Whitney Bank Bidg. 
New Orleans, La. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The [ralfic Bulletin 


The Informatien Regularly Carried in This 
Publication Includes the Fellowing: 


1—Released Rate Orders 

2—Fourth Section Applications 

3—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the L C.C. 
8—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the L. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 
24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket 
27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 
29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
82—-Tranacontinental Freight Bureau Dispositions 
38—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tarif with I. C. C. 
40—Adoption Notices 


Samples and full information free on requesé 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 


The Traffic World 


Vol. XLIV, No, % 
ai cli ir hth gece aii 


Docket of the Commission 


- 


NOTE—Items in the Docket marked with an asterisk (*) are ney 
having been added since the last issue of The Traffic World. Caney 
lations and postponements announced too late to show the Change in 
this Docket will be noted elsewhere. 

December 16—Washington, D. C.—Examiner Griffin: 
Edward Widmayer, Trading as Robert L. Anderson Co., vs. 


A. C. L..R. R. et al. 
22726—C. H. Milligan vs. A. C. L. R. R. et al. 


December 16—Chicago, Ill.—Examiner Harraman: 
22743—Armour & Co. vs. C. & O. Ky. et al. 


December 16—Waupaca, Wis.—Examiner Hagerty: 
22761—Advertiser’s Manufacturing Co. vs. C. & N. W. Ry. et al, 
December 16—Argument at Washington, D. C.: 
18194—-Boston Wool Trade Assn. vs. A. & W. Ry. et al. 
17447—Chicago Wool Trade Assn. vs. B. & O. R. R. et al. 
20571—Midwest Wool Trade Assn. vs. A. & E. R. R. et al. 
20702—Midwest Wool Trade Assn. vs. A. & W. Ry. et al. 
ar on Sub. 1)—Midwest Wool Trade Assn. vs. A. & RRR 
et a 


December 16—Ft. Wayne, Ind.—Examiner Disque: 
22692—U. S. Graphite Co. vs. A. A. R. R. et al. 


December 16—Binghamton, N. Y.—Examiner McGrath: 
22801—Endicott-Johnson Corp. et al. vs. B. & S. R. R. Corp. et al, 


December 16—Washington, D. C.—Examiner Johnston: 
aX” ome State Horticultural Society et al. vs. A. C. & Y, Ry, 
e s 


December 16—Norfolk, Va.—Examiners Pyle and Mackley: 
22683—F. S. Royster Guano Co., Inc., vs. A. & R. R. R. et al, 


December 17—Washington, D. C.—Examiner Davis: 

* Finance No. 7934—Joint Application of Michigan Bell Telephone (Co, 
and Benzie Consolidated Telephone Co. for a certificate that the 
acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom 

* Finance No. 7948—Application of Ohio Bell Telephone Co. and the 
Chester Telephone Co. for a certificate that the acquisition by 
the former company of the properties of the latter company wil 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

* Finance No. 7951—Application of New England Telephone & Tele. 
graph Co. for a certificate that the acquisition by it of contro 
of the Windham County Telephone Co., Inc., by purchase of capi- 
tal stock will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

Finance No. 7964—Joint Application of New Jersey Bell Telephone 
Co. and Farmers’ & Traders’ Telephone Co. for a certificate that 
the acquisition by the former company of the propertes of the 
latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

Finance No. 7965—Joint Application of N. W. Bell Telephone (Co. 
and Gertrude A. Fox, doing business as the Warroad Telephone 
Co. for a certificate that the acquisition by the N. W. Bell Tele- 
phone Co. of telephone properties of said Gertrude A. Fox will be 
of advantage to the persons to whom service is to be rendered 
and in the public interest. 

Becember 17—Washin ton, D. C.—Assistant Director Burnside: 

Finance No. 4741—Construction of Line by_N. Y. P. & C. RR 
(further hearing). 

Goenaer 17—Olympia, Wash.—Department of Public Works of Wash- 
ngton: 

Finance No. 7808—Application of Centralia Terminal for authority to 
ao a acquire and operate a line of railroad in Lewis county, 

ash. 

December 17—Frankfort, Ky.—Examiner Hosmer: 

21373—Commonwealth of Kentucky R. R. Commission of Ky. et al 
vs. A. & B. et al. (adjourned hearing). 

December 17—Indianapolis, Ind.—Examiner Disque: 

1. S. 3362—Scrap iron and steel from C. F. A. territory to Kokomo 
and other Indiana pts. 

20583—-Continental Steel Corp. ‘vs. A. C. & Y. Ry. et al. (further 
hearing). 4 

December 17—Washington, D. C.—Examiner Gullivan: 

Finance No. 7938—Application C. R. R. of SN. J. for authority to 
acquire control of the Wharton & Northern R. R. and Mount Hope 
Mineral R. R. by purchase of capital stock. 


December 18—Columbia, S. C.—Examiner Hurley: 
re on sand, gravel, crushed stone and chert within state 
of 8. C. 


December 18—Chicago, Ill.—Examiner Harraman: 
1. & S. 3387—Exceptions to Rule 10 of Official Classification on less 
than carload shipments loaded in mixed carloads. “ 


December 18—Washington, D. C.—Examiner Bardwall: 

13535—Consolidated Southwestern Cases (upon question, whether 
blackstrap molasses, woodpulp, linseed oil, magnesite, stucc, 
iron and steel railway material described in item 405 of Age 
Johanson’s I. C. C. 2008, crushed slate, mineral earth black, 
tarder and claim, mussel and oyster shells (whole, broken, cru ies, 
or ground), and sal-ammoniac skimmings, or any of said artic 
each in carloads, and rates thereon, shall be excepted from i 
quirements of findings heretofore made in said proceedings). 


December 18—Washington, D. C.—Examiner Griffin: 
22560—Bundy Tubing Co. vs. M. C. R. R. et al. 


December 18—Wausau, Wis.—R. R. Commission of Wis.: » 
Finance No. 7826—Application C. & N. W. Ry. for authority 
abandon its so-called Rib Falls Line in Marathon county, 
December 18—Gainesville, Fla.—Railroad Commission of Fla.: t 
Finance No. 7805—Application J. G & G. Ry. for authority 7 
abandon that portion of its line between North Gainesville 

Sampson City, Fla 
December 18—Green Bay, Wis.—Examiner Hagerty: RE 
reen Bay Port Huron & Detroit S. S. Co. vs. A. & A 
Corp. et al. 
December. 18—Indianapolis, Ind.—Examiner Disque: 
1. & S. 3378—Transit arrangements on lumber and related artic 
at Terre Haute, Ind. 











December 


o 
W 


San 
(aki: 


XLIV, No, 4 
— PAGE 1565 


peomber 14, 1929 


TRANSMARINE LINES 


Direct Service 
LOS ANGELES (Wilmington—Berth 188) 
0 SAN FRANCISCO (Pier 39) 


OAKLAND ee Street Pier) 


0 | Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle, Tacoma and Portland 


FROM 


BALTIMORE AND NORFOLK 


FAST FREIGHT SERVICE 


the change 


erson Co, ys 


Seal Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 
Served by: 
Central Raliread ef New Jersey 
SAILING FROM 


BALTIMORE} NORFOLK 


December 18 


December 31 
AND ALTERNATE WEDNESDAYS THEREAFTER 


Gulf-Intercoastal 
MOBILE, ALA. (Ris,4,?s:%‘y,4,) Steamer 


December 24 SUWORDENCO 
January 9 SUGILLENCO 


relephone Co, 
cate that the 
arties of the 
ons to whom 

Co. and the 
cquisition by 
company will 
> be rendered 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


Fer rates, dates of sailings and other informatien apply te 


WILLIAMS STEAMSHIP CORPORATION 


(tip Stet, New Yer, edt: mann ne | | LECANOMARINE LINES 


General Offices: 
BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. Port Newark Terminal 5 Nassau St., New York Cit 
39 South St. Oliver Bldg. Law Bldg. Telephene Mulberry 4300 SS Recter 0020 " 
Phenes PLAZA 7377 Phone: ATLANTIC 1432 Phone: NORFOLK 21265 Agencies: Buffale, Les Angeles, Mobile, Oakland, 
And at eur Branch Offices at ports of call, ete. Pittsburgh, San Francisco, Seattle 
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Statistics— 
Their Importance 
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Not only in general research but also in forecast- 
ing operating or other results, accurate statistics are 
indispensable. They indicate the current trend, the 
future trend, and what the trend has been in the 
past. They are the barometer of business of all 
kinds—they are the “signs of the times.” To the 
business executive, the business lawyer, sales man- 
ager, and traffic manager, statistics are what the 
compass and sextant are to the navigator. They 
help to steer correctly. The elaborate 1930 census 
now planned by the government indicates the ever- 
increasing demand for statistics. Little, if any, im- 
portant business can be conducted without knowing 
the statistical trends. 


Whether they relate to production, transportation 
(domestic or foreign), distribution, consumption, 
or anything else—if they are available to the public 
at all—we can promptly supply your needs. We 
will carefully prepare statements for any particular 
work; we will also regularly report statistics affect- 
ing your business as they are periodically collected. 
Ask us for particulars. We are— 


“At Your Service” 


The Traffic Service Corporation 
Mills Bldg. Washington, D. C. 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 


Send for Sample Sheets 
G. R. Leonard & Co. 


188 N. Clark St., Chicago 18 E. 26th St., New York 


In the heart of the Commercial District 
wo ie 6 See Son St ne ae 
erated for the particular service of the traffic manager 
by a speciailzed organization that will handle orders as 
promptly and efficiently as your own shipping department. 

The most centrally located wareheuse in the city 


COMMERCIAL WAREHOUSES 2S 


201 Iberville 


tee a Witte SES 
ARES! o- 
gMinal Nis ore-® 


E 
croo’S,, hie Pooi Car 
c 200 Carload ©=Distribution 


Capacity 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY i 
LOCATED TO RENDER gg 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


Merchandise 
Storage 


A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 


Mhaiktz) DECATL 


ILLINOIS 
pecatr, 


PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most sucesssfully aceomplished to 
the 5,000,000 District population through the Terminal system. Direct 
conmections ef all into the group of buil eliminates all trucking 


4 - | - at deliveries. Lowest @ insurance rates. Every 
OR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
E TERMINAL BUILDINGS 


Pitteburgh Terminal Warehouse & Transfer Company 
‘ay and Carsen Streets Pittsburgh, Pennsyivaala 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


5 fsers Business 1,972 
national and sectional concerns 
intain branches in Dallas. 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Blidg., Dallas 


‘$633,500; 
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Terminal, $48,643.82; Boston & Maine, $19,386,979; Charles 
Western, $140,000; Chicago & Western Indiana, $6,761, 
Chicago Great Western, $1,000,000; Des Moines & Centra] lo ’ 
Fernwood, Columbia & Gulf, $20,000; Fort Dodge 
Des Moines & Southern, $200,000; Gainesville & Northwestery, 
$75,000; Georgia & Florida, $792,000; Greene County, $1999. 
Minneapolis & St. Louis, $1,671,461.75; Missouri & North 4p 
kansas, $3,500,000; Salt Lake & Utah, $872,600; Seaboard Air 
Line, $16,602,887.84; Shearwood, $13,201.06; Toledo, st, Lo 
& Western, $324,000; Virginia Blue Ridge, $106,000; Vir, 
Southern, $38,000; Waterloo, Cedar Falls & Northern, $1,269 000: 
Wheeling & Lake Erie, $2,476,113.40; Wichita Northwestern, 
$381,750; and Wilmington, Brunswick & Southern, $99,099. 
total, $56,597,886.87. , 


RAIL WAGE STATISTICS 


Class I railroads reported a total of $1,747,816 employe 
as of the middle of September, and the total compensation wag 
$248,012,305, according to compilations made by the bureay , 
statistics of the Commission from carrier reports. Compare 
with September last year, the figures showed an increase of 145 
per cent in the number of employes and 3.5 per cent in ¢ 
total compensation. 


INTERSTATE SHIPMENT OF FIREARMS 


Two bills providing for regulation of shipment of firearm 
have been introduced by Representative McLeod, of Michigan, § 
the House. In H. R. 6607, the representative would have Cop 
gress make unlawful the shipment in interstate commerce of 
any pistol or revolver unless the package is so marked as t 
indicate that a pistol or revolver is contained therein. jy 
states or the District of Columbia where permits are required 
for sale of revolvers and pistols, such packages would not be 
delivered by the postmaster except on presentation of the re 
quired permit. Under the provisions of H. R. 6606, Mr. McLeod 
would have Congress divest pistols, revolvers, machine guns 
and ammunition therefor of their character as subjects of in 
terstate or foreign commerce, so as to make such articles sub 
ject to regulations of states into which shipments of such 
articles may be made. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young married man, age 27, ten year 
experience, La Salle graduate; familiar with rates, routes, refrigera 
tion, claims, Interstate Commerce Commission procedure, Address 
H. N. W. 252, care Traffic World, Chicago, IIl. 


WANTED—Sales director, experienced, well posted in freight traf 
fic for exclusive traffic school in Chicago. State qualifications, salar} 
expected, etc. Address L. E. G. 254, care Traffic World, Chicago, ll 


TEMPORARY POSITION—Man of good address, well posted i 
freight rates and routing, to interview traffic managers in Chicag 
and vicinity. State experience and salary required. Address 0. . 
250, care Traffic Word, Chicago, Ill. 


TRAFFIC MANAGERS complete your files. Back numbers of 
Traffic World with indices 1911-1927, inclusive. Address A. R. 
248, care Traffic Word, Chicago, IIl. 


TRAFFIC DEPARTMENT FORMS FREE—Folder with samp 
of straight and order bills of lading, tracers, claim forms, car rec 
sheet, car order forms and many others. Speed up work, incrés 
efficiency, insure accuracy. Write for your free copy now. 
Traffic Service Corporation, Merchandise Department, 418 South Ma 
ket Street, Chicago, IIl. 


We Bind The Traffic World 


ETE RRONTSI TE REE 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery. 


350-3654 West Erie Street 


of General Merchandise 


175,000 Square Feet Floor Sp# 
2sc Ins ® 


Virginia Bonded Warehouse Ot 
1709 East Cary Street 
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